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RAIL AND WATER COMPETITION 


P. W. Coyle, traffic commissioner of the St. Louis 
Chamber of Commerce, writes us that our editorials, from 
time to time, have led him to believe that we rather consider 
the inland waterway services of the country, particularly the 
federal barge line service, detrimental or injurious to the rail 
lines, or, “to put it another way, the deduction might be made 
from your editorials that people of the country should not 
be taxed for maintaining or in any wise developing this 
inland water service.” He encloses a copy of an annual ton- 
nage report, showing both river and rail traffic into and out 
of St. Louis, and the following from a St. Louis newspaper 
giving an analysis of conditions contained in the report, 
which, he thinks, may tend to throw light on the subject: 


Contrary to the popular concept that operation of the Federal 
Barge Line on the Mississippi river is proving injurious to the 
railroads, the annual report of the river and rail tonnage for St. 
Louis, compiled by the Traffic Bureau of the Chamber of Commerce, 
has disclosed the tonnage of railroads paralleling the Missouri river 
during the past year increased 6 per cent over that of the previous 
year, it was announced yesterday. 

The report, made public yesterday, reveals the total tonnage of 
freight in and out of St. Louis during 1926 was 77,197,635 tons, an 
increase over 1925 of 2,105,157 tons. 


“In other words,” asserted P. W. Coyle, traffic commissioner of 
the Chamber of Commerce, “while there was an increase by all the 
railroads of only 2.6 per cent these lines, in competition with the 
boat, lines, show an increase of 6 per cent. Obviously, the water 
service is not injurious to the rail lines, but as an auxiliary is con- 
tributing, as are the rail lines, to the development of commerce of 
the Mississippi Valley.” 

River traffic during 1926 increased from 423,660 to 587,860 tons, 
representing an increase of 164,200 tons, or nine-tenths of 1 per cent 
of the entire amount of freight handled in the city. 


In the first place, there is no necessity for anyone hav- 


ing to draw deductions from what we have had to say about / 


inland waterways and the barge line in particular. We 
recognize that service as valuable to shippers who can use 
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it, but we say that those who cannot use it are penalized by 
higher rail rates to make up the loss to the railroads, and 
that all the taxpayers of the country are penalized to sup- 
port the barge line, which is not operated at a profit ; that the 
government ought not to compete with private enterprise in 
transportation; and that the government has utterly failed 
to demonstrate, through the barge line, that inland waterway 
transportation is profitable for private capital. We think 
waterways should be developed and maintained where there 
is a reasonable traffic demand for them, but that this rea- 
sonable traffic demand should be determined by more careful 
methods than have been employed and that, after the wisdom 
of such a development has been satisfactorily demonstrated, 
the taxpayers should receive something in payment from 
operators for the privilege of using the waterways as a place 
of doing business. We have many times stated our position 
and have tried to make it as plain as the English language 
will permit. | 

We accept without question Mr. Coyle’s tonnage fig- 
ures. We accept also his statement that they show that, 
while “all railroads” (presumably, all railroads entering St. 
Louis) gained only 2.6 per cent in tonnage in 1926, the rail 
lines in competition with boat lines (though he does does not 
segregate these lines in his report) showed a gain of six per 
cent. He argues from this, in his newspaper interview, not 
only that the water service has not injured the railroads but 
that it is contributing to the development of commerce in the 
Mississippi Valley—the inference being that it actually helps 
the railroads. 


We asked Mr. Coyle if he seriously meant to argue that 
the water service was a help to the railroads and, if so, to 
point out some traffic that now moves via rail that would not 
move if it were not for the water service. This is his 
answer : 


We had no intention in our analysis of imputing to the boat 
lines the cause of increase in the tonnage of competing railroads. 
It does indicate—in fact, it shows clearly—that we have had a very 
gratifying increase in the total by all lines and that the rail lines 
competing with the boat lines enjoyed a relatively greater percentage 
of such increase than all other rail lines. It would be absurd, of 
course, to attribute this solely to the boat lines. 

However, since you have raised the question I am free to 
state that the efficient, extensive service of the boat lines has con- 
tributed to that result. For years previous to the establishment of 
this service this commercial district, like many others in the Mis- 
sissippi Valley, labored under the injurious handicap in the dis- 
tribution of our commodities of being compelled to forward our 
exports to a large extent through the territory north of the Ohio 
and Potomac in which the rail lines are normally taxed to capacity, 
and through ports similarly taxed, both of which were, and often 
are, congested by any abnormal movement. Since the establishment 
of the water service on its present basis, and the comparatively 
rapid development of facilities at the Gulf ports, and the more fre- 
quent and regular sailings therefrom, the trend of traffic in the 
Mississippi Valley has changed materially from that of “West to 
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Served by the GMA&N. 


Meridian is the distributing, mar- 
keting, and banking center for a 
rich, diversified agricultural and 
dairying territory; and a growingly- 
important industrial center, with 
an annual payroll of $20,000,000. 


Cheap, hydro-electric power; prox- 
imity and accessibility of raw ma- 
terials; American-born labor, both 
skilled and unskilled; low cost of 
building materials; low tax rate 
(new industries are exempt from 
state, county, and city taxes for a 
period of 5 years); temperate cli- 
mate; splendid local market, and 
excellent railroad transportation 
facilities, connecting with the big 
markets of this country and foreign 
countries—are some of the factors 


Package car service daily to Me- 


ridian from Chicago through Padu- 


cah, in connection with the C. B. & 
Q.— making third-day arrival and 
fourth-morning delivery. Speed up 
your shipments by specifying G. M. 


E. L. Mountfort, A. F.T.M., Chicago, Ill. 


Route Your Shipments to and from Meridian via 
G. M. & N.—“The Road of Service” 


J. A. JACKSON, Freight Traffic Manager, Mobile, Ala. 


which are contributing to the 
growth of Meridian as an industrial 
center. 


Enterprises at Meridian include: 
Cotton Hosiery Mills; Cottonseed 
Oil Mills; Lumber Mills; Creamery; 
Feed Manufacturing Plants; Candy 
Manufacturers; Creosoting Plant; 
Fertilizer Factory; Boiler Works; 
Hardwood Plants; Pickle Factory; 
and the only Stock Yard in the 
State of Mississippi. 


Meridian is a modern, progressive 
city, with 51 miles of paved streets; 
a new $750,000 hotel has just been 
completed; and building permits 
for the past six months amounted 
to $1,500,000. 
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East” to that of “North to South.” Therefore, in that general 
condition may be found, I believe, a fair answer to your question. 

Nevertheless I cannot see the force, or importance, of your 
question; as well might we ask—Does any means of transportation 
created in a given territory to compete with established service 
make more business for its competitor? The important question is 
—Does it, or does such service as a whole, contribute to the eco- 
nomic development of the resources of the country for the benefit 
of the people? 

Your position, as you state, is, “That the people should not be 
taxed for the maintenance of inland water service unless there is 
some rebate to the taxpayers from the carriers that operate on the 
waterways.” Why, if you please, do you focus your criticism on 
the federal government in this particular instance? Why not go 
back and examine the records in the development of the railroads 
in general in this country—particularly with respect to that railroad 
which, on February 28 last, reached its centennial? Can you find 
anything in the records of those pioneer enterprises in which the 
public rendered material assistance by surrendering the use of turn- 
pikes, bonding of towns and counties, and other concessions, indi- 
cating any intention to rebate the taxpayer? Can you find any- 
thing of a rebate nature except the obligation of the railroad to 
carry troops and munitions of war at reduced rates in the land 
grant concessions of the federal government to the Union Pacific, 
Northern Pacific, and others, some of which are today paying ten 
per cent on their common stock, and one of which is in possession 
of lands thus granted which are said to be, in consequence of 
present oil development, of greater value than the property used by 
that railroad for transportation purposes? Are any of these rail- 
roads rebating the taxpayer? Does the Southern Pacific rebate the 
taxpayer for the use of the New York, New Orleans or Galveston 
harbors, on which the government spends millions of dollars an- 
nually, and through which that railway operates its through rail 
and water service between New York and all of the communities 
on its rails west of New Orleans and Galveston? Do any of the 
transportation lines, including the railroads, now so freely using the 
concrete roads, in the construction of which the federal government 
joins the several states, rebate the taxpayer? Do any of us rebate 
the taxpayer, or do we pay enough for the service so that the federal 
government can rebate the taxpayer for the use of the parcel post? 


No, nor should we, nor should any of the institutions to which 
I have referred. The highways of the country—water, earth and 
rail—should contribute in every way possible to the economic devel- 
opment of every potential element of commerce that can be reached 
in this country. Therefore, I think it is not quite fair to criticize 
the federal government for participating now in the comparatively 
insignificant enterprise of reyiving traffic on the inland waterways 
after all it has done otherwise in support of transportation enter- 
prises for the past sixty years. 


Why not forgive Uncle Sam for overlooking the great possi- 
bilities of the Middle West in his eager search for gold, and give 
him credit now for his great assistance, although belated, in devel- 
oping the resources of a large section of the country, upon which 
this nation must fundamentally depend for its bread and butter? 


It will be noted that Mr. Coyle first says he had no 
intention of attributing to the river lines the increase in rail- 
road business, though that was a clear inference from the 
newspaper interview he sent us. But he says that, since we 
have raised the question, he does think the river lines have 
contributed to the prosperity of competing railroad lines. In 
our opinion the support he offers for this theory is weak. 
He makes no attempt to show any specific tonnage that now 
moves by rail that would not move if there were no river 
service. If he did make any such showing he would have to 
set against it the immense amount of tonnage that now 
moves via river that would undoubtedly move via rail if it 
were not for the water service and that actually did move via 
rail when there was no water service. Is there any doubt as 
to which way the balance would turn? That the rail lines 
with which the water service competes may still make a good 
showing or even a better showing than some other lines, 
proves nothing. They have made their showing in spite of 
the water service and not because of it. The reasons may or 
may not be plain, but the existence of water competition is 
not one of them. This is common sense and logic and we do 
not believe it can be upset ; at least, it would take some pretty 
conclusive figures to upset it. The most logical reason for 
the showing made by railroads burdened by barge line com- 
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petition is that, because of that competition, they have made 
unusually strenuous efforts to get other business, and have 
succeeded. 

Having made this argument, Mr. Coyle then says that 
he cannot see the importance of it anyhow—that the matter 
of real importance is the economic development of the re- 
sources of the country for the benefit of the people. We 
have noticed that the particular group of people who profit 
by the development of any of the country’s resources always 
make that argument. Sometimes it is a good one, as when 
the benefit from the development is merely to citizens and 
not to men in commercial business made possible by the 
development, and when the development does not interfere 
with legitimate business already established whose success is 
at least as necessary as that of the development in question 
to the welfare of the country. 

Mr. Coyle asks why we do not ask that the railroads, 
which were the recipients of subsidies in the early days, make 
some reparation to taxpayers. Perhaps we would have done 
so if we had been on deck at the time, but the answer now is 
that that is water over the dam and all those things are sup- 
posed to have been taken into consideration in one way or 
another, in the present railroad economic adjustment. As to 
the free use by railroads of harbors, that is logic, but it is _ 
carrying logic to the extreme. We have dealt with that sub- 
ject before. No system can be absolutely logical without 
being ridiculous sometimes. The transportation lines that 
use the highways do not, to any great extent, rebate to the 
taxpayers, but they should. That they do not is not an argu- 
ment in favor of someone else obtaining special privilege. 
The parcel post we have previously mentioned as an example 
of the government engaging in business in competition with 
private capital. 

We have given so much space to this matter and pub- 
lished Mr. Coyle’s views so fully because we think there 
ought to be full discussion. We hope it will be understood 
that we are not merely seeking an opportunity to criticise 
the barge line. We do, however, think it important that this 
transportation situation be viewed clearly and fairly, and 
when we see dust being thrown in people’s eyes we do our 
best to apply a remedy. The policy with respect to inland 
waterway service should be determined with full knowledge 
and understanding of the facts and not as a result of false 
logic and misleading statements. 


HOCH-SMITH PETROLEUM 
The Trafic World Washington Bureau 


Attorney-Examiner Keeler on March 28 resumed the hearing 
in No. 17,000, Rate Structure Investigation, Part 4, and No. 18458. 
Rates on Petroleum and Petroleum Products within the terri- 
tory on and east of the Mississippi and south of the Ohio River 
and east of the Indiana-Illinois state line, and from points with- 
out to points within said territory. The first day was devoted 
almost wholly to cross examination. 

John S. Wood, of the Mexican Petroleum Corporation, was 
cross examined by Charles F. Choate for the New England car- 
riers, on testimony given him at the Boston hearing. When 
Mr. Choate began asking Mr. Wood questions about prices and 
the inter-corporate relations of oil companies in business in New 
England, Luther M. Walter, attorney for the Mexican and other 
oil companies, objected on the ground that there was Sherman 
anti-trust law litigation in progress in Massachusetts, and he 
thought the questions were improper, even if, as Mr. Choate 
said, he was attorney for one of the defendants. Mr. Walter 
said he did not know anything about the merits or the questions 
involved in the litigation, but that he could see that questions 
to answers asked by Mr. Choate as to prices and undertsandings 
as to where one company should market fuel oil-and where 
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some other company should not market something else, and 
prices, might be raised in that litigation. Therefore he advised 
Mr. Wood not to answer, Mr. Keeler took the matter under 
advisement. It was arranged that a conference should be held 
on the subject with a view to affording the Commission infor- 
mation on the subject which would enable it to decide whether 
the questions should or should not be answered. 


Aside from that Mr. Choate asked many questions abdut 
the fuel oil business of the fuel oil companies and about the 
ownership of the Mexican company. It was brought out that 
the Standard of Indiana held some of the Mexican company’s 
stock. 


C. F. Keeley, commerce agent of the Norfolk & Western, 
put in exhibits about the bases upon which the petroleum and 
its products rates of that carrier were made. He also submitted 
what he called three imaginary scales showing what the rates 
would be were they made 90 per cent of fifth class, Zone A, 
Central Freight Association Territory rates; what they would 
be if made on the basis of 90 per cent of fifth class of scale 
No. 1 in the Eastern Trunk Line case, and what they would be 
if made 90 per cent of fifth class of scale No. 2 of that case. He 
was not subjected to cross examination. 


A long cross-examination road had to be traveled by Joseph 
G. Kerr, of the Louisville & Nashville, a witness for the southern 
carriers at the New Orleans hearing. Frank M. Swacker and 
Henry C. Keene, representing oil companies, took him by the 
hand to lead him to what they thought the rough places in his 
testimony in chief. Mr. Swacker devoted himself largely to an 
exhibit purporting to show gasoline prices gathered by agents 
of the Louisville & Nashville in the principal places on that 
carrier’s system with a view to having him admit that he did 
not know how well instructions given by him to freight agents 
had been carried out. Mr. Kerr admitted a doubt as to whether 
the agents who gathered the gasoline prices knew what United 
States motor gasoline, to which Mr. Kerr referred as ordinary 
gasoline as distinguished from high-test gasoline, might be. 
They were supposed to obtain prices at which that grade of 
gasoline was sold in their territories, both at retail and from 
tank wagons. 


Mr. Keene asked Mr. Kerr whether he knew that Beverly 
W. Dunn, chief of the Bureau of Explosives of the American 
Railway Association, had made a report showing that while 
petroleum and its products constituted 90 per cent of the bulk 
of the commodities denominated inflammable and dangerous, 
the property loss caused by them in 1926 constituted only about 
half the property loss of $1,114,067. Mr. Kerr said he did not, 
adding that he had used the figures for earlier years to show 
the hazard in the transportation of petroleum products. He 
admitted that before the volume of the petroleum traffic became 
so great that the view of the Louisville & Nashville was that 
the traffic was dangerous and not desirable. He said conditions 
had changed and that now the road considered the traffic dan- 
gerous, but desirable. 


Messrs. Keene and Swacker asked questions about car load- 
ing, empty movement of tank cars, cost of owning and hiring 
equipment and other phases which were taken as indicating 
that when the time came the oil men would take the position 
that petroleum and its products were paying too much under 
present rates in comparison with other commodities, especially 
in view of what was asserted to be the fact, that the railroads 
obtained the use of the tank cars owned by the oil companies 
at a much lower cost than they had to stand on equipment they 
owned; that they were charging rates on account of the hazard 
out of all proportion to the actual hazard and on the erroneous 
assumption that the average loading of tank cars, considering 
the large empty movement, was lower than on most commodities. 


Routine testimony as to rate situations, earnings and so 
forth in regard to petroleum traffic characterized the hearings 
before Mr. Keeler on March 29 with L. V. Crane, assistant to 
the vice president in charge of traffic on the Southern, J. W. 
Perrin, assistant freight traffic manager of the Atlantic Coast 
Line, Mr. Abrams of the Seaboard, B. S. Atkinson, traffic mana- 
ger for the Louisiana & Arkansas and H. E. C. Hawkins, freight 
traffic manager of the Florida East Coast as witnesses. An 
additional witness was J. L. McCartney, auditor for the Florida 
East Coast. His testimony was put in to show the great fall- 
ing off in traffic revenues in the seven months, July, 1926, to 
February, 1927, in comparison with the like period in 1924 and 
1925. Questions as to why the revenues fell off, with sugges- 
tions as to the storm and the collapse of the real estate boom, 
were met with the statement that the road did not get the 
business it had done in the prior period. 


Mr. Atkinson was given an opportunity to explain and de- 
fend a 14 cent proportional] rate on refined petroleum products 
from Shreveport to Natchez, a distance of 206 miles. He said 
that that rate yielded some profit but said that if single factor 
through rates should be established that did not increase the 
spread between Shreveport and competitive points in the south- 
east he felt his line could properly be given more than 14 cents 
as its proportion for the haul west of the Mississippi, possibly 
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16 cents as suggested by Mr. Lynch of the Texas & Pacific at 
the New Orleans hearing. 

His testimony on that point was deemed important for the 
reason that the Standard of New Jersey and Mexican Petroleum 
Corporation, in an effort to help the Commission, had suggested 
a scale which would give the carriers in the southeast 22 cents 
for a haul of 206 miles. 

A large percentage of the testimony in the week was di- 
rected, by the railroads, to show that a scale proposed for use 
in making rates on petroleum in the southeast, by John E. Mon- 
roe, on behalf of the Pan-American, Mexican, and Standards of 
Kentucky, Louisiana and New Jersey, would cut too much into 
their revenues to be seriously considered. He proposed taking 
21 per cent of the first class rate prescribed by the Commission 
in the Southern Class Rate investigation as the basis for petro- 
leum rates in the southeast. He used as a foundation for that 
proposal rates prescribed or permitted by the Commission from 
Louisville to Atlanta and from New Orleans to Louisville and 
the scale prescribed in the Southern Class Rate investigation. 

Roy Pope, for the Atlanta, Birmingham & Coast, and J. F. 
Dalton, of the Norfolk Southern, submitted rate and revenue 
comparisons. The latter figured that the use of the Monroe 
scale would result in a revenue loss to that road of $133,466, 
equal to 32 per cent, in comparison with the present rates. The 
petroleum traffic men in their testimony, given at other hear- 
ings, contended that the traffic had outgrown the rate structure 
in Carolina territory, to which the testimony of Messrs. Pope 
and Dalton largely related. The oil men asserted that the rates 
in effect were those estalishbed when the traffic was of small 
volume and warranted higher figures than at present. Mr. 
Dalton said that his road asked for fourth section relief if 
present rates were changed. 

John A. Streyer, traffic manager for the American Short 
Line Railroad Association, suggested, for the short lines, the ap- 
plication of the trunk line scale that may be finally adopted in 
the territory, plus an arbitrary of ten cents for the benefit of 
the short lines, on petroleum and its products. 


HOCH-SMITH CLASS RATES 


Secretary McGinty, of the Commission, has issued the fol- 
lowing notice: 


At the conclusion of the hearing held at Omaha, Neb., it was 
announced that further hearing would be held before Commissioner 
McManamy beginning April 7, 1927, at the Kansas City Athletic Club, 
Kansas City, Mo., in case No. 17000, part 2, Western Trunk Line 
Rates and Ex Parte 87 (Sub. No. 1) with which the following cases 
are consolidated: 109: 14625, 16226, 16838, 16913, 16945, 16981, 17030, 
17235, 17980, 18454, 35, 18790, 19025, 19035, 19195, 19272, and any 
sub-numbers thereto. 


PREFERENTIAL COTTON RATES 


Some interest has been shown by shippers and carirers in 
the views expressed by W. V. Hardie, director of the Commis- 
sion’s bureau of traffic, in a letter to Representative Fulmer, of 
South Carolina, in regard to preferential rates on cotton, in 
connection with Mr. Fulmer’s bill on that subject (H. R. 5695). 
Representative Fulmer, in an extension of remarks in the Con- 
gressional Record, used part of the letter written to him by 
Director Hardie. The part used by Mr. Fulmer was reproduced 
in The Traffic World, March 12, p. 675. The remainder of the 
letter, except personal references, is as follows: 


The purpose of your bill is to require the Commission to give 
recognition to such economies of transportation as may exist with re- 
spect to cotton compressed to a high density at the gin in the fixing 
of freight rates. With respect to the propriety of such preferential 
rates as your bill proposes, I do not feel justified in expressing a 
definite opinion at this time other than to say that, speaking gen- 
erally, economies in transportation are considered as factors in de- 
termining reasonable rates and should the question of relative rates 
on high density and low density cotton come before the Commission 
I am sure that all facts tending to show that the high density cotton 
can be transported more cheaply would be given consideration by the 
Commission in determining whether or not lower rates should be 
prescribed on the high density cotton. However, the cost of trans- 
portation, as you undoubtedly know, is not the only factor which 
must be taken into account in fixing freight rates. Rates are governed 
by the various sections of the interstate commerce act, including sec- 
tions 2 and 3, which prohibit undue prejudice to one shipper and undue 
preference for another. As to whether it would or would not be 
undue prejudice or preference to handle high density cotton at lower 
rates than low density cotton is a question which I am not prepared 
to answer, having in mind that I have seen only the arguments in 
support of lower rates on the high density cotton and have not heard 
from those whose interests might be opposed to such an arrangement. 
Manifestly one cannot properly express an opinion until after having 
heard from all parties at interest. * * * 

The law authorizes this Commission to fix reasonable maximum 
interstate rates and to require carriers to remove undue prejudice and 
preference in the making of rates. Therefore it becomes a question 
of fact as to whether the existing rates on cotton are or are not un- 
reasonable for the handling of high density cotton, having in mind 
that the rates now in existence have applied very largely on cotton 
handled in so-called uncompressed form from the gin to the interior 
compress and thence to the port or American mill in so-called low 
density compressed bales, and also having in mind the economies in 
transportation which would seem to result from compressing the 
cotton to high density at the gin. It is also a question of fact 
whether undue prejudice results to the shipper of high density 
cotton from the present practice of maintaining the same rates on 
high density cotton as on cotton handled as above indicated from 
the gin to the interior press and thence to the port. 
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Current Topics 
in Washington 


What Is an Accessorial Service?—All out of doors does not 
seem too large to contain the scope of the port terminal charge 
case now that the Commission has ruled that floatage and lighter- 
age are covered by its order. The question is as to whether 
the line-haul rate is to be separated from the terminal or 
accessorial rate. Voltaire, the keen mind of his day, if not of 
all days, wanted a definition of terms before he began a dis- 
cussion. There may be no Voltaires among those taking part 
in the port charges case, but there is no lack of appreciation 
among the men in that case of the desirability of a definition 
of terms. Motions made by the New York Port Authority and 
the warehousemen on the second day of the present installment 
of hearings, in their final analysis, it is believed, amounted to 
a call for a definition of words used in the case, although they 
were for the exclusion of lighterage and floatage figures on the 
ground that lighterage and floatage could not be included be- 
cause switching was excluded from the railroad exhibits. As- 
suming, however, that there is no dispute about terms, the case 
does not become amazingly clear, for the simple fact that there 
is a larger if not a fundamental question beyond the issues thus 
far raised as to the meaning of the language employed and the 
scope the Commission intended the proceeding to have. That 
is as to where the line is to be drawn beyond which the railroad 
carrier may not take the goods intrusted to it for transportation. 
It is an undisputed rule that the carrier is entitled to perform 
all the transportation service. The Commission has so held in 
many cases. That being the fact, the next query is as to whether 
the rail carrier may go so close to the ocean that its machines 
and employes can deliver the goods to the tackle of the ships 
on the ocean. If it is entitled to go that far, it might be asked, 
can it be forbidden to build piers and warehouses for the proper 
protection of the goods committed to its care for delivery at 
the port, or, if the goods are moving on through bills of lading, 
for delivery to the ocean carrier. Then, beyond that question, 
lies another. If it is permitted to build piers and warehouses, 
can it be compelled to give up the freight intrusted to it so 
that the shipper may send it to some other pier and receive 
a reduction in the rate because the pier of the railroad is not 
used? Light on these questions may be afforded by the Com- 
mission’s decision in the Minnesota-Atlantic Transit case, to 
be found elsewhere in this issue. In that case, it was decided 
that the railroad carriers were not discriminating against the 
complaining transit line because they declined to make it an 
allowance for loading and unloading freight to the floor of the 
non-railroad McDougall dock, though they performed that service 
for shippers who used the railroad-owned docks. The Shipping 
Board, the moving party in this inquiry into the port terminal 
charges, or lack of them, is charged with the duty of promoting 
the development of transportation by water, the creation of 
port facilities, and, by inference, the prevention of congestion 
at the ports. At this time it seems to be of the opinion that 
its duty could be discharged by requiring the separate statement 
of line-haul and terminal charges. American railroads, as a 
tule, state their charges in one sum. At the southern ports, 
due to pressure, in many instances by state and municipal 
bodies, they have published rates for delivery at the port ctites, 
proper, and additional rates for delivery to the ships lying at 
the municipal or state docks. Seemingly there is difficulty on 
the part of southern ports in competing with the northern ports. 
Some seem to think their trouble, if any, arises from what 
sometimes has been called the free service of the northern lines 
in carrying freight to shipside for rates no higher, in many 
instances, than to the ports proper. Whether there is any lack 
of ability to compete is one question. Whether the inability 
comes from the different ways of stating the rates, it is be- 
lieved, is another. Many think that it is doubtful whether the 
Commission should ever undertake to force a separation of line- 
haul from so-called terminal rates at ports or any other points. 
The American railroads and American communities have been 
built up on the whole-service rate plan, whereas in Europe, 
particularly in England, the method is to have a point to point 
rate, plus something for service beyond the point that marks 
the end of the line haul. ~ 





Talk Makes Rest for the Wicked.—The criminal prosecution 
part of the Commission has been told to ask for no more crim- 
inal prosecutions than absolutely necessary between now and 
the end of the fiscal year, June 30, next. In addition, it has 
been advised that cases already initiated cannot be proceeded 
With just now because there is no money for paying jurors of 
any sort, witnesses or the fees incident to such prosecutions. 
Therefore, some of the wicked ones accused of violating the 
interstate commerce act will have a rest for two or three 
Months that they did not expect. Talk by the Senate is the 
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cause of their good luck. The filibuster at the end of the ses- 
sion forced the failure of a deficiency appropriation bill. That 
measure carried appropriations for the Department of Justice 
and the work of the courts. Attorney-General Sargent has noti- 
fied all district attorneys to hold their expenditures “to the 
bone.” The Commission men engaged in helping the department 
prosecute violations have had to defer action on account of 
the lack of money. However, after July 1, there will be money 
for such purposes and the work will be resumed, with probably 
more vigor on account of the delay. 





Oil Industry Takes Notice.—As suspected, the oil industry 
has taken note of the annual report of the Bureau of Explosives 
of the American Railway Association in which Beverly W. Dunn 
observed, as in many other reports, that gasoline was the prime 
cause of damage to human beings and property in the year he 
was reviewing. Henry C. Keene, one of the oil company attor- 
neys in the Hoch-Smith petroleum case, asked railroad witnesses 
about the proportion of the property damage caused by petrol- 
eum and its products and the damage caused by the 5,000,000 
tons of acids carried by the railroads. The carrier witnesses 
were not prepared to answer questions on the subject, except 
in a general way. The oil attorneys indicated that they in- 
tended following up the matter, especially in view of the fact 
that, while petroleum constituted about 90 per cent of the dan- 
gerous liquid tonnage, it caused only a little more than half 
the damage. The oil attorneys also are expected to bring for- 
ward the relatively high rates paid on casinghead gasoline, 
which, according to the idea usually put forward by the Bureau 
of Explosives, is the most dangerous of all petroleum products 
or by-products because it is so volatile that it cannot be used 
except for blending with the heavier of the lighter fractions in 
crude petroleum. According to the oil men, the casinghead 
gasoline weighs only about 5.5 pounds a gallon, but the charges 
in the east are assessed on the assumption that it weighs 6.6 
pounds. Inasmuch as it cannot be used except as a raw ma- 
terial in a blended motor fuel, the oil men -contend that they 
should have a rate that will enable them to ship that raw ma- 
terial without actually having to pay money out of their pockets 
for the privilege, which, they contend, has been the fact at 
various times. The oil man is required, by conservation laws, 
to save casinghead gas; hence, it is alleged that at times there 
is an actual out-of-pocket cost of saving it so the country will 
have fuel for its flivvers. Much of it is scrubbed out of the 
natural gas that brings the crude oil to the surface and the 
dry gas is returned to the ground to bring up more crude oil. 





Funds for Regulating Bodies.—At the session that ended 
March 4, Congress enacted a statute that permits the District 
of Columbia to charge the cost of investigating and regulating 
the public utilities of the federal district to the utilities regu- 
lated. John E. Benton, general solicitor for the National Asso- 
ciation of Railroad and Utilities Commissioners, has circulated 
a summary of the new statute among the state commissions, 
some of which already have the aid of such statutes. There is 
no suggestion in the bulletin issued by Mr. Benton that that 
method of raising funds shall be adopted for the Interstate 
Commerce Commission. As summarized by Mr. Benton, the new 
act provides: “The expenses of any investigation, valuation, re- 
valuation, or proceeding of any nature” made by the Public 
Utilities Commission of the District of Columbia shall be borne 
by the utility affected “as a special franchise tax in addition 
to all other taxes imposed by law.” The act provides that “such 
expenses with 6 per centum interest may be charged to operating 
expenses and amortized over such period as the commission 
shall deem proper. It is also provided “That the amount ex- 
pended by the commission in any valuation or rate case shall 
not exceed one-half of 1 per centum of the existing valuation of 
the company investigated, and % * * in all other investiga- 
tions shall not exceed one-tenth of 1 per centum * * * for 
any one company for any one year.” Commenting on the legis- 
lation, Mr. Benton said: 

“The theory of the act is that regulation is for the benefit 
of those who take the service from the regulated utilities, and 
may properly be imposed upon them in proportion to the extent 
to which they take service and pay rates. Before this associa- 
tion at Asheville last November Chairman Eastman, of the In- 
terstate Commerce Commission, discussing the necessity, in the 
public interest, of providing adequate salaries and working funds 
for state commissioners, said: ‘There is always open, if need 
be, the feasible and, so far as I can see, proper course of as- 
sessing the cost of regulation in the form of a special tax upon 
the companies regulated. The burden upon them of such a tax 
would be too small, almost, to be capable of weight.’ Perhaps 
this expression of opinion from such an eminent authority had 
weight with Congress. At any rate, it thereafter proceeded to 
pass this act, under which the District of Columbia Commission 
is assured of reasonably adequate funds for the conduct of all 
cases and proceedings.” 





America’s Foreign Business Last Year.—A superficial view 
of the import and export business of the country in 1926, as 
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summarized by foreign commerce department of the Chamber 
of Commerce of the United States, indicates that it should be 
regarded as satisfactory. The imports produced the greatest 
revenue the government ever received in one year; in other 
words, the customs policy of the country let in a large volume 
of the products of the rest of the world. The customs revenue 
amounted to $605,626,000. The value of the imports was $4,430,- 
890,000. The dollar value in 1926 was surpassed only in 1920, 
when the imports included 8,000,000,000 pounds of 13-cent sugar. 
The increase in 1926 was due to heavy imports of rubber, coffee, 
newsprint paper, wood pulp, copper, tin, and petroleum. The 
increase in copper and petroleum was notable because this 
country is the great producer of those commodities. Textiles 
and chemicals imported in 1926 were in smaller volume than 
in 1925. On the other, or export side of the ledger, eight of 
the ten leading export groups established new high records. 
Only textiles and animal foodstuffs failed to set new marks. 
While the imports of petroleum increased, refined mineral oils 
exported made new records. More than one and three-quarter 
billion gallons of refined products, valued at $263,557,000, sur- 
passed the 1925 record. Gas and fuel oil, 1,449,688,000 gallons, 
not included, of course, in the one and three-quarter billion of 
refined products, set a volume record, but the dollar value, 
$45,354,000, was exceeded in both 1924 and 1925. Salt made a 
new record. A new automobile record was set with 305,000 cars 
valued at $223,716,000, due largely to the increased foreign use 
of American trucks. Passenger cars, both gasoline and electric, 
were not up to the record of 1925 high marks. Agricultural 
machinery and implements, construction and conveying machin- 
ery, and mining and quarrying machinery, reached new high 
levels. Their increase may indicate that the outside world is 
preparing to emulate Americans in high volume or mass produc- 
tion and, in order to accomplish it, are buying American ma- 
chinery for that purpose.—A. E. H. 


ST. LOUIS AND O’FALLON DECISION 


The Trafic World Washington Bureau 


The Commission, late March 31, issued its decision in the 
St. Louis and O’Fallon recapture case, holding that use of esti- 
mates of cost of reproduction at current prices as the sole or 
controlling criterion in the determination of value for rate- 
making purposes was improper and unsound. 

Commissioner Meyer wrote the opinion of the majority, 
which was assailed by Commissioner Hall in a dissenting opin- 
ion. Commissioners Aitchison, Woodlock, and Taylor joined in 
Hall’s expression of dissent and also wrote dissenting opinions. 

Commissioner Eastman, in a concurring opinion, joined in 
by Commissioner McManamy, said it was said that the report 
and conclusions reached in the majority opinion disregarded the 
law as laid down by the Supreme Court, but he did not so view 
the matter. 

The Commission held that the St. Louis and O’Fallon and 
the Manufacturers’ Railway, both controlled by the Adolphus 
Busch Estate, were not operated as a single system. It found 
that the O’Fallon had excess income in part of 1920 and in 
each of the following three years, and that approximately $226,- 
000 should be paid to the government. It found that the Manu- 
facturers’ Railway had no excess income. 

The Commission said the basic value of the O’Fallon prop- 
erty, as of June 30, 1919, was determined through the exercise 
of judgment on the facts required to be ascertained and reported 
in section 19-a, as far as available in this proceeding, including 
prices paid for additions to the property between June 30, 1914, 
and June 30, 1919. It brought the value down from June 30, 
1919, to the respective recapture dates by adding the recorded 
cost of net additions and betterments. The Commission found 
that the value of the O’Fallon property in 1920 was $856,065, and 
$978,246 in 1923. 

It set forth at length its views of why reproduction cost 
at current prices should not be controlling in fixing a rate base. 


TENTATIVE VALUATION REPORT 


Chicago Junction Railway Company, as of June 30, 1919, total 
owned property, $2,475,000; total used property, $31,667,626. The used 
property includes property leased from the Union Stock Yard and 
Transit Company of Chicago, valued in the report at $25,800,000. 


FINAL VALUATION REPORTS 


Valuation Docket No. 430, Ohio River and Western Railway Com- 
pany, opinion No. B-507, wil cc. 585-602, final value for rate- 
making purposes of property owned and used’ for common carrier 
grea found to be $1,924,400, and of property used but not owned, 

15, as of June 30, 1917. 

Valuation Docket No. 433, Waynesburg and Washington Railroad 
Company, opinion No. B-508, 121 I. C. C. 603-18, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $686,630, as of June 30, 1917. 


BARGE LINE COTTON TONNAGE 


Major-General T. Q. Ashburn, chairman and executive of the 
Inland Waterways Corporation, has reported to the Secretary 
of War that the barge line operating as the Mississippi-Warrior 
Service on the Mississippi and Warrior rivers, transported an 
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average of 43,105 bales of cotton per month from September 1, 
1926, to February 28, 1927, as compared with a monthly average 
of 16,034 bales in the corresponding period a year prior. The 
following tabulation shows the number of bales shipped via the 
barge line from each river terminal in the two six-month periods, 
September 1 to February 28, inclusive: 





1926-27 1925-26 

IID, UU 5.5/1. b dea wlviw'orh_ aie bala Bate ee a gene 
RIE, 2 5G 5.0: Saelgrare Arai. 6 saeraseniceeroo a-aieie Aatete i oe 
ETI, 2.55 ila. 5.409 brute adie: wel Wee aie Wave were @aMeiS 145,171 71,051 
PE ILS 5. a's Aueik: +. siawa ose Hage s Gawelobemewee 39, 11,402 
I 85a asa aca carp sari cies anty Resoscaca doe patinsl 28,506 5,233 
NI oxtelicd gio cicero antlers sis or oe neie- Riera aye osioareine 21,716 3,383 
SII SEEDY — i sicecbsanere elaine s 1sciae bh Oaare'e Gare one 10,077 5,136 
NIE, piveek oes oe na ole cas i ais we ee uate caalawnenee 258,630 96,205 


UNCONTESTED FINANCE CASES 


The Chicago & North Western has been authorized to construct 
a branch line of railroad in Butte county, S. D., extending from a 
connection with its Newell line at a point about 1.5 miles east of 
the depot at Nisland in a general southeasterly direction a distance 
of about 12 miles. 

The Old Colony Railroad has been authorized to issue not exceed- 
ing 8,917 shares of common capital stock of the par value of $100 
a share and to sell them at not less than par. The proceeds are to 
be used to liquidate certain indebtedness. 

The Baltimore & Ohio has been authorized to abandon 4,807 feet 
of its Rock Run branch line in Perry county, Ohio. 

The Carolina, Clinchfield & Ohio has been authorized to issue 
$1,500,000 of first and consolidated mortgage gold bonds, series B, 
for the purpose of refunding by exchange $1,500,000 of Holston Cor- 
poration 5 per cent realty and collateral trust convertible notes that 
matured April 1, 1926. The Atlantic Coast Line and the Louisville 
& Nashville, as lessees, were authorized to assume obligation and 
liability in respect of the bonds. ‘ 

The Northern Central has been authorized to reduce the interest 
rate from 5 per cent to 4% per cent on $5,231,000 of general and 
refunding mortgage bonds, series A, heretofore authorized to be issued. 
The Pennsylvania Railroad Company was authorized to assume obli- 
gation and liability, as lessee, in respect of the bonds, and to sell 
them at not less than 94% per cent of par and accrued interest, the 
proceeds to be used to reimburse its treasury. 

The Western Pacific Railroad Company has been authorized to 
issue $2,950,000 of first mortgage 5 per cent gold bonds, series A, in 
exehange for series B bonds at not less than 99% per cent of par 
and accrued interest. 

The Graysonia, Nashville & Ashdown has been authorized to issue 
$100,000 of first mortgage gold bonds in lieu of a like amount of 
general mortgage bonds heretofore authorized. 
don, as to interstate and foreign Commerce, part of its line of railroad 
in Maywood county, N. C., extending from Sunburst to Spruce, a 
distance of approximately three miles. 

The Nashville, Chattanooga & St. Louis Railway Company has 
been authorized to construct a branch line of railroad in Sequatchie 
county, Tenn., from a point on its Sequatchie Valley branch at mile 
post 33.4 in a general southwesterly direction a distance of 5,431 feet. 


FINANCE APPLICATONS 


The Piedmont and Northern Railway Company has advised the 
Commission of its intention to extend its lines from Spartanburg, S. 
C., to Gastonia, N. C., a distance of approximately 53 miles, and from 
Charlotte, N. C., to Winston-Salem, N. C., a distance of approximately 
75 miles. Construction of these lines was contemplated originally by 
the company, according to the application, but their completion was 
deferred. The applicant contended in its application that, inasmuch 
as the proposed construction was in contemplation as a part of the 
original lines of the company when they were built prior to enactment 
of the transportation act, the proposed work should not be considered 
subject to paragraph 18 of section 1 of the interstate commerce act. 
The applicant further submitted that it was an interurban electric 
railway, not operated as a part of a general steam railroad system 
of transportation, and asked the Commission to pass on the question 
of whether or not such a line came within the Commission’s jurisdic- 
tion over construction of new lines. 

James Thompson, doing business as the Seminole Telephone Com- 
pany, and the Southwestern Bell Telephone Company have asked 
the Commission to approve acquisition by the Bell company of the 
property of the Seminole company in Seminole county, Okla. 

The Consolidated Telephone Company and the Michigan Bell Tele- 
phone Company have asked the Commission to approve acquisition 
by the Bell company of the property of the Consolidated company in 
Huron and Sanilac counties, Mich. 

The Wabash has applied for authority to issue and sell $2,625,000 
of 4% per cent equipment trust certificates to Freeman & Company 
at 98.555 per cent of par and accrued dividends. It said it had invited 
bids for the issue and that Freeman & Company had submitted the 
highest bid. The proceeds from the sale will be applied on the pur- 
chase of 1,000 automobile box cars, 12 combination passenger-baggage 
cars, 10 coaches, 10 chair cars, 6 dining cars, 4 combination chair and 
lounge cars, and 2 cafe cars. 

The Denver & Rio Grande Western has applied for authority to 
acquire control of the Goshen Valley Railroad Company by purchase 
of all the capital stock of the latter. The line of the Goshen Valley 
was constructed from a connection with the Tintic branch of the 
applicant to certain mines in Utah, a distance of approximately 9 
miles. The line has been operated by the Denver & Rio Grande and 
by the applicant since it was constructed and acquisition of the 
property by the applicant is sought in pursuance to an agreement en- 
tered into when the line was built. 

The Fairport, Painesville and Eastern has applied for authority 
to execute a first mortgage on its property in the aggregate principal 
amount of $3,000,000; to issue $800,000 of first mortgage 6 per cent 
bonds thereunder and to sell the bonds at not less than 94 and 
accrued interest; and to issue $250,000 of common stock. The ap- 
plicant said the securities were to be issued to pay, retire and dis- 
charge $275,000 of 7 per cent prcentety notes and to provide funds 
for an extension of its line of railroad from a point near Painesville, 
O., to a point near Madison, O., and for the construction of a spur 
track from the extension to shale beds south of Madison. 

The Castleman Valley Railroad Company has applied for au- 
thority to construct an extension in Garrett county, Md., from 2 
point about two miles south of Grantsville to point near the Mary- 
land-Pennsylvania state line, a distance of about three and a half 
miles. The applicant said the extension would reach large coal 
and timber tracts not now accessible to any other railroad. 
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April 2, 1927 


SLIGO RULE ON PLASTER 


The Commission, by division 4, in No. 16933, United States 
Gypsum Co. vs. St. Louis-San Francisco et al., mimeographed, 
has found inapplicable rates charged on plaster, carloads, from 
Southard and Eldorado, Okla., to points east of the Mississippi 
River and south of the Ohio River, shipped between June 15, 
1922, and June 11, 1924. The complaint alleged the rates were 
unreasonable, unjustly discriminatory and unduly prejudicial. 
About 140 carloads were shipped. 

Prior to June 15, 1922, and subsequent to June 11, 1924, the 
rates were made subject to the combination rule. Between those 
dates, the report said, a note published in connection with the 
factors from the points of origin to Memphis provided that 
they were not subject to the combination rule. 

Beyond Memphis to the destinations under consideration, 
the report said, joint rates or combinations were applicable. 
The report said that the record indicated that in each instance 
where rates were made by combination on Memphis, at least 
one factor applying beyond Memphis was made subject to the 
combination rule. Charges were assessed on the basis of the 
full combination on Memphis without the use of the combina- 

rule. 

- It was complainant’s contention that those rates were sub- 
ject to the combination rule in accordance with the decision in 
Sligo Iron Store Co. vs. W. M., 62 I. C. C. 643, 73 I. C. C. 551, 
wherein the Commission announced the principle that the publi- 
cation of the so-called combination rule in the tariff of one of 
the carriers participating in the movement was a holding out 
of a manner of making combination rates on through shipments 
on which shippers were entitled to rely. The carriers, in this 
case, contended that as the tariff naming the factors from 
Southard and Eldorado to Memphis specifically provided that 
the combination rule did not apply, there was no holding out 
to the shippers that a rate constructed by the use of that rule 
would apply. They also contended that the rates assailed were 
not unreasonable and submitted rate comparison to support that 
contention. The Commission said that the record was persuasive 
that the applicable rates were not unreasonable. It found that 
the rates applicable on the shipments were not unreasonable, 
unjustly discriminatory or unduly prejudicial but that, as to 
the shipments on which the Memphis combination was charged, 
the rates were inapplicable to the extent they exceeded rates 
constructed by the use of the combination rule and awarded 
reparation to that basis. 


GRAIN RATES NOT JUSTIFIED 


The Commission, by division 3, in I. and S. No. 2799, grain 
and grain products from Birmingham, Ala., Chattanooga and 
Knoxville, Tenn., to southeastern points, mimeographed, found 
not justified the proposed readjustment of rates on grain and 
grain products, in carloads and less-than-carloads, from the 
points mentioned to south Atlantic ports and certain interme- 
diate points. It ordered the suspended schedules canceled and 
discontinued the proceeding. 

The schedules, which were to have become effective Novem- 
ber 25, 1926, were suspended upon the protest of the Birming- 
ham Traffic Association. The changes proposed, the report said, 
would result in reductions, as well as increases in specific rates 
from the cities mentioned, which the report called border points. 
The Commission said they were brought about by changes in 
rates in Georgia made in compliance with the order of the com- 
mission of that state. The Georgia commission prescribed a 
distance scale of class rates. The rates prescribed, the report 
said, were generally somewhat higher than the class rates ap- 
plying between certain points in Georgia over interstate routes, 
and in some instances were also higher than the interstate rates 
from farther distant points just beyond the state line. That 
was true, the report said, of rates from Chattanooga to the ports. 
In order to remove those inequalities the carriers revised some 
of the interstate class rates to become effective October 17, 1923. 
The revised rates were protested, but were allowed to become 
effective. 

Fourth section violations resulted from that revision. The 
instant tariffs proposed to remove them by establishing rates 
from the border points on the same basis as the existing com- 
modity rates from Nashville to the same destinations. The 
destinations specified in the suspended schedules were Jackson- 
ville, Fla., proper and for beyond, Charleston, S, C., Savan- 
nah and Brunswick, Ga., and some intermediate points. No 
increased rates were proposed from Knoxville except on flour, 
and the only increased rates proposed from Chattanooga were 
on flour to all the ports, and on grain and flour to Jacksonville 
for beyond. The increases and decreases from those two points 
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would be to the present rate level of Nashville and would re- 
move fourth section departures from the origin points, Nash- 
ville, Knoxville and Chattanooga, and from the Ohio River cross- 


ings. No protests, the report said, were received or appear- 
ances entered except on behalf of handlers of grain and grain 
products at Birmingham. Rates from Birmingham were proposed 
equal to those from Nashville, this equalization necessitating 
both increases and reductions. 

Birmingham protestants alleged that the increases proposed 
not only would discontinue the advantage in rates which they 
had previously enjoyed by reason of their more advantageous 
location, but would result in undue preference of Nashville and 
undue prejudice to Birmingham. The report said the distance 
from Birmingham to the ports ranged from 121 to 175 miles less 
than from Nashville. 

After it discussed the changes proposed from Birmingham, 
the Commission disposed of the case as follows: 


The burden of showing that the proposed increased rates would 
be just and reasonable is placed by statute upon respondents. They 
have failed to sustain that burden. As already shown, rates from 
Birmingham to these destinations are uniformly lower than those 
from Nashville. Respondents may not undermine this adjustment 
solely for the purpose of removing fourth-section departures and thus 
deprive Birmingham of the benefit of its geographical location, some 
141 miles nearer, on the average, than Nashville to the south At- 
lantic ports. Milling interests at Birmingham meet keen competi- 
tion from those at Nashville. To deprive Birmingham, on grounds 
no more satisfactory than those stated, of the lower rates to south 
Atlantic ports which it enjoys because of its shorter haul to those 
tel would, in our opinion, unduly prejudice it and its milling in- 
erests. 

We find that the suspended schedules have not been justified. 
An order will be entered requiring their cancellation and discon- 
tinuing this proceeding. 


DULUTH DOCK SERVICES 


The Commission, by division 2, has dismissed No. 16374, 
Minnesota-Atlantic Transit Company vs. Chicago, St. Paul, Min- 
neapolis & Omaha et al., mimeographed. In a report written by 
Commissioner Campbell, it has found not unjustly discrimina- 
tory, unduly prejudicial or in violation of paragraph (4) of sec- 
tion 1, the refusal of the defendant rail lines, at Duluth, Minn., 
to accord the complainant boat line increased divisions for han- 
dling carload freight between their cars and the floor of the 
dock owned by the owner of the complainant’s capital stock. 

The essential facts on which the issues turned were that 
when the defendant railroads took cars loaded with freight to 
be carried by the lake lines to their own docks they unloaded 
them at their own expense, when the movement was eastbound. 
When the traffic from the lake lines, from the east, intended 
for shipment by rail westbound was taken to the railroad docks, 
the rail defendants loaded the freight into their own cars. 

When the freight was taken to any docks other than their 
own, the railroads neither performed that service nor made any 
allowance for its performance by others. 

The complaining lake line and the Great Lakes Transit 
Corporation participate with the rail defendants in rail-and- 
water service. The complainant, to some extent, uses the rail- 
road docks. The same is true of the Great Lakes Transit boats. 
Each water line, however, has its own dock. The Great Lakes 
Transit Corporation leases a dock from one of the railroads, 
paying as rental 6 per cent on a valuation of $75,000. Commis- 
sioner Campbell said the complainant did not question the ade- 
quacy of that rental. The complaining water line’s dock is one 
owned by the McDougall Terminal Warehouse Company. The 
warehouse company, the report says, owns all the capital stock 
of the complainant boat line, the officers of the two corporations 
being the same. 


When interchange of freight between the water and rail 
lines is accomplished at the McDougall dock or the dock leased 
by the Great Lakes Transit Corporation from the railroads, the 
latter perform no loading or unloading service. 


Commissioner Campbell said the complainant’s boats oper- 
ated principally, and desired to operate exclusively, from the 
dock of the warehouse company. The railroad companies, he 
said, set the cars at the two docks controlled exclusively by the 
water lines, just as they set them at their own docks, but re- 
fused to unload them. 

Joint rates, Mr. Campbell said, were the same over the 
routes participated in by the complainant as they were over the 
routes participated in by the Great Lakes company and the 
divisions of the joint rates to the same were the same over both 
lake line routes. 

Complainant alleged, said the report, that the practice of the 
defendants of unloading cars at their own docks and refusing 
contemporaneously to perform the like service at the McDougall 
dock was unreasonable under paragraph (4) of section 1, un- 
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justly discriminatory under section 2, unduly preferential of the 
Great Lakes company and unduly prejudicial to complainant 
under paragraphs 1 and 3 of section 3. The Commission was 
asked to require the defendants to establish just and reasonable 
regulations for the handling of freight over the McDougall dock, 
and to pay to complainant, as reparation on past shipments, 
from the date of the commencement of operations of the com- 
plainant, in September, 1923, the cost of the unloading service 
performed by it, approximating 65 cents per ton. 

Commissioner Campbell, in his report, described the routes 
of the complainant, the history and scope of the McDougall en- 
terprise, consisting of a big dock and warehouse property and 
the water line, the latter operating both steamships and motor 
Boats, the cost studies made by the complainant to reach the 
conclusion that it should have reparation at the rate of 65 cents 
a ton, and the minutie of the operations of the three elements, 
the two water lines and the defendant railroads. 

Complainant said that the loss of time of its boats in calling 
at the various railroad docks, for freight, would seriously delay 
its service, upon the efficiency of which, it said, the success of 
its line depended. It valued the time of its boats at Duluth at 
from $10 to $12 per hour and estimated that from 10 to 14 hours 
each trip would be lost by the boats in calling at the railroad 
docks. The complainant maintains routes through Port Huron 
and also, by its motor ships, via the New York barge line and 
the Hudson river. The report said the record indicated that the 
service via Port Huron was faster, in some instances, than that 
over the all-rail lines. Its service to Port Huron was said to con- 
sume 60 hours, while that of the Great Lakes to Buffalo 84 
hours. Whether the through rail-water-rail service from Minne- 
apolis and other western points to destinations east of the great 
lakes was faster over the one route than over the other, Com- 
missioner Campbell said, depended somewhat upon the prompt- 
ness of the respective rail connections at Port Huron and Buffalo. 

Shippers of grain and other commodities, the report said, 
expressed their desire to encourage the movement of freight 
over complainant’s line, in the interest of healthy competition 
between through routes. Shippers of groceries westbound 
pointed out that the complainant’s route, in connection with the 
Central of Vermont and Grand Trunk from New York and New 
England territories, afforded them differential class rates lower 
than the rail rates, which were not published by the Great 
lakes line. All these witnesses conceded, said Mr. Campbell, 
that it was immaterial to them whether their shipments, routed 
over complainant’s line, were handled over the McDougall or 
the railroad docks. The issues, therefore, he said, were between 
the rail and water carriers serving Duluth. 

The rail carriers said that unloading at the McDougall dock 
would diminish the value of their own dock facilities and in- 
crease the per net ton cost of interchange at their docks because 
the investment would remain the same and the cost of supervi- 
sion, checking, fire protection, watchmen and other incidents 
would not decrease in proportion to the decreased volume of 
tonnage; that other lake lines would. be encouraged to provide 
their own docks, thereby increasing the amount and cost of 
“switching service and reducing the tonnage over the railroad 
docks; and that to grant the prayer of the complainant would 
unduly prefer it and prejudice the Great Lakes company, at the 
expense of the railroads. In disposing of the case, the Commis- 
sion said: 


The McDougall Terminal Warehouse Company affords a valuable 
acquisition to the terminal facilities at Duluth, and complainant’s 
line is an important additional agency of lake transportation. The 
placing of the McDougall dock upon the same basis as defendants’ 
docks in the matter of unloading and loading cars would be desirable 
if it could be accomplished with justice alike to complainant, de- 
fendants, and the Great Lakes Company. There seems to be no 
justification and no provision of law, however, for requiring defend- 
ants to unload and load freight at the McDougall dock merely be- 
cause they perform that service at their own docks, and so long 
as they do not discriminate between private docks. The cases cited 
by complainant do not warrant such an order. They deal with dis- 
criminations such as would result if defendants unloaded or paid 
an allowance for unloading at some independently owned docks 
and not at others. The most pertinent case cited is Mobile Chamber 
of Commerce vs. M. & O. R. R. Co., 32 I. C. C. 272. There the 
Mobile & Ohio and the Southern at Mobile, Ala., interchanged ship- 
ments between each other’s docks but declined to interchange ship- 
ments between their docks and certain private and municipal docks. 
We required the defendants to publish line-haul rates to points of 
interchange with, and uniform switching charges to, all docks, 
regardless of ownership. In that case there was the element of 
discrimination on the part of each defendant in serving the other’s 
docks and not the private and municipal docks. We also observed 
that defendants’ revenues would more likely be increased than re- 
duced by the new arrangement. There also the shipping public was 
made to pay a higher rate on shipments over the private docks than 
over the docks of defendants. Here each defendant unloads at its 
own dock, but not at any private dock, or at any dock leased by it 
to steamship line or shipper, or at the dock of another defendant 
to which, for convenience of shipper or steamship line, it switches 
the car. Here also defendants’ revenues would be reduced by the 
payment of the unloading cost on the shipments diverted from 
defendants’ docks to the McDougall dock. The charges to the 
shipping public are not affected. The situation is quite similar to 
that presented in The Alaska Investigation, 44 I. C. C. 680, whereiri 
we found that defendants were not unduly discriminating, at Seattle, 
Wash., in absorbing, out of proportional and joint rates, the charges 
at their own docks, and declining contemporaneously to absorb the 
charges at docks owned by the city, inasmuch as they were ab- 
sorbing no charges of any other independent dock. 





Vol. XXXIX, No. 14 


It seems clear that we can not find that defendants unduly pre- 
fer the Great Lakes Company and unduly prejudice complainant in 
— _ extended to these water carriers of defendants’ docks at 

uluth. 

The portions here pertinent of paragraph 4 of section 1 read 
as follows: 

“It shall be the duty of every common carrier subject to this 
act * * * to provide * * * for reasonable compensation to those en- 
titled thereto; and in case of joint rates, fares, or charges, to estab- 
lish just, reasonable, and equitable divisions thereof as -between the 
carriers subject to this act participating therein which shall not un- 
duly aged or prejudice any of such rapes cen | carriers,”’ 

The clause providing ‘‘for reasonable compensation to those en- 
titled thereto’’ has reference to compensation for common-carrier 
services rendered by shippers or interests of a private nature. and 
not by other common carriers subject to the act. The allegation 
of undue preference or prejudice has already been discussed. Com- 
plainant argues that because of the loading and unloading service 
which it performs at the McDougall dock it should receive a larger 
proportion of the joint rates than it now does and than is accorded 


the Great Lakes Company. The Great Lakes Company performs’ 


the same service at the dock leased by it as does complainant at 
the McDougall dock, and both water lines perform the same serv- 
ice when interchange is made at the railroad docks. Therefore, if 
complainant were entitled to an increase in its divisions because of 
the service it performs under the joint rates at the McDougall dock, 
the Great Lakes Company would be entitled to the same compensation 
for the similar service which it performs at its leased dock. The 
question upon which this has a bearing is whether the divisions of the 
joint rates received by complainant are just, reasonable and equitable, 
and upon that question the record is not illuminating. It does show 
that defendants receive 8.7 cents as their portion of the rail-lake-rail 
rates on grain and grain products from Minneapolis to eastern des- 
tinations, and complainant states that this division was the result 
of a compromise in a case before us in which the rail carriers in- 
cluded in their costs the loading and unloading services performed 
at the docks as well as the cost of furnishing dock facilities. Since 
the services of loading and unloading are not now performed by the 
rail carriers at the McDougall dock but are performed by com- 
plainant, the latter argues that the rail carriers’ divisions should 
be reduced and complainant’s increased in the amount of the cost 
of that service. The divisions of these joint rates have not been 
passed upon by us, and they are not now before us with sufficient 
particularity to warrant a finding as to their reasonableness. With 
the exception of the division on grain and grain products the record 
is even silent as to the proportions of the joint rates received by 
complainant or its competitor. Simply because a certain division of 
a joint rate was once agreed upon by the participating carriers and 
the respective services rendered thereunder by them were later 
changed is not conclusive that one or another of those agreed 
divisions is inequitable. 

We may observe here that a different basis of divisions over 
the McDougall dock than over defendants’ docks would be almost 
certain to cause the Great Lakes Company to erect, as complainant 
has done, a dock of its own, and since defendants’ docks at Duluth 
can be used for no other purpose than to interchange traffic be- 
tween the rail and water carriers, such a course would most likely 
result in scrapping defendants’ docks. Nothing upon this record in- 
dicates that complainant could. not successfully compete with the 
Great Lakes Company by using, either by lease or otherwise, one 
or more railroad docks in the same manner as does its competitor. 
It could not perhaps perform the ‘same expedited service that it 
does at present, but if the expedited service which it accords is 
demanded by shippers, and the investment in the McDougall dock 
was warranted, it seems inevitable that sooner or later the Great 
Lakes Company will be forced to furnish like facilities and service 
or withdraw from the competitive business. This, of course, would 
still fall short of answering complainant’s contention that its di- 
visions of the joint rates are inequitable. As stated, upon that point 
the record is inadequate. 

We find upon the facts presented that defendants were not, and 


are not, guilty of the violations of law alleged, and the complaint 
will be dismissed. ee 


BRICK RATES PRESCRIBED 


On a finding that rates charged on brick and articles taking 


the same rates from designated points in Ohio and West Vir-. 


ginia to Verona, Brackenridge and Tarentum, Pa., were ap- 
plicable but that the applicable rates were unreasonable, the 
Commission, by division 4, in a mimeographed report in No. 
17058, Globe Brick Company vs. Pennsylvania, has prescribed 
reasonable rates for the future and awarded reparation. The 
report also embraces a sub number, West Penn Steel Company 
vs. Same. The rates for the future are to be established on or 
before May 4. 

The National Fire Proofing Company, with plants at and in 
the vicinity of East Palestine, O., intervened at the hearing and 
asked reasonable rates for the future and reparation. 

The Globe Brick Company has a plant at Kenilworth, W. Va, 
Its shipments originate at that point but are billed from Chester, 
W. Va., a station on the Pennsylvania about 4 miles from the 
plant. With respect to such shipments, reference was made to 
Chester. The West Penn Steel Company received shipments of 
fire clay or fire brick at Brackenridge from Irondale, Wellsville, 
and New Salisbury, Ohio, and Black Horse and New Cumber- 
land, W. Va., and the intervener shipped clay products from 
East Palestine to the destination territory under consideration. 
The rates charged, according to the report, were, per net ton, 
$1.50 to Verona and $1.65 to Brackenridge and Tarentum. Com- 
plainants and intervener contended that these rates were unrea- 
sonable to the extent that they exceeded $1.35 and $1.50, respec- 
tively. The Commission said the rates charged were applicable. 

The Commission said that, in National Paving Brick Manu- 
facturers’ Association vs. A. & B. Ry. Co., 68 I. C. C. 213, it had 
prescribed two scales of rates for application on brick, carloads, 
for short hauls in central and trunk-line territories, respectively. 
It said the rates charged were made on the basis of the trunk- 
line scale. The rates sought represented the central scale, it 
said. Complainants contended that the points of destination 
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were in what they termed “overlapping territory,” that is, be- 
tween central and trunk-line territories. Defendants contended 
that the line of demarcation between the territories was clearly 
defined. 

The report said that Pennsylvania Railroad’s I. C. C. No. 
F-1460 was governed by the official classification and the excep- 
tion sheet thereto filed by Agent B. T. Jones as I. C. C. No. 1210. 
In the tariff last named, it said, Brackenridge, Natrona, Taren- 
tum and Verona were indicated as being within central terri- 
tory. It said the official classification did not define central ter- 
ritory and that defendant therefore contended that Agent Jones’ 
exception sheet could not define that territory. It said the ter- 
ritory was defined in the territorial directory published by the 
same agent, and that Brackenridge, Tarentum and Verona were 
included therein, but that defendant contended that the direc- 
tory had no bearing unless referred to by the rate tariffs which 
was not done in this instance. After discussion as to the rea- 
sonableness of the rates charged, the Commission made the fol- 
lowing finding: 

We find that from the points of origin in the Irondale, Steuben- 
ville, and New Cumberland groups and from East Palestine and 
Black Horse the rates to Brackenridge and Tarentum were, are, and 
for the future will be unreasonable to the extent that they exceeded, 
exceed or may exceed $1.35 per net ton; that from the same origins 
the rates to Verona were, are and for the future will be unreasonable 
to the extent that they exceeded, exceed, or may exceed $1.35 per 
net ton; that the complainants and intervener made the shipments 
as described and paid and bore the charges thereon; that they have 
been damaged thereby in the amount of the difference between the 
charges assessed and those which would have accrued on the basis 


of the rates herein found reasonable. Complainants and intervener 
should comply with Rule V of the Rules of Practice. 


As to allegations that the rates assailed were in violation 
of the fourth section, the Commission said: 


Since June 1, 1922, from the Steubenville and New Cumberland 
groups and October 16, 1922, from the Irondale group, the rates have 
departed from the long-and-short-haul provision, as the rates to 
Butler have been, and now are, lower than to the intermediate points. 
The rates assailed are therefore in violation of the fourth section, 
which violation should be promptly removed. 


FRESH AND FROZEN FISH RATES 


The Commission, by division 4, in a report written by Com- 
missioner Meyer, has dismissed No. 18367, Harlem & Morrisiana 
Transportation Line, Inc., vs. New York, New Haven & Hart- 
ford, mimeographed, finding the rate on fresh and frozen fish, in 
carloads, from Boston, Mass., to New York not unreasonable or 
otherwise: unlawful. 

The report also covers I. and S. No. 2760, Bait, Fish, from 
and to Points on the New York, New Haven & Hartford. As to 
that the: Commission found justified, the proposed increased 
rates on fish bait, vacated the order of suspension and discon- 
tinued the proceeding. 

In the formal complaint it was alleged that a third class rate 
of 50 cents charged on fresh and frozen fish and “fish bait,” in 
carloads, from Boston to New York was unreasonable, unjustly 
discriminatory and unduly prejudicial and that the third class 
rate charged on “fish bait,” in carloads, was unlawful in viola- 
tion of section 6. The Commission was asked to prescribe a 
reasonable rate on all kinds of fresh and frozen fish, in carloads, 
and to award reparation on shipments within the statutory pe- 
riod and while the case was pending. 

In the suspended schedules the New Haven proposed to 
cancel the fifth class carload and third class less-than-carload 
rates on “bait, fish in packages, such as shucked clams, fish and 
so forth used for fish bait” carried in exceptions to the Official 
Classification. Upon request of counsel in the formal case the 
schedules were suspended. Under those schedules fish formerly 
shipped as fish bait will take the same rate as other frozen and 
fresh fish. ee 

. Four shipments in the formal case, Commissioner Meyer 
said, were consigned to the complainant, whose consignor con- 
solidated shipments at Boston and then the complainant dis- 
tributed them in New York. Each of the car manifests, Com- 
missioner Meyer said, bore the notation “This car billed as bait 
for our benefit. Charge consignees fish rate.” The carrier said 
that the “fish bait” rate had been obsolete since 1925 when ship- 
ments of bait fish from New York to Boston had ceased. It 
said that fishing boats did not operate from New York and that 
no reason existed for a carload rate on bait fish, that is, fish 
intended to be used as bait, because there was no call for fish 
bait at New York. The bait fish rate was 27 cents. Commis- 
sioner Meyer said that as to the four carloads, shipped in 1925, 
as bait, the New Haven showed that the less-than-carload lots 
comprising the shipments were tendered by the Boston consoli- 
--dator to the complainant as “fresh fish,” “frozen fish” or “sole” 
and were shipped by the consolidator to the complainant as 

fresh bait” and “frozen bait” at the fish bait rate. 
, The manifests showed the names of the consignors and con- 
- Signees.of the consolidated less-than-carload lots, the number of 
packages in each lot and described the contents of the various 
. lots ‘as “fresh fish” or “frozen fish.” 
v-- . .Commissioner Meyer said there was no description of fish 
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bait in the tariff but that at conferences between a representa- 
tive of the New Haven, the consolidator and a shipper, held 
about 1921, it was verbally agreed that sardines, squid, cockerel, 
whiting, sand eels and tack mackerel, if offered as fish bait, 
would be transported at the fish bait rate. In 1924, when the 
carrier learned that tack mackerel were being used as food fish, 
it notified shippers, in August, 1924, that that fish could no 
a ps be shipped as bait. In disposing of the case, Mr. Meyer 
said: 


The alleged violation of section 6 appears to be based on the fact 
that since August, 1925, fish formerly shipped as bait were charged 
the rate on fresh and frozen fish. It appears, however, that all ship- 
ments of fish made by the consolidator to complainant since that 
time consisted of fresh and frozen fish, were tendered defendant as 
such, and were properly charged the rate applicable thereto. 

No evidence was introduced showing undue prejudice. 

The verbal arrangement hereinbefore referred to, under which cer- 
tain named fish were accepted for transportation as fish bait, is of no 
legal effect in determining the applicable rate on shipments of those 
fish, as such agreement was not published in tariffs on file with us. 
The rates applicable on those fish were and are the rates on fresh 
and frozen fish unless the fish shipped as bait were used for fish bait. 
It is admitted that all of the fish shipped as bait were edible and it 
appears that all were intended for human consumption and were sold 
for human consumption by the ultimate consignees. While rates 
predicated upon the use to be made of a commodity are unlawful be- 
cause of the resulting discrimination, nevertheless such rates, while 
in effect, are the legally applicable rates on the particular commodity 
when the conditions of the tariffs publishing such rates have been 
fully complied with. Here the fish bait rates were and are unlawful 
because predicated upon the use to be made of the fish, but they were 
and are the legally applicable rates on fish shown to a reasonable 
degree of certainty to have been or to be used for fish bait. They 
were never applicable on any kind of fresh or frozen fish not so shown 
to have been used as fish bait. 

We find that the rates on fresh and frozen fish here assailed were 
not and are not unreasonable or otherwise unlawful. We further find 
that the suspended schedules have been justified. The order of sus- 
pension will be vacated and that proceeding discontinued. The com- 
plaint will be dismissed. 


RATES ON WRAPPING PAPER, ETC. 


In a mimeographed report in No. 17034, Kalamazoo Vegeta- 
ble Parchment Company vs. Atchison, Topeka & Santa Fe et al., 
the Commission, by division 4, has dismissed the complaint on a 
finding that rates on printed and unprinted vegetable parchment 
and waxed wrapping paper, paper boxboard, and plain and 
waxed paper boxes, printed and unprinted, in carloads, from 
Kalamazoo, Mich., to points in Indiana, Illinois, and Wisconsin, 
were not and are not unreasonable or otherwise unlawful. The 
report also embraces a sub number, Sutherland Paper Company 
vs. Atchison, Topeka & Santa Fe et al. 


Complainants assailed the rates as unreasonable, and as 
compared with the rates on printing paper, unjustly discrimina- 
tory and unduly prejudicial. The Commission was asked to pre- 
scribe rates on the commodities named, excepting paper box 
board, that would not exceed those on printing paper, and on 
paper box board rates that would not exceed 90 per cent of the 
rates on printing paper. Reparation also was sought. 

The Commission said that most of complainants’ shipments 
moved to Chicago, Ill., that their evidence was limited to that 
point and that therefore only the rates to Chicago would be 
considered. 


Sixth-class rates, according to the report, apply on waxed 
and vegetable parchment wrapping paper under exceptions to 
the official classification, minimum 36,000 pounds. From Kala- 
mazoo to Chicago the present sixth-class rate is 18 cents. A 
commodity rate of 15 cents applies on printing paper, carloads, 
same minimum weight, according to the report. Sixth-class 
rates also apply on paper boxes. Paper box hoard takes 90 per 
cent of the sixth-class rate, making the rate to Chicago 16 cents. 
Through reciprocal switching arrangements the Kalamazoo rates 
applied on all traffic and the applicable rates were charged, ac- 
cording to the report. 

After referring to findings in Michigan Traffic Mills Asso- 
ciation vs. A. T. & S. F. Ry. Co., 59 I. C. C, 649; C. F. A. Class 
Scale Case, 45 I. C. C. 254; Official Classification Rates on Pa- 
per, 38.I. C. C. 120; and Minnesota & Ontario Paper Company 
vs. N. P. Ry. Co., 66 I. C. C. 571, the Commission said: 


Defendants assert that throughout central territory sixth-class ie 
rates generally apply on the commodities herein described and that 
there are no departures from that basis on printing paper other than 
in the rates from Kalamazoo to Chicago and points in northern Illi- 
nois and southern Wisconsin. They introduced an exhibit describing 
all shipments of vegetable parchment and waxed wrapping papers, 
paper boxes and paper box board made by complainants from la- 
mazoo to Chicago, points in the Chicago district and to Milwaukee 
during the month of May, 1925. Ton-mile earnings of 25.3 mills and 
average car-mile earnings of 57.2 cents are shown on the wrapping 
papers for an average haul of 146 miles. On paper boxes knocked down 
flat and paper box board for an average haul of 141 miles, the -ton- 
—_— and car-mile earnings appear as-25 mills and 64.4 cents respec- 

vely. . ; 

The rates on printing or book and wrapping paper from producing 
points in Michigan and Indiana to Chicago and related points and 
to points in central territory are now before us in No. 13431. A pro- 
posed report was issued but upon petition of defendants that case and 
Nos. 9987 and 12108 were reopened and oral argument was had. A 
decision has not yet been rendered. 

Complainants’ allegations of unjust discrimination and undue 
prejudice have not been sustained. we r 
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Complainants’ wrapping paper is of a high grade and is not 
as extensively used as the papers generally included within that 
description. The volume of traffic thereon does not compare with 
that on ordinary wrapping paper. The record does not warrant a 
finding that the rates on waxed and vegetable parchment wrapping 
papers and paper boxes should be lower than sixth class or that 
rates on paper box boards are unduly high as compared with the 
rates applicable on other paper articles. 

Upon this record we find that the rates assailed were not and 
are not unreasonable or otherwise unlawful. This is without prejudice 
to any different conclusion that may be reached upon the more tom- 
prehensive records in the cases above mentioned. The complaints 
will be dismissed. 


RATES ON GRAIN AND PRODUCTS 


In a report written by Commissioner Aitchison in No. 16112, 
Ogden Grain Exchange vs. Abilene & Southern et al., and por- 
tions of fourth section application No. 2045, opinion No. 12112, 
122 I. C. C. 691-720, the Commission, by division 2, has made find- 
ings summarized by it as follows: 


1. Rates on grain, in carloads, from points in Utah and points 
in Idaho, Montana, Oregon and Wyoming on the Oregon Short 
Line and Utah Idaho Central to Colorado common 
unreasonable, except from certain Utah points. 
prescribed. 

Rates on grain and grain products, in carloads, from Colorado 
common points to destinations in Texas, Oklahoma, Arkansas, Louisi- 
_ = Mississippi found unreasonable. 
scribed. 


3. Rates on grain from Colorado common points to destinations 
in Nebraska, Kansas, Minnesota, Iowa, Missouri, Wisconsin, Illinois, 
Indiana, Kentucky, and Tennessee found not unreasonable. 

4. Rates on grain and grain products from representative points 
of origin in Utah and on the Oregon Short Line and Utah Idaho Cen- 
tral in Idaho and Oregon to points on the lines of defendants in 
Nebraska, Kansas, Oklahoma, Texas, Minnesota, lowa, Missouri, Ark- 
ansas,, Louisiana, Wisconsin, Illinois, Indiana, Kentucky, Tennessee, 
Mississippi, and Alabama found unduly prejudicial. Nonprejudicial 
relationship of rates prescribed. 

- Eastbound rates on flour, minimum 40,000 pounds, from the 
origin territory in Colorado, Utah, Idaho, Montana, Oregon, and 
Wyoming found unreasonable and unduly prejudicial to the extent 
exceeding the wheat rates. 


6. Rates on grain and grain products, in carloads, from the origin 
territory in Utah, Idaho, Oregon, Montana, and Wyoming to points on 
the Denver & Rio Grande Western in Utah and Colorado (west of 
Colorado common points) found not unreasonable. Prayer for es- 
tablishment of joint rates from and to these points denied. 

7. Fourth-section relief granted to Illinois Central with respect to 
rates on grain and grain products from ints in Utah and points 
in Idaho on the Oregon Short Line and Utah Idaho Central to St. 
Louis, Mo., Peoria, Ill., and St. Paul and Albert Lea, Minn., and 
points grouped therewith, and other points in related rate groups. 


The rates for the future are to be established on or before 
August 10. The order with respcet to fourth section relief 
provides that rates revised in accordance with the terms of the 
order shall be made effective on statutory notice. All other and 
further relief sought by portions of the application considered 


in the proceeding, except as authorized, was denied, effective 
August 10. 


Complainant is a corporation which operates a grain ex- 
change at Ogden, Utah. It alleged that the rates on grain and 
grain products, carloads, from all points in Utah and from points 
on the railways of the Oregon Short Line and Utah Idaho Central 
in Idaho, Montana, Oregon and Wyoming to points on the lines 
of the defendants in Utah, Colorado, Nebraska, Kansas, Okla- 
homa, Texas, Minnesota, Iowa, Missouri, Arkansas, Louisiana, 
Wisconsin, Illinois, Indiana, Kentucky, Tennessee, Mississippi, 
and Alabama were unjust and unreasonable, unduly prejudicial 
in their relation to and in comparison with rates to the same 
points of destination from points in the states of California, 
Colorado, Montana, Oregon and Washington, and in numerous 
instances were in violation of the long-and-short-haul clause of 
section 4 of the interstate commerce act. The complaint also 
attacked rates on the same commodities from Colorado common 
points, Cheyenne, Wyo., to Trinidad, Colo., inclusive, to eastern 
destinations as being unjust and unreasonable and in certain 
instances as being in violation of the long-and-short-haul clause 
of section 4. The prayer was for the establishment for the future 
of just and reasonable rates and minimum weights, and for the 
establishment of joint rates to points in Utah and Colorado on 
the Denver & Rio Grande Western, called the Rio Grande. 

Intervening petitions were filed on behalf of the state of 
Utah, the state commissions of Idaho, Utah, and Oregon, the 
Colorado Milling & Elevator Company, Idaho Farm Bureau 
Federation, millers’ associations of the northwest, southwest, 
and southwestern Missouri, and by various interests at Kan- 
sas City, Mo., Omaha, Nebr., San Francisco, Calif., Portland, 
Oreg. and Seattle, Wash. Commissioner Aitchison stated rates 
in cents per 100 pounds, and, except as noted, referred to rates 
on wheat. 

Commissioner Aitchison, in a detailed discussion of the 
issues presented by the complaint, and of the contentions of 
various parties, said the chief basis for comparisons submitted 
by complainant and for the suggested future rates sought was 
the distance scale of rates on wheat and flour between points in 
Oklahoma and points in Arkansas prescribed by division 2 in 
No. 13406, Oklahoma Corporation Commission vs. A. R. R., 
80 I. C. C. 607, referred to by the commissioner as the 13406 
scale and explained in a footnote as follows: 


oints found not 
easonable rates 


Reasonable rates pre- 
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Hereinafter called the 13406 scale. The single-line scale begins 
with 7 cents for distances up to 10 miles and increases 1 cent for 
every 10 miles up to 80 miles, 1 cent for every 20 miles up to 300 miles, 
1 cent for every 25 miles up to 500 miles, and 1 cent for every 50 
miles up to 00 miles. The joint-line scale is from 1 to 3 cents higher 
than the single-line scale for distances up to 500 miles. Beyond that 
distance the single-line and joint-line scales are the same. 


Continuing, the commissioner said: 


In Oklahoma Corporation Commission vs. A. & 8S. Ry. Co., 101 
I, C. C. 116, we prescribed the same scale for application from Okla- 
homa to Texas common-point territory, between Oklahoma, on the 
one hand, and Kansas and Missouri, on the other, and from the Pan- 
handle of Texas to Kansas City. The 13406 scale stops at 800 miles, 
and complainant has extended it for greater distances by adding 1 
cent for each additional 50 miles, the rate of progression from 5600 
to 800 miles in the scale. The 13406 scale does not differ greatly 
from the scale ——— by division 3 in South Dakota R, R. Com- 
missioners vs. Director General, 73 I. C. C. 347, for application on 
wheat from South Dakota to Iowa. 


The South Dakota-Iowa scale was explained in a footnote 
as follows: 


The South Dakota-Iowa scale is the same for single-line and 
joint-line hauls, over not more than three lines, and corresponds 
closely to the 13406 scale for single-line hauls. The two scales are 
the same at 100 miles and at 400 miles, and the maximum variation 
at intermediate distances is 0.5 cent. From 400 to 600 miles the 13406 
scale is from 0.5 to 3 cents higher. The South Dakota-Iowa scale 
does not extend beyond 600 miles. 


Commissioner Aitchison’s summary of the case and the find- 
ings of the Commission follow: 


The burden of the complaint is that the rates from Utah and 
Idaho are improperly related to and unduly prejudicial as compared 
with the rates from Colorado common points to the same destina- 
tions. Complainant further contends, however, that the present rates 
from Colorado common points are unreasonable and that therefore 
the mere removal of the prejudice by the establishment of proper 
differentials over the present rates from Colorado common points 
would result in correspondingly unreasonable rates from Utah and 
Idaho. In order to obtain rates from Utah and Idaho which are 
not only reasonable but also nonprejudicial, it seeks reasonable rates 
from Colorado common points with rates from Utah and Idaho dif- 
oe related thereto. While Colorado is not in this proceeding 
complaining of the general level of its rates, it is in accord with 
complainant in asking that rates from Utah and Idaho be differen- 
tially related to the rates from Colorado common points, although 
not agreeing with complainant on the measure of those differenitals, 


Under the issues as framed consideration must necessarily be 
given to the measure of the rates from Colorado common points. In 
connection with the rates to the east complainant raises a question 
involving one of the fundamental theories of grain-rate construction, 
namely, the basing of through rates on the sum of inbound and out- 
bound factors through important grain markets. In the past we 
have consistently refused to condemn rates on grain merely because 
they are the same as, or are in fact the combination on the primary 
grain markets. This question will undoubtedly be given considera- 
tion in the pending general investigation of the rates on grain and its 
products, No. 17000, Part 7. On this record we are not convinced 
that the rates from Colorado common points to the east are higher 
than reasonable maximum rates. To the southwest and lower 
Mississippi Valley, however, a revision of the rates from Colorado 
common points is imperative, if a proper basis for the rates from 
Utah and Idaho is to be obtained. Considering the density of 
traffic, the transportation conditions and other matters relating to 
the handling of through and local business on the lines serving the 
origin territory, together with the fact that the hauls are much 
longer than those contemplated by the 13406 scale, we are of opinion 
that somewhat higher rates than would result under that scale as 
extended by complainant are justified from the territory of origin 
here under consideration. We shall not undertake to pass upon or 
to prescribe rates from Colorado.common points to every point in 
the southwest, but will deal with the rates to representative points, 
leaving to the carriers such readjustment of the rates to other points 


as may be necessary to place them on a basis consistent with the 
rates prescribed. 


The record amply supports complainant’s contention that the rates 
from Utah and Idaho are improperly related to those from Colorado 
common points. Although the differences in distance over Colorado 
common points from Utah and Idaho points vary as between differ- 
ent destinations, the range is not very great, and on the whole the 
application of a uniform differential over Denver is desirable and 
would remedy to a large extent the De nea resulting from the 
present adjustment. In revising the differentials suggested by com- 
plainant from Utah and Idaho points, we have given consideration 
to the excess of distance over Colorado common points to points rep- 
resenting the entire destination territory. 


To the extent that different conclusions, in any pongo. may fol- 
low from the pending general investigation, it is to be understood 
that the present conclusions are necessarily based upon the record 
before us. Moreover, it will be understood that our findings, under 
section 1 herein are limited to the issue of what are or will be the 
reasonable maximum rates on this traffic without regard to the pro- 
visions of the Hoch-Smith resolution. We shall leave for determina- 
tion in the general investigation the question whether any of these 
rates are the lowest possible lawful rates compatible with adequate 
transportation service. 
Upon the whole record we find and conclude: 


1. The rates on grain. to points in Colorado are not unreasonable 
or otherwise unlawful, except that to Colorado common points the 
rates from the following points in Utah are, and for the future will 
be, unreasonable to the extent that they exceed or may exceed 41.5 
cents on wheat and 37.5 cents on coarse grains from Utah common 
points, and from Morgan, Cisco, Green River, and Price; 49.5 and 
44.5 cents, respectively, from Delta; 54 and 48.5 cents from Milford; 
and 54.5 and 49 cents from Wendover. 


2. The rates on grain and grain products, in carloads, from Colo- 
rado common points to destinations in Texas, Oklahoma, Arkansas, 
Louisiana, and Mississippi are and for the future will be unreasonable, 
and to the points shown in Appendix A reasonable rates will not 
exceed those shown in that appendix opposite the respective points of 
destination. To other pte in the states named to which rates are 
assailed in the complaint the carriers will be expected to make such 
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changes in the rates as may be necessary to place them on a basis 
consistent with the rates herein prescribed. 

3, The rates on grain from Colorado common points to other 
destinations here considered are not unreasonable. 

4, The rates on grain and grain products, in carloads, from the 
representative points of origin in Utah, Idaho, and Oregon, shown 
in Appendix B to all destinations to which the rates are assailed, 
except to points in Utah and Colorado, are, and for the future will be, 
unduly prejudicial to said points of origin and unduly preferential 
of Colorado common points to the extent that they exceed, or may 
exceed, the contemporaneous rates from Denver to the same destina- 
tions by more than the respective differentials shown in Appendix B. 
Rates from the other points in this origin territory, including the 
Montana and Wyoming points from which the rates are assailed, 
should be adjusted in harmony with the differential basis above 
prescribed. 

5. The rates on flour, minimum 40,000 pounds, to Colorado com- 
mon points from the rest of the origin territory here considered, 
and from the whole of that territory, including Colorado common 
points, to the entire destination territory, are unreasonable and 
unduly prejudicial to complainant and unduly preferential of dealers 
located at points in Montana and Colorado, to the extent that they 
exceed the corresponding rates on wheat. The establishment of the 
basis prescribed as reasonable will remove the undue prejudice. 


6. The rates assailed to points in Utah and Colorado on the Rio 
Jrande are not unjust or unreasonable, and the record does not war- 
rant the establishment of joint rates from and to these points. 


7. Fourth-section relief should be granted to the Illinois Cen- 
tral under its application No. 2045 to charge rates for the transporta- 
tion of grain and grain products, in carloads, from points in Utah 
and points in Idaho on the Oregon Short Line, and Utah Idaho 
Central to St. Louis, Peoria, St. Paul, and Albert Lea, and points 
grouped therewith, and other points in related rate groups, the same 
as the rates contemporaneously in effect over other routes operating 
from and to the same points, and to maintain higher rates at inter- 
mediate points in said groups in those instances where the line or 
route of the Illinois Central operates to points in a lower rated group 
through a higher rated group; provided (1) that rates to said inter- 
mediate points shall not be increased, except as we may hereafter 
authorize, and shall in no case exceed the lowest combination; (2) 
that rates to intermediate points affected shall not exceed the basis’ 
of rates herein prescribed for application to such intermediate points; 
(3) that the authority herein granted shall not include intermediate 
points as to which the haul of the applicants’ route is not longer 
than that of the direct line or route between the same points; and 
(4) that the said relief shall not apply in any instance where ap- 
plicants’ route between the competitive points is more than 50 per 
cent longer than the direct line or route between the same points. 
It is expected that all other fourth-section departures in the rates 
herein assailed, and which are not authorized by our orders, will be 
promptly removed. 

Appropriate orders will be entered. 


Appendix A follows: 


Rates Per 100 Pounds From Colorado Common Points, Cheyenne, 
Wyo., to Trinidad, Co!o. 
Wheat Coarse 
and flour grains 
To Cents Cents To 


Amarillo, Tex., from— 1 Paso, Tex., from- 


Wheat Coarse 
and flour grains 
Cents Cents 


Cheyenne-Greeley ... 42 38 Cheyenne-Greeley ... 55 49.5 
Denver-Pueblo ...... 37 33.5 Denver-Pueblo ...... 50 45 
Trinidad ..cccccceee. 32 29 Trinidad ...csseecees 45 40.5 
Sweetwater, Wyo., from— San Antonio, Tex., from— 
Cheyenne-Greeley ... 50 45 Cheyenne-Pueblo ... 53 47.5 
Denver-Pueblo ...... 45 40.5 yyy) eee 52 47 
BTU, 6 cao ewes 40 36 art gge et Se 55 49.5 
enid, eG eacetevateue elec 38.5 34.5 
Dallas-Ft. Worth, Tex., from— Oklahoma City, Okla... 40.5 36.5 
Cheyenne-Pueblo ... 46.5 42 Muskogee, Okla. ...... 40.5 36.5 
_ 44.5 40 Fort Smith, Ark ae a 45 40.5 
San Angelo, Tex., from— exarkana, Ark. ...... 49 4 
Cheyenne-Greeley . 52.5 47.6 Little Rock, Ark....... 50.5 45.5 
Denver-Pueblo ...... 47.5 43 Shreveport, La. ....... 51 46 
TEWNGHA. . S o6secsa ccc 42.5 38.5 Monroe, Lt. 2... .0520% 53 47.5 
Aleomanarin, Em.. :..2 6: 53 47.5 
Pecos, Tex., from— New Orleans, La....... 57 51.5 
Cheyenne-Greeley ... 58 52 Vicksburg, Miss. ...... 54 48.5 
Denver- Pueblo saat 53 47.5 JACKOON, DISS. ..ccccce 55 49.5 
i” 48 43 Meridian, Miss. ....... 57 61.5 


Appendix B follows: 


Rate Differentials From Representative Points in Utah, Idaho 
and Oregon 
Differential 
over 
Denver, Colo. 
- Wheat Coarse 
and flour grains 


Differential 
over 
Denver, Colo. 
Wheat Coarse 
and flour grains 


From Cents Cents From Cents Cents 
Utsh common points... 15 13.5 Donnelly, Ida., grp..... 25 22.5 
Poncpelier, Ida., grp.. 15 13.5 Huntington, Ore., grp.. 24 21.5 
og SOS 15 13.5 MeCall, Ida., grp....... 25 «22.5 

ee acim a +ypsum, Ore., erp..... 240 21.5 
Rexberg, Ida., grp..... 19 17 Homestead, Ore., grp.. 25 22.5 
Twin Falls, Ida., grp... 19 17 Morgan Utah ....:.... 15 13.5 
Mackay, Ida., erp...... 19 17 Nephi, Utah ........... 18 16 
Victor, Ida., grp....... 20 18 TIRE, TICE: 6 sccsievecne 21 19 
Hill City, Ida., erp..... 21 19 Milford, Utah ......... 24 21.5 

ountain Home, Ida., 2 ae 15 13.5 

Eee 21 19 ireen River, Utah..... 15 13.5 
Caldwell, Ida., grp..... 22 20 i. ee 15 13.5 
Horseshoe Bend, Ida., Epnraim, Utah ........ 20 18 

Pa 23 20.5 STIR, OCR cccccccese 21 19 
Smiths Ferry, Ida., erp. 24 21.5 Wendover, Utah ...... 24 21.5 

% 
Commissioner Campbell, concurring in part, said: 
I am in accord with the majority with one exception. The pre- 


scribed differential Utah common points over Colorado common 
Points is 15 cents. The present rate difference to Chicago and 
Peoria is 12.5 cents, to Minneapolis 10.5 cents, and to St. Louis 14.5 
cents. It seems to me this difference at the most should not exceed 
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13 cents, and some of the other differentials prescribed in Appendix 
B might well be somewhat lower. 


RATE ON APPLES 


The Commission, by division 1, in a report written by Com- 
missioner Campbell, in No. 17621, Dan Wuille & Co., Inc., vs. 
Spokane, Portland & Seattle et al., mimeographed, has found 
the applicable rate, $3.30, on a carload of apples, from White 
Salmon, Wash., shipped in November, 1922, to Phoenix, Ariz., 
unreasonable but not otherwise unlawful. Charges were col- 
lected at a rate of $1.83. The Commission found the applicable 
rate unreasonable to the extent it exceeded a rate of $1.565. 
The carriers tried to collect the undercharges. The Commission 
said the outstanding undercharges might be waived and repara- 
tion made to the basis of the rate found reasonable. 

The complainant ordered a refrigerator car for a shipment 
to Chicago over the Great Northern and its connections. After 
the car was set it was decided to ship to Phoenix. The Great 
Northern rules forbid the use of Great Northern refrigerators 
for trips in which the Great Northern obtains no haul. The 
complainant alleged the refusal of the Spokane, Portland & Seat- 
tle, which procured the car, to permit it to route the car as it 
desired caused the imposition of unreasonable, unduly prejudicial 
and illegal charges, in violation of sections 1, 3, 6, 15 and 15-a. It 
asked reparation to the basis of a rate of $1.41. 

The Commission said there was no tariff authority for the 
rate charged over the circuitous route, use of which gave the 
Great Northern a haul on its refrigerator. It said that if a rate 
of $1.565 applicable over some routes but not over the one used, 
had applied over the route used, the earnings would have been 
$585.65 per car, 24.7 cents per car-mile and 13 cents per ton-mile. 
The Commission said the record did not warrant a finding that 
the provisions of sections 3, 15 or 15-a had been violated. 


LIVE STOCK RATES IN WEST 


Decision that the record, as it now stands, is inadequate 
to warrant a finding either that live stock rates in the west, 
as a whole, are in excess of reasonaable maxima, as alleged, or 
in excess of the lowest possible rates compatible with the main- 
tenance of adequate transportation service, that lawfully might 
be required, has been made by the Commission in No. 15686, 
American National Live Stock Association et al. vs. Atchison, 
Topeka & Santa Fe Railway Company et al., opinion No. 12104, 
122 I. C. C. 609-40. The report also embraces No. 17000, Rate 
Structure Investigation; No. 15565, Live Stock Traffic Associa- 
tion vs. Abilene & Southern et al.; No. 16113, Oklahoma City 
Live Stock Exchange et al. vs. Atchison, Topeka & Santa Fe 
et al., and No. 16131, Healy & Company vs. Atchison, Topeka 
& Santa Fe et al. The Commission summarized its findings as 
follows: 


1. Rates in the aggregate for the interstate transportation of 
livestock, in carloads, between points in the territory served by the 
western and mountain-Pacific groups of carriers, including Illinois and 
Wisconsin, found not in excess of reasonable maxima. 

2. Basis of rates,on cattle, hogs, sheep, and goats, in carloads, 
from and to certain pbints in Oklahoma, Louisiana, Texas, Arkansas, 
Kansas, and Missouri prescribed. Reparation on shipments from points 
in Oklahoma and Texas to Oklahoma City, Okla., denied. 

3. Rates on stock cattle, in carloads, from points in Oklahoma 
and Texas to Missouri River cities and points in Missouri, Iowa, and 
Nebraska found not in exces sof reasonable maxima, 

4. Rates on cattle, in carloads, from — in Texas to points 
in Kansas found not in excess of reasonable maxima, unjustly dis- 
criminatory, or unduly prejudicial. 


These complaint cases, the Commission said, embraced the 
interstate carload rates on live stock, principally in the west. 
Several of them were heard on a common record. The live 
stock cases, it said, were not heard with No. 17000, Rate Struc- 
ture Investigation, and Ex Parte 87, Revenues in Western Dis- 
trict, 113 I. C. C. 3, but were argued therewith. No. 15686 was 
consolidated with No. 17000 and Ex Parte 87, and the conclu- 
sions reached in No. 15686, the Commission said, were based 
on the consolidated record. 

The Commission dealt first in its report with No. 15686. In 
that case all rates on live stock in the territory served by the 
carriers in the western and mountain-Pacific groups, including 
Illinois and Wisconsin, were alleged to be unreasonable to the 
extent that they exceeded the pre-war rates; that is, generally 
speaking, the rates in effect for many years prior to June 25, 
1918, when General Order No. 28 of the Director-General of Rail- 
roads became effective. It was explained that, at the hearings, 
an amended complaint was filed seeking rates in effect prior 
to the issuance of G. O. No. 28, the original complaint having 
asked for the rates fixed by G. O. No. 28. The establishment of 
the June 24, 1918, rates was opposed by some shippers, inas- 
much as reductions made since then had in certain instances 
produced rates lower than the June 24, 1918, level, the Commis- 
sion said in a footnote, adding that the Board of Railroad Com- 
missioners of South Dakota, intervener, opposed the establish- 
ment of the June 24, 1918 rates because discriminatory situations 
then existing and since removed would be restored. 

The Commission said the case was grounded, in part, on 
economic considerations, one of complainants’ contentions hay- 
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ing been, in effect, that because of the depressed condition of 
the live stock industry the rates were higher than the traffic 
could reasonably bear, and that the rates in effect prior to June 
25, 1918, were above the lowest possible lawful rates required 
by the Hoch-Smith resolution. The Commission said the case 
was similar to National Live Stock Shippers’ League vs. A. T. & 
S. Fv. Ry. Co., 63 I. C. C. 107, heard and decided in 1921, and 
referred to as the original case. In that case the Commission 
found that the record as made would not support a finding that 
the rates as a whole, on live stock in the west, were unreason- 
able, but, having in mind the low value of live stock and other 
factors, it expressed the view that under the conditions then 
existing the carriers should themselves reduce to the extent of 
20 per cent all rates on live stock, other than horses and mules, 
in excess of 50 cents, except that no rate was to be red:uced 
below 50 cents. The reductions recommended were made in 
September, 1921. They affected, the Commission said, generally 
only traffic moving in excess of 500 miles, relatively very small in 
volume, being principally cattle from the ranges of the west 
and southwest moving to feeding grounds and markets east of 
the Missouri River and sheep from the far west and southwest 
to large markets. These rates expired later by limitation. In 
January, 1922, the carriers made a voluntary reduction of 10 
per cent on agricultural products, including live stock, except- 
ing the rates reduced as above stated, so that none of the rates 
on live stock exceeded 90 per cent of the rates resuliing from 
the general increase of 1920. The reduced rates made effective 
in January, 1922, were to expire by limitation on June 30, 1922, 
the limitation on the 20 per cent reduction, but the Commission 
said that in Reduced Rates, 1922, 68 I. C. C. 676, all the reduc- 
tions were required-to be made permanent. 

“Although counsel for complainants contend that Congress 
by the resolution (Hoch-Smith) referred to has declared the 
existence of a depression in agriculture, and that therefore that 
fact is not open to dispute (a contention with which we do not 
agree, see Revenues in Western District, supra, page 12), much 
of the complainants’ evidence in the present case relates to 
the condition of the cattle industry,’ the Commission said, add- 
ing that in that respect the evidence was quite similar to that 
in the original case. 

The report then referred to contentions of complainants as 
to the depressed condition in the cattle industry and the denial 
of the carriers of statements of complainants’ witnesses along 
those lines, the carriers having contended that the live stock 
and general farming industries had been largely rehabilitated 
and were on the road to early recovery. 

“While the condition of the live stock industry has ma- 
terially improved since the period of extreme depression, the 
recovery has by no means been complete,” the Commission said. 
“The industry is still suffering from depression, although not 
in all branches and not in the same degree as heretofore, and 
we are required by the resolution to afford to live stock affected 
by that depression the lowest possible lawful rates compatible 
with the maintenance of adequate transportation service. Com- 
plainants contend that the June 24, 1918, level of live stock 
rates, the establishment of which they seek, is sufficiently high 
to afford the carriers a fair margin of profit. Defendants point 
out that what complainants seek is a restoration of the rates 
in effect long before the war, and that meantime the prices of 
labor and commodities, and living costs in general, have doubled 
or trebled.” 


Continuing, the Commission said: 


In the 20-year period 1896-1916, livestock prices at Chicago ap- 
proximately doubled. They further rose to record heights in the 
period 1917-1919, but in 1921 they sharply declined to somewhat less 
than the 1916 level. Since 1921 there has been some recovery. Since 
1906 the only increases in livestock rates have been the 25 per cent 
increase, with a 7-cent maximum, made by the Director General of 
Railroads in 1918, and the varying increases in 1920 authorized by 
us, averaging approximately 32 per cent of the rates as increased by 
the director general. These latter increases marked the peak and 
were followed by the general reductions of 20 or 10 per cent thereof 
in 1921 and 1922. The present livestock rates in the west represent, 
perhaps, a net average increase of about 40 or 45 per cent above 
what they were 30 years ago. 


The Commission then discussed in detail matters relating 
to the handling of live stock, damage claims, transportation of 
caretakers, the empty-car movement, the necessity for special 
equipment, the duty on the carrier of loading and unloading 
live stock at public stockyards and at points where it was 
stopped for water, feed and rest, while almost all other carload 


freight was loaded and unloaded by the shipper. Continuing, the 
Commission said: 


Complainants contend that the logical basis for ascertining the 
lowest possible lawful rates is the cost of the service and that the 
pre-war rates on livestock would yield a very substantial profit above 
the average unit costs of handling. Apparently complainants assume 
that in any such computation of profit only expenses directly attrib- 
utable to the traffic need be considered and that livestock need not 
contribute to such maintenance-of-way expenses as are occasioned by 
depreciation, decay, floods, or storms, or assist in defraying general 
expenses, taxes, or transportation expenses not incurred in a _ par- 
ticular service. 

The Hoch-Smith resolution, however, enjoined upon us to fix the 
lowest possible rates that might lawfully be required, compatible with 
the maintenance of adequate transportation service. It set no new 
standard of lawfulness, but said, in effect, that to the extent that 
there are flexible limits to our discretion we should fix the lowest 
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rates falling within those limits. In the past we have had occasion 
to consider at times what may be called ‘‘out-of-pocket’’ cost, but 
while it has been contended that the carriers might voluntarily, in 
certain situations, establish rates covering only such cost, it has 
never been seriously contended that we could lawfully require this 
to be done. Rates that we may lawfully require must in principle be 
high enough to cover all the cost that may fairly be allocated to the 
service plus at least some margin of profit. Northern Pacific Ry. ys, 
North Dakota, 236 U. S. 585; Norfolk & Western Ry. vs. West Vir- 
ginia, 236 U. S. 605. We say “in principle’ because only rarely 
is definite information available as to such cost, and in practice rates 
must often be fixed largely by comparison with other rates. Of course, 
the other sections of the interstate commerce act must also be 
borne in mind in determining the lowest lawful rates in a particular 
situation. 


The Commission said the carriers endeavored to show that 
the live stock revenues as a whole approximately covered op- 
erating expenses without any contribution to taxes or a return 
on investment. After discussing contentions of the carriers 
along that line, the Commission said the present record did not 
contain a detailed apportionment of operating expenses by pri- 
mary accounts to live stock and that it did not find the method 
by which the carriers sought to demonstrate the confiscatory 
nature of live stock rates altogether convincing. 

“It is certainly not clear to us that it is our duty ‘in disposing 
of this case to authorize and direct the carriers defendant to 
advance their general level of live stock rates by at least 20 
per cent,’ as contended by carrier counsel,” the Commission said, 
continuing as follows: 


The carriers admit that they would not use the car-mile basis 
for comparing earnings from all traffic with those from coal or grain. 
‘they seek to justify its use in comparing livestock and other freight 
Lecause of the ‘special expenses connected with livestock traffic, 
but ti.ese as a whole are nowhere reduced to a car-mile basis. 
The carriers were evidently led to be satisfied with this rather 
rough cost computation, because they considered the record as 
having conclusively established that it costs at least 20 per cent 
more to carry livestock than to carry the average carload freight, 
and that they were on safe ground in assuming that the car-mile 
cost of livestock is merely as great as that of all carload freight. 
Referring to No. 15686, they say that ‘‘the whole record, consisting 
of.5,440 pages and 432 exhibits, is conclusive proof of the fact that 
the livestock traffic does cost at least 20 per cent more to handle than 
the average of all carload freight.’’ An assumption that it costs 20 
Ler cent more per 100 pounds to carry livestock, in comparison with 
other carload traffic, as counsel for complainants was willing to con- 
cede, is not equivalent to the assumption of an excess cost per car- 
mile as used by defendants. Yet the carriers apparently assumed 
that such was the case. It is worth while to clarify this point. If 
we assume, for the sake of illustration, that on a particular railway 
all carload freight costs 8 mills per ton-mile and loads 25 tons to 
the car, while livestock loads 12 tons and is 20 per cent more expensive 
to handle on a net-ton mile basis, then it necessarily follows under 
these assumptions that all carload freight costs 20 cents per car-mile 
(0.8 multiplied by 25), while livestock costs only 11.52 cents per car- 
mile (8 mills plus 20 per cent, or 9.6 mills multiplied by 12). A con- 
sideration of this relation weakens the cost demonstration presented 
by the carriers in so far as it rests on the assumption that the cost 
per car-mile for livestock is as great as for other carload traffic. 

It appears from the carriers’ exhibits that the revenue per:gross- 
ton mile is greater for livestock than for all carload freight. Using 
car-mile earnings of 29 cents for all carload traffic and 21:6 cents for 
livestock, and gross car weights of 61 and 43 tons, respectively, loaded 
and empty movements combined, the earnings per gross-ton mile 
would be 5.02 mills for livestock and 4.75 mills for all carload freight. 
Obviously this basis of comparison allows nothing for the greater 
expedition and special expenses occasioned by livestock, other than 
those resulting from the lighter load and greater empty mileage, and 
is probably too favorable a basis for livestock. Special studies made 
by defendant carriers of selected train movements indicate-a greater 
cost per gross-ton mile for train fuel and wages for livestock trains 
than for the dead-freight trains, but we do not know whether these 
ure reasonably representative of all such traffic in the western dis- 


trict, and, furthermore, these expenses are but a small part of the 
total operating expenses. 


Defendants urge that they are in no financial condition to stand 
any drains on their revenue resources. The carriers in the west 
introduced evidence purporting to show a need for additional reve- 
nue and failure to restore their earning power. That was dealt with 
by us in Revenues in Western District, supra, on a more compre- 
hensive and recent record with which the record in No. 15686 has 
been consolidated, and it need not be further discussed here. 


According to defendants’ estimate the reductions sought, averag- 
ing about 33% per cent, would mean a loss to them of something 
like $25,000,000 per annum. This loss would fall with particular 
weight on the carriers in the central west; that is, those serving that 
portion of the country embraced within the states of Illinois, Wis- 
consin, Iowa, Missouri. Nebraska and Kansas, eastern Colorado, and 
adjacent territory. These carriers include the Chicago & North 
Western, the Chicago, St. Paul, Minneapolis & Omaha, the Chicago 
Great Western, the Chicago, Milwaukee & St. Paul, the Chicago, 
Rock Island & Pacific, the Chicago & Alton, the Chicago, Burling- 
ton & Quincy, the Minneapolis & St. Louis, and the Union Pacific. 
Counsel for the central western carriers filed a supplementary brief 
to show the disastrous financial effect upon their revenues if the 
reductions sought by complainants became effective. The importance 
of the livestock revenue to these carriers appears from the fact. that 
for *10 of them, operating 53,487 miles of line, the livestock revenue 
in 1923 was $50,153,797, which was 7.73 per cent of their total carload 
revenue. In the case of the Chicago & North Western the reductions 
sought would have taken 21.2 per cent of the net railway operating 
income in 1923 and would have wiped out all dividends on the com- 
mon stock, which were reduced to 4 per cent in 1922. 


Although the evidence relating to cost and revenues does not lea¢ 
to a definite conclusion as to the precise profit derived from livestock 
traffic at present rates, it is sufficient to demonstrate that we are not 
warranted, on the one nd, in reducing the livestock rates by any 


substantial amount; or, on the other hand, in regarding them as 
confiscatory. 





*Chicago & North Western; Chicago, St. Paul, Minneapolis & 
Omaha; Chicago Great Western; Chicago, Milwaukee & St. Paul; Chi- 
cago, Rock Island & Pacific; Wabash; Chicago & Alton; Chicago, 
Burlington & Quincy; Quincy, Omaha & Kansas City; and Union 


_ Pacific system. 
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The special contention made by Sioux City and Kansas City live- 
stock interests is discussed later. 

The record, as it now stands, is inadequate to warrant a finding 
either that livestock rates in the west, as a whole, are in excess of 
reasonable maxima as alleged, or in excess of the lowest possible 
rates compatible with the maintenance of adequate transportation 
service, that lawfully might be required. Complainants have prob- 
ably gone,as far as they can in adversary proceedings, but the record 
that they have been able to present is not sufficient in the respects 
noted. We, however, shall keep open the record in No. 15686 for 
further investigation on our own initiative in connection with No. 
17000 for the purpose of removing inconsistencies in the present 
rates. It may be that the record in such further investigation will 
afford more light on the question of whether the present level con- 
stitutes the lowest possible lawful rates on this commodity. 


The Commission then took up “Long-Haul Versus Short-Haul 
Rates, and No. 16113.” It said that Sioux City and Kansas City 
live stock interests, interveners in No. 15686, and No. 16113, 
though not. specifically urging a return to the pre-war rates, 
sought substantially a restoration of the pre-war rate relation 
between markets that drew their live stock mainly from near-by 
producing points and markets that received their supplies largely 
from distant points. In disposing of this phase of the proceed- 
ing the Commission said: 


Upon the present record we find that the short-haul rates com- 
plained of in No. 15686 and No. 16113 are not in excess of reason- 
able maxima, and in No. 16113 we find that they were not in excess 
of reasonable maxima. Reparation is denied. However, for the 
purpose of removing existing discrepancies and in the light of the 
Hoch-Smith resolution we prescribe the following scale of rates for 
the future for interstate application from and to such points in Okla- 
homa, Louisiana, Texas, Arkansas, Kansas, and Missouri as now 
carry rates based upon the Shreveport scale, on cattle, in carloads, 
or on calves, hogs, sheep, or goats in double-deck carloads: 


Sgle.Joint Sgle.Joint 

line line line line 

Distance Cts. .Cts. Distance Cts. Cts. 

10 miles and less....... 8.5 12.0 220 miles and over 200...27.5 31.0 
20 miles and over 10... 9.5 13.0 240 miles and over 230...29.0 32.5 
30 miles and over 20...10.5 14.0 260 miles and over 240...30.5 34.0 
40 miles and over 30...11.5 15.0 280 miles and over 260...32.0 35.0 
50 miles and over 40...12.5 16.0 300 miles and over 280...33.5 36.0 
60 miles and over 50...13.5 17.0 320 miles and over 300...34.5 -37.0 
70 miles and over 60...14.5 18.0 340 miles and over 320...36.0 38.0 
80 miles and over 70...15.5 19.0 360 miles and over 340...37.5 39.0 
90 miles and over 80...16.5 20.0 380 miles and over 360...38.5 40.0 
100 miles and over 90...17.5 21.0 400 miles and over 380...39.5 41.0 
110 miles and over 100...18.0 21.5 420 miles and over 400...41.0 42.0 
120 miles and over 110...19.0 22.5 440 miles and over 420...42.0 43.0 
130 miles and over 120...20.0 23.5 460 miles and over 440...43.0 44.0 
140 miles and over 130...21.0 24.5 480 miles and over 460...44.0 44.5 
150 miles and over 140...21.5 25.0 500 miles and over 480...45.0 45.0 
160 miles and over 150...22.5 26.0 520 miles and over 500...46.0 46.0 
170 miles and over 160...23.5 27.0 540 miles and over 520...47.0 47.0 
180 miles and over 170...24.0 27.5 560 miles and over 540...48.0 48.0 
190 miles and over 180...25.0 28.5 580 miles and over 560...48.5 48.5 
200 miles and over 190...26.0 29.5 600 miles and over 580...49.5 49.5 


On hogs or calves in single-deck carloads, 115 per cent of the rates 
herein prescribed on cattle; and on sheep or goats in single-dack car- 
loads, 125 per cent of the rates herein prescribed on cattle. The 
rates thus prescribed shall be subject to the present minimum weights. 
The scale prescribed is in substitution of the present scale; therefore 
in checking in specific point-to-point rates the carriers should apply 
the same bases for computing distances as were applied in checking 
in the present rates under the scale of rates at present applicable. In 
computing and applying the rates prescribed herein fractions of less 
than 0.25 cent shall be omitted, fractions of 0.25 cent or greater, but 
less than 0.75 cent, shall be stated as 0.5 cent, and fractions of 0.75 
cent or greater shall be increased to the next whole cent. Defendants 
will be authorized to establish and maintain over all interstate routes 
from and to the points to which the prescribed scale shall apply the 
lowest rates prescribed herein over any route from and to those 
points, and to maintain higher rates from, to, or between inter- 
mediate points, provided that the rates from, to, or between those 
intermediate points shall not exceed the scale of rates prescribed 
herein, and shall in no case exceed the lowest combination; and 
provided further, that the relief herein authorized shall not apply 
to lines or routes that are more than 70 per cent circuitous. 


These rates are to be established on or before June 1. The 
fourth section relief referred to was granted in Fourth Section 
Order No. 9480. 

The Commission next dealt with No. 16131, in which it was 
alleged that certain rates on stock cattle from Oklahoma and 
Texas points to Missouri River markets as far north as Sioux 
City, and to interior points in Missouri, Iowa and Nebraska, 
were and are unreasonable to the extent that they exceeded and 
exceed 75 per cent of the contemporaneous rates applicable on 
beef cattle from and to the same points, observing as a maximum 
the rates on stock cattle and stock calves under the Shreveport 
scale. The Commission said the present rates from and to the 
points considered were the same on stock cattle as on beef 
cattle. It said there were some fourth section departures that 
should be promptly removed. Its findings on this phase of the 
Case were as follows: 


We find on this record that the rates complained of, except those 
that exceed the aggregate of the intermediate rates, were not and are 
not in excess of reasonable maxima. The record would not support 
an award of reparation if we should find that the through rates from 
Oklahoma City to Kansas City on stock or feeder cattle were unrea- 
sonable to the extent that they exceeded the aggregate of the ‘iner- 
fediate rates. In their exceptions to the proposed report counsel 
or complainants in No. 16131 state that fat and other cattle are 
Usually shipped in mixed carloads and that no policing had been done 
at Kansas City. The record does not indicate that past shipments 
can now be policed appropriately to determine which, if any, would 
€ entitled to an award of reparation. Under the circumstances we 
make no finding as to these rates in the past. 
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In No. 15565, it was alleged that rates on cattle from points 
in Texas to destinations in Kansas were unreasonable, unjustly 
discriminatory, unduly preferential, and violative of section 4. 
Future relief was sought. The Commission said that, upon the 
present record, it found that the present rates were not in ex-° 
cess of reasonable maxima or, except those that exceeded the 
aggregate of the intermediate rates, otherwise unlawful. It said 
the records in Nos. 15686, 16113, 16131 and 15565 were inadequate 
upon which to base a finding of maximum unreasonableness or 
to correct the existing improprieties in the rates on live stock 
in the Western district. It said that, in order to develop a 
record that would afford sufficient basis for correcting impro- 
prieties referred to in the report, in accordance with the direc- 
tion of the Hoch-Smith resolution, further investigation would 
be made as expeditiously as practicable under No. 17000 in rela- 
tion to rates on live stock in the Western district, and that the 
record in No. 17000 and Ex Parte 87 made prior to the decision 
in Revenues in Western District, as well as the records in Nos. 
15686, 16113, 16131 and 15565, would be kept open and available 
for consideration in connection with that further investigation. 

Concurring and concurring-in-part opinions were set forth 
as follows: 


Esch, chairman, concurring in part: 

I concur in the revision of the southwestern scale, which will tend 
toward restoration of the former relationships between the short 
and long haul, but I think it is clear that other rates are in need 
of similar revision, which should not have to await the result of 
another investigation. I am also of the opinion that the rates on 
stock cattle should be revised to the basis of 75 or 80 per cent of the 
fat-cattle rates, wherever they are not now on that basis, which has 
been prescribed by us in several cases. The carriers have been told 
before that we “strongly recommend” a revision of these rates, but it 
is not probable that they will take any action in line with our 
previous decisions without definite findings. It is my-view that 
further relief should be accorded the livestock industry, if possible, 
in accordance with the requirements of the Hoch-Smith resolution. 

I am authorized to state that Commissioners Campbell and Mc- 
Manamy join in this expression. 

Hall, commissioner, concurring in part: j 

We do not find that the maintenance of existing rates for the 
first 600 miles of the Shreveport scale violates or will violate any 
provision of the law. Neverthless ‘‘for the purpose of removing 
existing discrepancies,’ which are not found to result in undue 
prejudice or preference, ‘‘and in the light of the Hoch-Smith resolu- 
tion,” we require the carriers to do what no law requires them to do, 
and that is to reduce these lawful rates so as not to exceed pre- 
scribed maxima, which we do not find to be maximum reasonable 
rates. In so doing we reduce by an average of about 7 per cent the 
part most used of a matured scale, the outgrowth of long study and 
experience, applicable over the larger portion of the southwest, and 
we leave untouched the many inconsistencies in rates, not so care- 
fully related, with which this record teems. Even in this scale the 
main defect which has been pointed out, a progression of only 8.5 
cents, here made 10 cents, for the 400-mile stretch from 500 to 900 
miles, as compared with 25.5 cents, here made 27.5 cents, for the 
preceding 400 and 15.5 cents for the succeeding 400, i. e., from 900 
to 1,300 miles, is not cured in any substantial way by the substitute 
which we prescribe for the first 600 miles. As I read the Hoch- 
Smith resolution our first aid should be given to the rates which need 
it most, not least, in their relation to each other, and I doubt whether 
that resolution should be construed as empowering us to require 
changes by carriers in rates which they lawfully maintain. That 
seems to be what is done here and from that I dessent. In other 
respects I concur in the report. 

I am authorized to state that Commissioner Woodlock joins in 
this expression. 

Lewis, commissioner, concurring: 

I concur in the decision of the majority except that I favor a 
reduction in the rates for the movement of stocker cattle. 


REPARATION ON LUMBER 


With Commissioner Woodlock dissenting, the Commission, 
by division 4, in a mimeographed report in No. 18248, Kroehler 
Manufacturing Company vs. Canadian National Railway Com- 
pany et al., has awarded reparation in the sum of $87, with 
interest, on a finding that the applicable joint sixth class rate 
of 54 cents, charged on a carload of l«mber shipped from March 
3, 1923, from Sundridge, Ont., to Naperville, Ill., was unreason- 
able to the extent that it exceeded 39 cents. 

Complainant alleged that the rate charged was unreasonable, ' 
unjustly discriminatory, unduly prejudicial, and in violation of 
the aggregate-of-intermediates’ provision of section 4 of the act. 
Reparation was sought. 

Continuing, the Commission said: 


The shipment weighed 58,000 pounds and moved as routed, Cana- 
dian National and Grand Trunk Western to Chicago, Ill., and 
Chicago, Burlington & Quincy to destination. Charges of $313.20 were 
assessed at the applicable joint sixth-class rate of 54 cents. Con- 
temporaneously there was in effect over the ‘route of movement, a 
combination rate of 39 cents, composed of 34 cents to Chicago and 
5 cents beyond. Effective September 25, 1923, the 39-cent rate was 
published as a joint commodity rate. ; 

We have repeatedly found that a rate which exceeds the aggre- 
gate of intermediates in prima facie unreasonable. Evidence was 
not submitted by defendants to rebut that presumption. 

The Canadian National denies that we have jurisdiction fo award 
reparation against that carrier from any portion of the transporta- 
tion which took place within the Dominion of Canada. In Larrowe 
Milling Co. vs. C., W. & L. E. R. R., 52 I..C. C. 145, we said: 

‘* * * if these railroads constituting a through route for traffic 
from a point in Canada to a point in the United States concyrred 
in a through rate or a carload minimum that was unreasonably high, 
they are jointly and severally responsible for any damage that might 
result to any shipper on account of such unlawful rate or minimum.” 

In International Nickel Co. vs. Director General, 66 I. C. C. 627, 
and United Paperboard Co. vs. C. N. Rys., 74 I. C. C. 733, we found 
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that the charges collected from points in Canada to points in the 
United States were unreasonable and awarded reparation against 
the defendant carriers within the United States. 

The fourth-section violation has been removed. The allegations 
of unjust discrimination and undue prejudice have not been sustained. 

We find that the rate assailed was unreasonable to the extent 
it exceeded 39 cents; that complainant made the shipment as described, 
_and paid and bore the charges thereon; that it has been damaged 
in the amount of the difference between the charges paid and those 
which would have accrued at the rate herein found reasonable; and 
that it is entitled to reparation in the sum of $87, with interest, from 
the Chicago, Burlington & Quincy Railroad Company and the Grand 
gen — Railway Company. An order awarding reparation will 

e entered. 


In his dissent, Commissioner Woodlock said: 


In this case a joint rate from a point in Canada to a point in 
the United States is found unreasonable to the extent it exceeded the 
aggregate of intermediates over the route of movement. The fact 
that a joint rate exceeds the aggregate of intermediates is evidence 
sufficient to warrant a prima facie presumption of unreasonableness, 
but is only evidence and can not extend our jurisdiction. In order 
to determine the reasonableness of a joint rate, from a point in 
Canada to a point in the United States, we can deal with the rate 
only as it is published; that is, as a unit, and this necessitates con- 
sideration not only of that portion of the transportation in the United 
States, but also the portion in Canada. The latter is beyond our 
jurisdiction, and the fact that the transportation in Canada and in 
the United States is indivisible under the joint rate renders it im- 
possible for us lawfully to pass upon the reasonableness of that rate, 
regardless of the character of the evidence. The complaint should 
be dismissed. 


Commissioner Meyer, concurring, said: 


In this as in a number of similar cases, I favor a report assum- 
ing jurisdiction, in the hope that thereby a proper judicial review 
may be facilitated. 


RATES ON FIRE BRICK 


In a mimeographed report in No. 18328, Federal Clay Prod- 
ucts Company vs. Atlantic Coast Line et al., the Commission, 
by division 4, has found that rates charged on fire brick from 
Mineral City, O., to Miami and Tampa, Fla., were not unreason- 
able or otherwise unlawful, except as to one shipment that was 
overcharged. Refund of overcharge was directed and the com- 
plaint was dismissed. 

Three carloads moved between February 27 and July 30, 
1925, on which rates of 43.5 and 44.5 cents were collected to 
Miami and of 39.5 cents to Tampa. Complainant contended for 
application of the Sligo case principle. The Commission said 
that, since none of the factors under consideration were made 
subject to the combination rule, the principle announced in the 
Sligo case, 62 I. C. C. 643, and 73 I. C. C. 551, was not applicable. 

The Commission found that the rates applicable on com- 
plainant’s shipments were the combinations of proportional com- 
modity rates of 43.5 cents to Miami and 39.5 cents to Tampa, 
and that there was an outstanding overcharge on one of the 
shipments to Miami. 


COAL REDUCTIONS JUSTIFIED 


The Commission, by division 3, in a report written by Com- 
missioner Hall, in I. and S. No. 2750, Coal From Virginia, West 
Virginia and Kentucky Mines to Cincinnati, O., mimeographed, 
has found justified proposed reduced rates on soft coal, from 
mines on the Chesapeake & Ohio and the Norfolk & Western, in 
Virginia, West Virginia and Kentucky, to Cincinnati. It has dis- 
continued the proceeding. 

The reductions proposed and permitted to be made are ten 
cents to Cincinnati and all destinations in that district on the 
north bank of the Ohio river from the Kenova, Thacker, Tug 
River, Pocahontas, Clinch Valley No. 1 and Clinch Valley No. 2 
districts on the Norfolk & Western and the Kentucky, Big 
Sandy, Kanawha and New River districts on the Chesapeake & 
Ohio. 

To destinations in the Cincinnati district on the south bank 
of the Ohio the rates are reduced one cent from the Chesapeake 
& Ohio mines and ten cents from the Norfolk & Western mines. 
Rates from the former are nine cents lower to destinations on 
the south bank than to destinations on the north bank, including 
Cincinnati, but from mines on the Norfolk & Western, which 
reaches the district by rails on the north side of the river, the 
rates are the same to both banks of the river. 

The proposed rates apply to all destinations in the Cin- 
cinnati district and will result in both respondents, Chesapeake 
& Ohio and Norfolk & Western, placing the south bank on a 
parity with the north bank. 

Suspension was brought about by the protest of the Louis- 
ville & Nashville, which, for years, has maintained rates from 
the Hazard, Jellico-Middlesboro, Harlan and McRoberts districts 
to the Cincinnati district ten cents under the districts on the 
rails of the proposing carriers, the Baltimore & Ohio and the 
Hazard Coal Operators’ Exchange. From the Virginia district 
the Louisville & Nashville has been only five cents under the 
highest rated districts on the respondent lines’ rails. 

As the Louisville & Nashville makes its rates ten cents 
lower to the south bank points than to the north bank, its rates 
to the former are from 11 to 20 cents lower than the rates from 
comparable districts on the C. & O. and the N. & W. This 
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difference, Mr. Hall said, would be reduced to ten cents by the 
suspended schedules. Mr. Hall said that an intrastate rate of 
$1.65 was applied from the Hazard district to destinations on 
the south bank and that shippers in that district thus would 
have a still greater advantage over those in the producing fields 
on the C. & O. and N. & W. 

At the hearing, the report said, all parties asked that the 
question of the proper relationship of rates to destinations on 
the two banks within the Cincinnati district be left for future 
settlement. 

A rate of $1.79, maintained by the Louisville & Nashville 
from the Hazard and Jellico-Middlesboro districts, the respond- 
ents contended, was proper from the Kenova and Thacker dis- 
tricts on the N. & W. and the Kentucky, Big Sandy and Ka- 
nawha districts on the C. & O., distances considered. Differences 
in distance between them, they contended, did not justify dif- 
ference in rates for which the Louisville & Nashville contended, 

The latter, according to the report, admitted that, based on 
distance, the Kenova and Kentucky districts were entitled to a 
rate of $1.79. It urged, however, that it was improper to use 
the short distances from those districts to obtain a shorter 
average distance from the other districts. It considered a dif- 
ference of ten cents proper for the differences in distance of 24 
miles between its Hazard district and the Thacker district of 
the Norfolk & Western and 27 miles between the Hazard district 
and the Kanawha district on the C. & O. These, said Mr. Hall, 
were the basic districts on the three roads. The Louisville & 
Nashville expressed fear that the reductions would spread over 
a considerable territory. In disposing of the case, the Commis- 
sion said: 


The Louisville & Nashville contends that the maintenance since 
1906, almost without interruption, of the 10-cent differential from the 
Jellico-Middlesboro district, and with the acquiescence, at least at the 
outset, of respondents, raises a presumption of the reasonableness of 
that competitive relationship, and that the maintenance for 14 
years of the same differential from the Hazard district raises 4al- 
most as strong a presumption in its favor. Respondents point out, 
however, that when the 10-cent differential was established coal 
from mines on the Louisville & Nashville was a comparatively un- 
important factor in the Cincinnati market. Producers in the Hazard 
district have a restricted market. No competitive rates to southern 
territory, Virginia, or the east, are available to them, whereas other 
mines on the Louisyille & Nashville, except those in the McRoberts 
district, can ship to the south. Mines on the respondent lines have 
rates and markets in every direction. It is suggested by protestants 
that the vigorous and intensive sales efforts required of the Hazard 
operators by these conditions are more responsible for their increased 
business at Cincinnati than their 10-cent advantage in rates. 

The Louisville & Nashville further explains that the Hazard 
and Jellico-Middlesboro districts do not have differentially lower 
rates to territory beyond Cincinnati because its line extends only 
to that point and rates to territory beyond are largely controlled 
by connecting lines in central territory which refuse to join in lower 
rates from these two districts than from the Kanawha district. 

Another ground for the Louisville & Nashville’s protest of the 
proposed reduced rates is probable loss in revenue. It estimates 
that, based on the 1925 tonnage, respondents would have to in- 
erease their tonnage by 191,000 tons in order to compensate them- 
selves for the revenue lost by reduction in rates. This shift of ton- 
nage would necessarily result, according to this protestant, in loss of 
over 50 per cent of its coal traffic to the north bank and would 
diminish its revenues by at least $341,890. It apprehends that its 
other coal-producing districts would demand similar reductions in 
their rates. Protestant Baltimore & Ohio also opposes the proposed 
reduced rates upon the ground that it would feel obliged to reduce 
by the same amount rates to Cincinnati from its Fairmont district. 
It states that these reductions would disturb the adjustment to 
intermediate destinations in central territory and extend to other 
related destinations. Attention is called to the demands of interests 
at Louisville and Lexington for reductions corresponding to any ac- 
corded Cincinnati 

The rate adjustment which would be changed by the suspended 
schedules is limited, and it is not altogether clear that protestants’ 
apprehension that the lower rates would spread over a considerable 
territory is well-founded. To illustrate, in 1925 the Baltimore & Ohio 
hauled only 4,819 tons of coal to Cincinnati. There is room for doubt, 
therefore, whether the Baltimore & Ohio would consider it sound 
traffic policy to attempt to retain this tonnage at the expense of 
reductions to the intermediate and related destination terriory. 
The relaionship which the Louisville & Nashville desires to pre- 
serve at Cincinnati is not in affect north of the Ohio River. It must 
be borne in mind, moreover, that the present scheme of rates has 
apparently never had the unqualified approval of respondents, but, 
according to them, has been tolerated because of the relatively un- 
important tonnage which moved originally from the mines on the 
Louisville & Nashville to Cincinnati. Neither has it had our ap- 
proval. The alleged menace of the suspended schedules, therefore, 
cannot be urged successfully as a sound reason for disapproving them. 
And the narrow scope of the adjustment obviates any necessity for 
the straining exercise of our powers under section l5da. 

We know of no other violation of the act which would result 
from the going into effect of the suspended schedules, and we are 
advised of none by the parties. Each of the carriers, respondent and 
protestant, moves coal over its own rails from mines thereon to 
Cincinnati. Neither respondent participates in that haul from mines 
orn the lines of a protestant. Respondents in reducing their own 
rates would work no undue prejudice, within the meaning of sec- 
tion 3, to mines on the Louisville & Nashville or Baltimore & Ohio, 
or to those carriers, and it is not even intimated by protestants 
that the proposed rates would be less than minimum‘reasonable rates. 

We find that the suspende’ schedules have been justified. An 
order discontinuing this proceeding will be entered. 


L. A. & S. L. EXTENSION 
In finance docket No. 5543, the Commission, by division 4, 
has authorized the Los Angeles & Salt Lake to operate an ex- 
tension of its line in Utah county, Utah, from its yard tracks 
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at Provo to the plant of the Columbia Steel Corporation, a 
distance of 1.87 miles. Objection to the granting of the appli- 
cation was made by the receivers of the Salt Lake & Utah, re- 
ferred to as the Orem line. Question was raised as to whether 
the application came within the jurisdiction of the Commission. 
The Commission held that the track in question was in fact an 
extension of the applicant’s line as contemplated by paragraph 
18 of section 1 of the act. It also found that public convenience 
and necessity required the operation by the applicant of the ex- 
tension in question. 


NOT SUBJECT TO ACT 


The Commission, by division 4, in finance docket No. 6160, 
dismissed the application of the Lewiston & Youngstown Fron- 
tier Railway Company for authority to abandon a part of its 
line in Niagara county, New York, on a finding that the line was 
a street and interurban electric railway not operated as a part 
cr parts of a general steam railroad system of transportation 
and that therefore paragraphs 18 to 21, inclusive, of section 1 
of the interstate commerce act, did not appy to the abandonment 
proposed. Memorandum announcement of the dismissal was 
made last week. 


C. & O. CONTROL OF LINES 


With Commissioner Eastman dissenting, the Commission, by 
division 4, in finance docket No. 5762, control of Sewell Valley 
Railroad Company, Loop & Lookout Railroad Company, and 
Greenbrier & Eastern Railroad Company, and also finance docket 
No. 5665, purchase of capital stock of Greenbrier & Eastern, 
has authorized acquisition by the Chesapeake & Ohio of con- 
trol of the Sewell Valley and the Loop & Lookout, by purchase 
of capital stock and by lease. Action was deferred on that 
part of the application relating to acquisition of the Greenbrier 
& Eastern, and as to purchase of the capital stock of that 
company. 

“Here the Chesapeake & Ohio proposes to own all the stock 
of these two small railroads, to lease their vroperty, and to 
assume their indebtedness,’ said Commissioner Eastman. “if 
this is a mere acquisition of control under paragraph 2 of sec- 
tion 5, then the distinction between a consolidation and an 
acquisition of control is not a difference.” 

The Commission deferred action as to the Greenbrier & 
Eastern because it instituted some time ago an investigation 
concerning the purchase by the Union Trust Company of Cleve- 
land of all the stock of the Greenbrier & Eastern for the C. & 
0. That investigation has not been concluded. 


The Sewell line extends from a connection with the main 
line of the C. & O. at Meadow Creek to G. & E. Junction, W. Va.., 
a distance of about 21 miles. A branch line extends from G. & 
E. Junction to Glencoe, a distance of about 11 miles. The Loop 
extends from a connection with the Sewell at or near G. & FE. 
Junction to Nallen, W. Va., a distance of about 19 miles. The 
Commission said it appeared from the record that the price 
which the C. & O. proposed to pay for the stock of the Sewell 
and Loop, $1,000,000 plus assumption of obligation and liability 
on $300,000 of Sewell bonds, was not unreasonable or excessive 
upon the basis of the fair value of the physical properties of 
those carriers and their prospective earning power 


Examiner Thomas F. Sullivan, in a supplemental proposed 
report in finance docket Nos. 5762 and 5665, involving applica- 
tion of the Chesapeake & Ohio for authority to acquire control 
of the Greenbrier & Eastern by purchase of capital stock and 
by lease, has recommended that the Commission find that such 
acquisition be approved and authorized, but that the C. & O. 
be restricted to paying not more than $125 a share for the 
Greenbrier stock. 

The examiner said that the Greenbrier, which extends from 
a connection with the Sewell Valley at G. & E. Junction to a 
point beyond Marfrance, W. Va., a distance of about 11 miles, 
had an outstanding capital stock of $1,000,000, consisting of 
10,000 shares of the par value of $100 each. It has no funded 
debt. The examiner said that, in pursuance of the terms of a 
contract dated October 30, 1925, between the Union Trust Com- 
Dany of Cleveland, O., on the one hand, and Andrew B. Crichton, 
the Johnstown Coal & Coke Company, the Meadow Creek Coal 
Company, and the Manor Coal Company on the other, the Union 
Trust Company bought 8,047 shares of Greenbrier stock at a 
price of $140.91 a share, payment therefor having been made 
out of funds furnished by the C. & O. Later the trust company 
acquired the remaining 1,953 shares through Crichton from the 
Beachley Coal Company and the Meadow Creek Coal Company 
at the same price a share with funds likewise furnished by the 
C.& O. The C. & O. asked authority to acquire the 10,000 shares 
of Greenbrier stock from the Union Trust Company. 

The examiner said that the balance sheet of the Greenbrier, 
as of May 1, 1925, the date of settlement under the contract for 
the purchase of the stock, showed investment in road and equip- 
Ment as $995,842, with accrued depreciation of $21,044, or a net 
investment of $974,798. 

A report on the properties of the Greenbrier, the examiner 
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said, dated May 16, 1925, made by engineers of the C. & O., and 
submitted with the application, showed estimated cost of repro- 
duction of roadway and structures as $1,023,000... Value of Green- 
brier equipment as of that date was shown as $63,046, a total 
of $1,086,046. The examiner said these figures were not con- 
vincing. After discussing this feature of the case in some detail 
the examiner said the “good faith of the C. & O. in submitting 
its estimates of cost of reproduction of the Greenbrier may well 
be questioned.” On July 14, 1926, he continued, G. B. Wall, 
vice-president, sent the following memorandum to George H. 
Gardner, assistant attorney general: “Replying to your favor 
of June 11 regarding estimate of cost of the Greenbrier & East- 
ern Railroad: Mr. Johns advises me that he has submitted to 
you an estimate slightly in excess of $1,000,000—cost to rebuild 
this line. I do not see that we can add any more to it.” On 
July 22, 1926, C. W. Johns, chief engineer, the examiner con- 
tinued, wrote Wall relative to the estimated cost of reproduction 
of the Greenbrier, and concluded his letter as follows: “Our 
estimated cost of reproduction is $1,023,000. We have rechecked 
our quantities and unit prices as used in the estimate of May, 
1925, and believe that they are as high as in our judgment can 
be consistently used and successfully sustained.” 

The examiner referred to finance docket No. 2748, in which 
the issuance of the $1,000,000 of capital stock of the Greenbrier 
was authorized by the Commission. An engineering report was 
submitted in that case and incorporated in the instant pro- 
ceeding, he said, showing cost of construction of the Greenbrier 
as $829,243.78, and general expenditures as $15,913.74, a total 
of $845,157.52. He said it was admitted by the C. & O. engineer 
that construction costs were at their peak in the period—1920 
and 1921—when the Greenbrier was built, and that yet he esti- 
mated cost of reproduction in 1925, when such costs admittedly 
were lower, as $1,023,000. 

“The C. & O. had access to the engineering report in finance 
docket No. 2748,” the examiner said, “and did in fact use the 
quantities set forth therein. In the light of the facts of record 
it would appear that the cost of reproduction in 1925 should 
have been substantially less than the actual cost of construc- 
tion in 1920 and 1921. There are no valuation figures for the 
Greenbrier, as determined by the Commission, available.” 

The examiner went into great detail as to the evidence with 
respect to acquisition of the Greenbrier stock by the Union 
Trust Company on behalf of the C. & O., in which the names, 
among others, of O. P. Van Sweringen, W. J. Harahan and 
J. J. Bernet, appeared. The examiner criticized the C. & O. 
officials. At one point in his report he said that the “attitude 
of the C. & O. officials in refusing to the parties claiming title 
to a portion of the stock access to the contracts entered into 
for the purchase of that stock is open to criticism.” 

In February, 1925, the examiner said, Mr. Harahan refused 
to consider the purchase of the Greenbrier stock at $125 a share 
and stated that the Greenbrier should be given to the C. & O. 
“as had been done by other coal operators”. Less than three 
months later, he said, Harahan was willing to pay $125 a share 
for the stock and to donate to the vendor the net current assets 
of the Greenbrier, amounting to some $130,000, or approximately 
$13 per share. 

“The record shows,” the examiner said, “that the seal, stock 
books, stock register, minute books, certificates of incorporation 
and amendments thereto, deeds, and other corporate papers of 
the Greenbrier are in the possession of the C. & O., and it does 
not appear that it ever was the intention of the C. & O. that 
the trust company should control or operate the Greenbrier. 
Possibly an investigation by the proper bureau of the Commis- 
sion to determine whether the C. & O. is in fact controlling 
and/or operating the Greenbrier may be in order. The price 
to be paid for the Greenbrier stock by the C. & O., namely, 
$140.91 per share, appears excessive in the light of the facts of 
record.” 


COMMISSION ORDERS 


The Missouri Rolling Mill Corporation has been permitted to 
intervene in No. 18922, East Side Manufacturers’ Assn. vs. A. & 
R. et al. 

The Western Union Telegraph Co. has been permitted to 
intervene in Valuation No. 962, The St. Joseph & Grand Island, 
and Valuation No. 965, Battle Creek and Sturgis. 

The Chamber of Commerce, of Shreveport, La., has been 
permitted to intervene in No. 18581, Barnsdall Refineries, Inc., 
et al. vs. Santa Fe et al. 

The Sun Oil Co. has been permitted to intervene in No. 
18894, Commercial Traffic Managers of Philadelphia et al. vs. 
Baltimore & Ohio et al. 

The effective date of the order entered in No. 16745, The 
Fox Paper Co. et al. vs. Santa Fe et al., on February 12, 1927, 
has been extended to May 5, 1927. 

The order entered in No. 16970 (and Sub. 1), Petroleum Oils 
Corp. et al. vs. Santa Fe et al., on January 12, 1927, which was 
by its terms made effective March 10, 1927, and subsequently 
modified so as to become effective on April 20, 1927, has been 
further modified so that it will become effective on May 20, 1927. 
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The Western Union Telegraph Co. has been permitted to 
intervene in valuation No. 967, Coal Belt Electric. 

The Commission has reopened No. 15029, Des Moines Board 
of Trade et al. vs. Des Moines & Central Iowa et al., for further 
hearing with respect to rates on grain products. 

The Commission has denied the complainant’s petition in 
No. 17929, White Eagle Oil and Refining Co. vs. Santa Fe et al.; 
for modification of the report; and has reopened for further ¢on- 
sideration the proceeding upon the record as made. 

The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 968, East Carolina Railway. 

The motion of the New York Central Securities Corp. for 
an order requiring the proposed lessors in finance No. 5690, 
application of New York Central for authority to acquire con- 
trol, under lease, of the railroad systems of the Big Four, Michi- 
gan Central, and Chicago, Kalamazoo & Saginaw, to join in the 
application of the New York Central, has been denied. 

The Board of Trade of the City of Chicago has been per- 
mitted to intervene in No. 19330, the Indianapolis Board of Trade 
vs. Akron, Canton & Youngstown et al. 

The Western Union Telegraph Co. has been permitted to 
intervene in valuation No. 969, Galveston, Houston & Hender- 
son Ry. 


—— 


SUSPENDED TARIFFS 


In I. and S. No. 2878, the Commission has suspended from 
March 30 until October 30 the operation of certain schedules 
as published in supplement No. 32 to Agent W. P. Emerson’s 
tariff I. C. C. No. 104. The suspended schedules propose to 
increase the rates on sugar, carloads, from Louisiana points to 
Goodwell, Guymon, Hooker, Optima, Texhoma and Tyrone, Okla. 
The following is illustrative: 


Rates in cents per 100 pounds from New Orleans, La. 


To Present Proposed 
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In I. and S. No. 2879, the Commission has suspended from 
March 30 until October 30 the operation of certain schedules 
as published in the following tariffs: 


E. B. Boyd, Agent: Supplement No. 13 to I. C. C. No. A1666; 
Supplement No. 3 to I. C. C. No. A1735. 

The Denver and Rio Grande Western R. R. Co.: Supplement No. 9 
to I. C. C. No. 204; Supplement No. 5 to I. C. C. No. 209. 

Union Pacific Railroad Company: Supplement No. 19 to I. C. C. 
No. 3444; Supplement No. 20 to I. C. C. No. 3444. 


The suspended schedules propose to icnrease rates on pota- 
toes and other vegetables taking same rates, carloads, from 
points in Nebraska, Colorado, Utah, New Mexico, Wyoming, 
Idaho, Montana and Oregon to points in Arkansas, also to 
Memphis, Tenn., and other points in Tennessee and Kentucky. 
The following is illustrative: 


Potatoes, carloads, rates in cents per 100 pounds. 
(To Memphis, Tenn., or Little Rock, Ark.) 


From Present Proposed 
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In I. and S. No. 2880, the Commission has suspended from 
March 31 until October 31, the operation of certain schedules 
as published in the following tariffs: J. E. Johanson, Agent: 
Supplements Nos. 153 and 154 to I. C. C. No. 1590; Supplement 
No. 11 to I. C. C. No. 1836. The suspended schedules propose 
to restrict the rates on cement, in carloads, from Ada, Okla., and 
other origins to points in Arkansas, Louisiana and Mississippi, 
so as to not apply over certain routes through Texas, and to 
revise rates on cement, in carloads, between Oklahoma and Texas 
points, also between points in Texas, resulting in both increases 
and reductions. The following is illustrative: 

Cement, in carloads, rates in cents per 100 pounds. 
(From Ada, Okla.) 
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NEWSPRINT PAPER RATE 


The Commission voted, on March 30, not to suspend a re- 
duced rate on newsprint paper from group D (transcontinental), 
Wisconsin and related paper mill points, to Phoenix, Ariz., of 
85 cents. It became effective on April 1, as item No. 7840-A, 
Toll’s supplement No. 15, westbound transcontinental 1-A, I. 
C. C. No. 1177. The old rate was $1. 

Protests, with request for suspension, were made by the 
Hawley Paper & Pulp Company, Crown Willamette Paper Com- 
pany and Zellerback Company, newsprint manufacturers on the 
Pacific coast, whose rate on newsprint to Phoenix is 79 cents. 
Objection to suspension was made by the G. H. Mead Company, 
Dayton, O., Wisconsin Paper & Pulp Manufacturers’ Traffic Asso- 
ciation, the Arizona Republican, a newspaper published at Phoe- 
nix, the traffic bureau of the Phoenix Chamber of Commerce, the 
Arizona Corporation Commission and the Phoenix Merchants’ & 
Manufacturers’ Association. 
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The last mentioned group of interests contended that the 
Pacific coast manufacturers, on account of the difference in 
rates, had an undue advantage in the Phoenix market. 


D. & H. CONTROL OF B. R. & P. 

The Commission has received a letter from H. T. Newcomb, 
general counsel of the Delaware & Hudson, urging the Commis- 
sion to act on the application of the D. & H. for authority to 
acquire control of the Buffalo, Rochester & Pittsburgh. The 
opinion was expressed in the letter that if the Commission did 
not act, notwithstanding the refusal of the B. R. & P. to extend 
the option on the proposed 999-year lease of its property by 
the D. & H., it would not be surprising to find that the stock 
of the B. R. & P. had passed into ownership adverse to the 
D. & H. But if ownership did not so pass, the letter said, failure 
of action would likely inaugurate competition for the property 
that would be costly and detrimental to the public interest. 

Counsel suggested that the Commission give conditional 
approval of the plans of the D. & H. Reference was made to 


submission informally to the Commission by the D. & H. of pro-, 


posals for a fifth system in the east. 

“The failure of the pending application,” counsel said, 
“would be a severe blow to any plan for the development of a 
fifth system in eastern territory. It is believed that it would 
be a public calamity to have the lines entering New York harbor 
and equipped with terminal facilities sufficient to serve the 
public reduced to four; yet in order to have five some plan like 
that of the applicant must be put through. The fifth system 
must be built up out of relatively short lines. It would be almost 
impossible for the New York Central or the Pennsylvania to 
desire to acquire a disconnected property, as at one point or 
another they connect with substantially all railroads in their 
territories. The building up of smaller lines into a workable 
system must proceed on a different plan.” 

Inaction by the Commission, counsel said, might make it 
impossible for the Commission ever to consider the combination 
of the D. & H. and the B. R. & P., or even disposition of the 
B. R. & P. in any direction, if adverse ownership of its stock 
became a fact. 


PEORIA SWITCHING CASE 


The Commission has modified its order in No. 14534, rates, 
regulations and practices of Peoria & Pekin Union Railway Com- 
pany at Peoria, Ill., and near-by points. The modification order 
follows: 

It appearing, That all of the respondents in the above-entitled 
proceeding have signed and filed a stipulation providing for the sub- 
stitution of a switching charge and absorption plan for the require- 
ments of our order herein on July 12, 1926, as subsequently modified, 
in accordance with our supplemental report of October 11, 1926, 118 
Ll. ©.. &., S372 

It is ordered, That said order of July 12, 1926, as subsequently 
modified, be, and the same is hereby, further modified by postponing 
the effective date thereof to May 14, 1927, upon fifteen days’ instead 
of five days’ notice by filing and posting in the manner prescribed 
in section 6 of the interstate commerce act. 

It is further ordered, That said order of July 12, 1926, as subse- 
quently modified, be, and the same is hereby, further modified by 
adding the following paragraph immediately following the paragraph 
thereof numbered 4, and immediately preceding the last paragraph 
of said order: ; 

4a. It is further ordered, That it will be deemed a sufficient com- 
pliance with the requirements of this order if the Union establishes 
and maintains a switching charge of $3 per loaded car, or such other 
amount as may be mutually agreed upon by all of the respondents, 
for interchange switching by the Union between the lines of other 
respondents in the Peoria switching district, and if such charge is 
and shall be absorbed by the other respondents through appropriate 
tariffs provision, substantially in the manner they are respectively 
required to bear the Union’s division under paragraphs 3 and 4 of 
this order, as amended, and in accordance with their stipulation dated 
November 10, 1926, provided, satisfactory provision is made and main- 
tained in respondents’ tariffs to prevent any increase in charges that 
might fall upon shippers by reason of such switching charge on any 
kind of traffic moving to, from or via Peoria or east of Peoria. 

And it is further ordered, That such order of July 12, 1926, as 
heretofore and herein modified, shall continue in force until the 
future order of the Commission. 


JOINT CLAIM CONFERENCE 


The fourth annual conference between Chicago shippers and 
railroad freight claim representatives will be held at the Hotel 
Sherman April 13. The problems to be considered will include, 
for the first time, the subject of overcharges. Loss and damage 
claims are the two other general subjects to be considered. 
T. C. Powell, president of the C. & E. I., will address the confer- 
ence at its opening. The subjects to be discussed are as follows: 
Honesty in claim prevention and adjustments; preparation, 
presentation, and follow-up of claims; the cause and prevention 
of overcharge claims; measure of damages—point of origin or 
destination value; claim relations with various carriers (rail, 
water, highway, express, parcel post); concealed loss and damage 
claims. Each subject will be dealt with by one who has given 
the particular problem special study, and his presentation of the 
subject will be followed by comments from a freight claim agent. 
General discussion will follow the opening talks, and the oppor- 
tunity will be presented for bringing up any problems under the 
general subjects under consideration not specifically included in 
the program, 
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SILK DIVISION UNJUST 


Examiner Edgar Snider, in No. 18672, Hoboken Manufac- 
turers’ Railroad Company vs. Atchison, Topeka & Santa Fe et 
al., said the Commission should find unjust and unreasonable 
the division out of joint rates accorded the complainant on silk 
from points on the Pacific coast and prescribe a just and rea- 
sonable one. He said the Commission should find that on and 
since August 6, 1926, the division received by the complainant 
from points on the Pacific to destinations on its line was, is, 
and for the future will be unjust and unreasonable in that it 
was, is, and for the future will be less than 6.5 cents per 100 
pounds plus the actual cost of insurance not to exceed 1.25 
cents for each $100 of value. 

In reciting the facts about the traffic in question, Snider 
said the silk under discussion moved in bales averaging approx- 
imately 183 pounds, in baggage cars in special solid trainloads 
on approximately passenger train time. It pays an any quantity 
rate of $9 per 100 pounds. The line-haul carriers, he said, in- 
sured themselves against loss and in addition hired armed 
guards to protect the lading. 

The carriers east of Chicago receive $2.475, which, Snider 
said, was about 175 per cent of their first class rate from Chi- 
cago to New York. The Hoboken’s division, he said, was 5.25 
cents or the same as it received, ordinarily, on less than-carload 
freight. He said it alleged the division was unjust and unrea- 
sonable and sought a higher division. 

When the silk train arrived at the Erie connection with the 
Hoboken, the examiner said, the Hoboken cleared its tracks and 
switched it to the warehouse of the United States Testing Com- 
pany for unloading. Special armed guards, he said, were em- 
ployed to protect the silk while on the Hoboken. The testing 
company does the unloading for the Hoboken and stores the 
silk in the warehouse for the 48 hours of free time. Deliveries 
are made by the testing company to the consignees on orders 
of the Hoboken. The Hoboken, in support of its prayer for a 
larger division, said it had to pay the guards $5 a day or ata 
cost of about 1.25 cents per 100 pounds. It said it had to hire 
the testing company to unload the silk because its own em- 
ployes were not sufficiently skilled to unload or handle the 
lading. In addition to that it said it had to re-insure the silk at 
a cost of 1.25 cents per $100 of value. It estimated its total cost 
of handling at 22.23 cents per 100 pounds. It contended that its 
division should be not less than 25 cents per 100 pounds with 
a minimum of $25 per car. 

The defendants claimed that the Hoboken’s figures to cover 
the cost of switching, about two city blocks, were based upon 
the use of the total length of its line and were of no probative 
value. They also showed that the transcontinental insurance 
covered the silk for 48 hours after arrival, if the silk were left 
in the cars. They contended there would be no necessity for 
terminal insurance if the silk were properly permitted to remain 
in the cars for that period. They argued that the Hoboken 
should unload and store the silk in its own warehouse and that 
if that were not practicable, then to deliver the silk to the test- 
ing company as the agent of the consignees, thus relieving it- 
self of all liability. 

Carriers west of Chicago urged that if any increase should 
be granted in the division, it should be granted to the lines west 
of the Chicago, Peoria, St. Louis and other gateways, explaining 
that the eastern lines did not participate in terminal costs on 
the Pacific coast. Snider said their request should be granted. 

In conclusion, other than as to the proper division, he said 
the inadequacy of the complainant’s warehouse and the inability 
of its employes to handle silk should not be charged against 
the revenues of the line-haul carriers. 


MITCHELL, 8. D. SWITCHING 


Examiner W. M. Cheseldine, in a report on No. 18561, 
Mitchell Chamber of Commerce vs. Chicago, Milwaukee & St. 
Paul et al., said the Commission should find unreasonable, to the 
extent they exceeded, exceed or may exceed $3.60 per car, inter- 
change switching charges maintained by the defendants at 
Mitchell, S. D. He said the Commission should prescribe the 
$3.60 charge for the future. A joint hearing was held on the 
Subject by the federal and South Dakota commissions. The 
complaint alleged the charge was in violation of the first three 
sections of the interstate commerce act. 

The Milwaukee and the Chicago, St. Paul, Minneapolis & 
Omaha, the latter called the Omaha, were the defendants, they 
being the only carriers serving Mitchell, 

Prior to December 12, 1925, there was no physical connection 
between the two roads, their yards being about a mile from each 
other, On that day, in compliance with an order of the South 
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Dakota commissioners, an interchange track, likened to an exten- 
sion of the Omaha line, was put into operation. 

When that was done the Mitchell shippers asked for recipro- 
cal switching such as prevailed at Sioux Falls, a point also served 
by the two defendants. The Omaha, according to the examiner, 
was agreeable to putting in a flat charge of $5 per car, but the 
Milwaukee, on account of its peculiar operating conditions and 
more extensive hauls, insisted on a charge of 1.5 cents per 100 
pounds, subject to a minimum of $5 per car. That charge was 
published and was attacked in this complaint. The shippers at 
first acquiesced in the charge, the examiner said, because of the 
advantages interchange gave them. They urged, in this case, 
however, that there were also advantages for the carrier and 
that, in case a shipper had to stand the interchange charge he 
would be at a disadvantage with a.competitor at Sioux Falls, 
Sioux City or some other point. 

The examiner said the complainant’s case was largely a rela- 
tive one, being based mainly on the fact that lower switching 
charges were assessed by defendants and other lines at other 
points in the same general territory with many of which it was 
in competition. The complainant urged $3.60 as a maximum 
reasonable charge. 

Cheseldine said the situation complained of was somewhat 
unusual because all the switching charges were absorbed, except 
on such shipments as might originate at or be destined to non- 
competitive stations on the Omaha, and subject to certain mini- 
mum revenues on short hauls. At the hearing he said the 
complainant could cite no instance in which the shipper had paid 
the switching charge but in a statement filed after the hearing, 
it was shown that charges had been paid on two cars. 

In disposing of the case Cheseldine considered and discussed 
switching charges. He said: 


It may be that the addition of the switching charge on this non- 
competitive traffic retards its movement. In a proceeding to determine 
the propriety of switching charges it is immaterial whether such 
charges are absorbed by the carrier or paid for by the shippers. We 
must consider them as though they were to be charged for by the 
carrier and paid for by the shipper. True, the carrier is entitled to 
make a charge for its service if it sees fit, but it is entitled only to a 
reasonable compensation for the service performed. Its charge may 
not be so high as to restrict or deter a particular movement. A 
ag eg: Absorptions, 47 I. C 583; Detroit Switching Charges, 

I. Cc. C. 94; Interchange Switching at Wichita, 61 I. C. C. 205. 
Mitchell is entitled to the same consideration accorded towns in the 
surrounding territory, and particularly those with which it is in 
competition. * * 

The charges on reciprocal switching, as the term would imply, 
are generally established without regard to the cost of the particular 
service, on the theory that the services are of mutual advantage to 
all of the carriers concerned, and will be performed by all at corre- 
spondingly low charges. They are generally less than the actual cost 
of performing the service. 

The record indicates that the predominant charge at competitive 
and other points in the surrounding territory is $3.60 or less. The 
Commission has indicated that a flat switching charge is generally 
the most desirable, in that it relieves the carrier of much work and 
places all shippers on the same level. Switching at St. Louis and 
East St. Louis, 120 I. C. C. 216. In the circumstances $3.60 would 
appear to be an ample charge for the service under consideration. 

It is recommended that the Commission find that the charges 
assailed are unreasonable and unduly prejudicial to the extent that 
they exceed $3.60 per car. 


RATES ON VEGETABLES 


Attorney-Examiner John McChord, in a proposed report in 
No. 16218, Mississippi Farm Bureau Truck Association vs. Ala- 
bama & Vicksburg et al., embracing also No. 17423, Lotterhos 
and Huber et al. vs. Same, has recommended that the Commis- 
sion find (1) that the refrigeration charges on tomatoes and 
cabbages, in carloads and on mixed carloads of vegetables when 
containing 25 per cent or more in weight of tomatoes and cab- 
bages, are and were unreasonable to the extent that they ex- 
ceeded the contemporaneous charges on other vegetables from 
and to the same points, and that the transportation rates on 
vegetables from points in Mississippi are not shown to be 
unreasonable; (2) in complaint No. 16218, that reparation should 
be denied as sought, and that in No. 17423, that reparation 
should be awarded in amounts of the difference between the 
refrigeration charges collected and those found reasonable. 


It was alleged in No. 16218 that the refrigeration charges 
paid by complainant’s members on shipments of cabbage, toma- 
toes and berries, carloads, from points in Mississippi to interstate 
points, within two years prior to the filing of the complaint, 
August 15, 1924, were unreasonable to the extent that they 
exceeded the refrigeration charges paid on other vegetables 
from and to the same destinations. It was also alleged that the 
freight charges were unreasonable and through rates were 
sought where none were published. In No. 17423, it was alleged 
that the refrigeration charges were unreasonable to the extent 
that they exceeded the charges provided in defendant’s tariffs 
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for transporting other vegetables. The refrigeration charges 
paid on cabbage and tomatoes, in carloads, and in mixed car- 
loads of vegetables and tomatoes or cabbage, where the tomatoes 
and cabbage exceeded 25 per cent in weight of the carload, were 
uniformly $10 more per car than the charges on straight carloads 
of vegetables. In Mississippi R. R. Commission vs. A. & R., 
98 I. C. C. 55, according to the report, the same rates and charges 
were involved as in the instant case. The Commission there said: 


We are of the opinion and find that the refrigeration charges 
assailed from points in Mississippi to points of destination shown in 
R. C. Dearborn’s perishable protective tariff I. C. C. No. 1 applicable 
on tomatoes and cabbages are and for the future will be unreasonable 
to the extent that they exceed the present refrigeration charges on 
other vegetables from and to the same points, and that the refrigera- 
tion charges on other vegetables, and the transportation rates from 
points in Mississippi are not unreasonable. 

The instant complaints sought reparation on the basis of 
the Mississippi commission case. As the result of the decision 
in that case, the carriers published a tariff reducing the standard 
refrigeration rates on tomatoes and cabbage from points in 
Mississippi of $10 per car, to conform with the refrigeration 
charges applying on vegetables other than tomatoes and cabbage 
from the same territory to interstate destinations. This reduc- 
tion became effective July 15, 1925, since which date the rates 
on tomatoes and cabbage have been the same as the rates on 
other vegetables, according to the report. 

With respect to reparation, the report said that the sole 
complainant in No. 16218 was the Mississippi Farm Bureau Truck 
Association and that it was neither consignor nor consignee, with 
respect to any of the shipments involved, and did not pay the 
charges either directly or indirectly. It said none of the growers 
who owned and furnished the vegetables shipped was made a 
complainant in No. 16218. Following Northeast Mississippi Traf- 
fic Bureau vs. A. & V., 102 I. C. C. 616, wherein a similar situation 
with respect to reparation was dealt with, the attorney-examiner 
said reparation for the various owners of shipments referred to 
in No. 16218 could not be made to complainant. 

In No. 17423, reparation was sought for the complainants 
named as such in the complaint. The attorney-examiner found 
they were entitled to reparation. 


RATE ON BITUMINOUS COAL 


Examiner Frank C. Weems has recommended dismissal of 
the complaint in No. 18130, Washington Coal Producers’ Associ- 
ation vs. Union Pacific et al., on a finding that the rate of $5.25 
per ton on bituminous coal from mines in Utah to Seattle, 
Wash., and other north Pacific coast ports, for transshipment 
beyond by water to certain American possessions or foreign 
countries, is not unreasonably low or otherwise unlawful. 

Complaint alleged that the rate from the Castle Gate group 
of mines in Utah to Albina, East Portland and St. Johns, Ore., 
and Tacoma and Seattle, Wash., when for transshipment by 
water to Alaska, Hawaii, or foreign countries, was unreasonably 
low and resulted in unjust discrimination against and undue 
prejudice to complainant’s members. 

An increase in the rate from the mines in Utah was sought. 
The examiner said complainant’s prayer, in substance, was for 
a minimum rate. He said complainant was chiefly concerned 
with the asserted effect that the rate under attack to Seattle 
would have upon shipments of Washington coal to that gateway 
for transshipment to Alaska. Rates from complainant’s mines 
in Washington were not assailed. The examiner said that an 
exhibit of record showed that rates from numerous coal produc- 
ing points in complainant’s origin territory in Washington to 
Seattle and Tacoma, representative transshipping points, ranged 
from 72 cents to $1.91, or from $3.34 to $4.53 lower than the rate 
assailed. 

“Prevention of competition apparently is what complainant 
seeks,” said the examiner. “The evidence is somewhat con- 
flicting as to whether there is actual competition for the Alaska 
market between the coal produced in Washington and coal pro- 
duced in the Castle Gate district, as alleged in the complaint. 
Complainant’s witness conceded that coal from Utah destined to 
Alaska, moving on the rate assailed, had not to any material 
extent thus. far affected the movement of coal from Washington.” 

The examiner said there was nothing of record that indi- 
cated that the maintenance of the rate assailed impaired other 
rate structures. 


DIVISIONS ON ANTHRACITE 


In a proposed report on No. 18055, Erie Railroad Co. et al. 
vs. Chicago & North Western et al., Examiner Burton Fuller said 
the Commission should find the divisions claimed by both com- 
plainants and by defendants out of joint rates on hard coal, from 
points in Pennsylvania to destinations in Illinois beyond the Chi- 
cago switching district unjust, unreasonable, inequitable and un- 
duly prejudicial. He proposed divisions, which, he said, the Com- 
mission should require the carriers to establish for the future 
and to make an adjustment of their accounts in accordance there- 
with for the period since November 13, 1922, the day on which 
a change in the rates which caused the controversy, took place. 
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This unusual recommendation, a condemnation of the con. 
tentions of both parties, grew out of the fact that the defendants 
put in matter by way of cross-complaint, alleging that what the 
complainants claimed was unjust, unreasonable, inequitable anq 
unduly prejudicial. 

The Erie and its subsidiary, the Chicago & Erie, were the 
complainants. The defendants were the carriers handling the 
coal beyond Chicago. 

Prior to November 13, 1922, the through rates were made 
on full combination over Chicago and the divisions retained by 
the complainants and the defendants were their separately es. 
tablished factors. In Chicago Coal Merchants’ Association ys. 
Director-General, 73 I. C, C. 161, the Commission found the rates 
on this traffic were unduly prejudicial to the destinations and un. 
duly preferential of Chicago. It prescribed arbitraries over Chi- 
cago to remove the undue prejudice. On November 13, 1922, the 
carriers reduced the through rates so as to establish the rela. 
tionship set forth in the report. The divisions claimed by the 
defendants, for their lines, the examiner said, were the arbi. 
traries, plus 30 cents, subject to their local rates as maxima, 
That basis was concurred in by all the eastern lines except the 
complainants. The latter, the examiner said, originated about 
90 per cent of the traffic covered by the controversy. The divisions 
claimed by the two Eries, the examiner said, were their full lo- 
cals to Chicago, leaving to the western lines the arbitraries pre- 
scribed by the Commission. The Erie published a division sheet 
to that effect, but the western lines refused to concur in it. 

Examiner Fuller said, that on traffic moving to connecting 
lines in the Chicago district, 30 cents was the customary division 
accorded the delivering carrier, out of the Chicago rate. 

The examiner said that under the divisions claimed by the 
complainants, the latter would stand no part of the reduction in 
the through rates. Under the divisions claimed by the defend- 
ants, he said the defendants would stand only a small part of 
the reduction. In the circumstances, he said, it would appear 
that a fair solution of the controversy would be for the defend- 
ants to retain, as divisions on this traffic, the arbitraries over 
Chicago, plus 20 cents, subject to their local rates as maxima. 
That, he said, would result, on the average, in substantially the 
same percentage division of the through rates as was in effect 
prior to November 13, 1922. 


RATES ON RUBBING ALCOHOL 


Dismissal of the complaint in No. 18813, William S. Merrell 
Company vs. Chicago, Burlington & Quincy et al., has been rec- 
ommended by Examiner F. A. Clifford on a finding that fifth 
class rates and ratings maintained in Official, Southern and 
Western classification territories on denatured alcohol, in glass 
or earthenware, carloads, were applicable on shipments of rub- 
bing alcohol from Cincinnati to points in the three territories. 
Charges were prepaid at the fifth class rates, but defendants 
sought to apply third class ratings and rates. 

The question at issue was whether or not rubbing alcohol, 
in glass or earthenware, should be rated fifth class and take 
fifth class rates. The carriers issued instructions that, on and 
after January 1, 1926, shipments of all rubbing or massaging 
alcohols would be ratable as drugs or medicine, N. O. I. B. N. 
These instructions were predicated upon a ruling obtained from 
the Director of Prohibition, an excerpt of which was as follows: 


All of the Rubbing Alcohol Compounds mentioned contain medi- 
cating agents in addition to the denaturing ingredients of the particu- 
lar specially denatured alcohol formula used in the manufacture of 
each product and, therefore, must not be labeled or described as 
“specially denatured alcohol.’’ 


Continuing, the examiner said: 


Complainant contends that its product is, in fact, denatured 
alcohol; that it is entitled to the fifth-class ratings applicable on 
denatured alcohol irrespective of the use to which it is put; and that 
the extra ingredients, boric acid and tincture quassia, have not been 
added because of their medicinal qualities, real or imaginary, but 
solely as further denaturants, this being done at the injunction of the 
Commissioner of Internal Revenue to prevent diversion of the alcohol 
to illegitimate uses and to permit its shipment in interstate com- 
merce. Complainant states that it would prefer to omit these drugs, 
as it is not convinced that any material value, medicinal or other- 
wise, has been derived from the addition of the small quantities of 
the substances used. 

Defendants undertake to justify the application of the drug or 
medicine ratings on rubbing alcohol compounds manufactured with 
specially denatured alcohol formula 23-A pursuant to regulations laid 
down therefor in Treasury Decision No. 3764, on the ground that such 
compounds are liquid medicinal preparations in that the ingredients 
required to be added are in the nature of medicating or antiseptic 
agents. They further argue that the finished product can in no wise 
be termed denatured alcohol and can neither be labeled nor handled 
as such. 7 

Complainant in rebuttal denies that it is without authority to 
label its product ‘‘Denatured Alcohol’ and states that a manufacturer 
might, if he chose, label his product “Rubbing Alcohol’ with the 
qualifying statement “Specially denatured alcohol 23-A, 70 per cent 
if that label were considered desirable or advantageous. 

From the evidence of record there is no apparent reason for the 
application of different ratings on rubbing alcohol than apply on 
denatured alcohol. It is not thought that the drugs required by 
government regulation to be added to specially denatured alcohol 
were prescribed with any design of enhancing its curative power but, 
on the contrary, were selected principally as further denaturants to 
safeguard against unlawful use. The record is not convincing that 
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s, boric acid and tincture quassia, used in the preparation 
the oe iiainante’ product have in any way. changed its character as 
denatured alcohol. Since the classification item covering ‘denatured 
alcohol” is unrestricted and does not specify the nature and character 
f the ingredients to be employed in denaturing alcohol the conclusion 
at be drawn that rubbing alcohol is included within that descrip- 
tion and is properly ratable as such. . 

The record does not disclose the existence of any overcharges 
harges, 
7 ype < should find that the fifth-class rates and ratings 
maintained by defendants in official, southern and western classi- 
fication territories on denatured alcohol were applicable on the ship- 
ments here considered. The complaint should be dismissed. 


The report also embraces No. 18814, Same vs. B. & O. et al. 


LUMBER REPARATION FINDINGS 


In a proposed report on No. 8819, West Coast Lumbermen’s 
Association et al. vs. Boston & Albany, Director-General et al., 
on further hearing, Examiner W. A. Hill found the amounts of 
reparation due complainants under former decisions, 78 I. C. C. 
495, and 101 I. C. C. 633, wherein rates on sash and doors, in 
straight carloads or in mixed carloads with other forest products, 
from points in Oregon, Washington, and California to destina- 
tions in Trunk Line and New England territories were found 
unreasonable. The report also covers No. 15044, Pacific Mutual 
Door Co. vs. Ann Arbor et al. 

As a background for his report Hill set forth the findings 
as to the rates made by the Commission in its prior reports. 
Then he said the complainants submitted to the carriers many 
reparation statements purporting to be in compliance with the 
provisions of Rule V of the Commission’s rules of practice. Some 
were approved by the defendants, some were approved in part, 
and others were rejected for various reasons. Complainants were 
unable to furnish paid freight bills for many of the shipments, 
as required by Rule V. The case, he said, was set for further 
hearing for the sole purpose of determining the amounts of 
reparation due. The hearing was held in May, 1926. 

At the hearing the Bloedel-Donovan Lumber Mills intervened 
in the title case and asked for reparation amounting to $428.99. 
The witness in its behalf, the traffic manager of the association 
of which the intervener was a member, had no knowledge of the 
circumstance of the shipments, Hill said, except that derived 
from an inspection of the freight bills sent to him for audit. 
Hill said the bills were not introduced in evidence. He said. they 
did not show either the manner of sale of the shipments or who 
paid and bore the charges. On that record he said, reparation 
should be denied to that intervener. 


Reparation was also claimed on shipments which were trans- 
ported over lines not defendants in the case. The carriers con- 
tended that inclusion of such claims was an attempt to extend 
the scope of the case. The complainants pointed out that the 
liability of carriers parties to joint rates was joint and several. 
Hill said the contention of the carriers was not tenable. 


However, he said the claims should be excluded. He pointed 
out that the Commission’s decision did not specify that the 
unreasonableness found to exist was in either or both of the 
factors east and west of Chicago. So far as the decision dis- 
closed, he said, the unreasonableness might lie in the factor west 
of Chicago. The carriers east of Chicago, among which were 
the non-defendant lines, he said, obviously exercised no control 
over the factor west thereof and therefore could not be held 
jointly liable for the unreasonable rate collected. He said the 
situation in this case was different from that in the Sloss- 
Sheffield case, 60 I. C. C. 595, in which the joint and several 
liability rule was used. He said that the amounts sought by com- 
plainants on the shipments under discussion had been excluded 
from the awards recommended herein, except where the only 
non-defendant carriers were switching carriers, such, for example, 
as the Indiana Harbor Belt, which would not participate in the 
payment of reparation, or where the shipments moved wholly 
in the control period over federally controlled lines. He also 
excluded claims wherein the record did not disclose the complete 
Toute of movement. He said that lack of proof of the complete 
list of defendants actually participating in the transportation of 
. given car precluded the issuance of an order against those 
nown. 

Objection was also made to the inclusion of shipments that 
had received transit, the defendants claiming that shipments of 
that character were not before the Commission. The examiner 
said the carriers on that point contended for a narrow construc- 
tion of the Commission’s decision which the Commission should 
not approve. He included transited shipments in his recom- 
Mended award. In conclusion, he said: 


Defendants did not offer any additional testimony at the further 
hearing, their participation consisting of the cross-examination of 
complainants’ witnesses and of the interposition of objections to the 
receipt in evidence of practically all the testimony and exhibits herein- 
before described. These objections were overruled and exception duly 
noted. The principal ground for these objections was that much of 
the evidence hereinbefore summarized was hearsay. An examination 
of the record indicates that although many of the witnesses did not 
actually make the original entries in the respective complainants’ 
books of account, and in some cases were not in the employ of the 
Complainants when the shipments moved and the entries were made, 

€ information upon which their testimony was based was taken 
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from copies of paid freight bills and bills of lading and from books 
of original entry which were kept in the regular course of business 
and were placed at their disposal in order that they might prepare 
tabulations of the information contained therein for introduction in 
evidence. These witnesses testified that such tabulations correctly 
reflected that information. The witnesses who prepared these tabula- 
tions and testified to the accuracy of their work were amply qualified 
for that work. There is no intimation that there was ever any motive 
for falsification of the records, many of which were available at the 
hearing for inspection by defendants. If the rules of evidence are to 
be deemed to require that every entry in every book of original entry 
shall be verified by the employee making the entry, and, moreover, 
that even the competency of that employee may be successfully chal- 
lenged unless it be first shown by other employees that they actually 
performed the particular transaction so recorded and reported the 
fact to the employee making the original entry, then proof of damages 
becomes so burdensome that it borders on the impossible. And it 
is obvious that the employee who actually made the original entries 
could not remember every particular entry, but could do no more than 
testify that the books were kept by him in the regular course of 
business. In Burton vs. Driggs, 20 Wall. 136, the court said: 

“When it is necessary to prove the results of voluminous facts, or 
of the examination of many books and papers, and the examination 
cannot be conveniently made in court, the results may be proved by 
the person who made the examination.” 

; In the absence of rebuttal evidence by defendants or patent errors 
in calculation, the figures shown by complainants should be taken as 
correct and should be accepted as the basis for awards of reparation. 


Hill recommended reparation, in specific amounts per car, 
to Wheeler Osgood Co.; Robinson Manufacturing Co.; Buffelen 
Lumber and Manufacturing Co.; Clatsop Mill Co.; Henry Mc- 
Cleary Timber Co.; Western Pine Manufacturing Co.; Weed 
Lumber Co.; White Pine Sash Co.; Nicolai Door & Manufacturing 
Co., and Pacific Mutual Door Co. 


INBOUND GRAIN PROPORTIONALS 


In a proposed report on I. and S. No. 2813, Grain and Grain 
Products from Colorado, Kansas and Nebraska to Gulf Ports for 
Export, Examiner Thurston B. Johnston has recommended the 
condemnation of the proposed proportional rates on grain and 
grain products, from Colorado, Kansas, and Nebraska points to 
Kansas City, Mo.-Kan., and proposed increased proportional rates 
on the like commodities from Kansas points to Wichita, Kan., 
appicable only on traffic destined to Gulf ports, as not having 
been justified. The proportionals proposed were higher than the 
local rates to Kansas City and Wichita. They were intended to 
be used in connection with varying proportionals from Kansas 
City and Wichita to the ports, the varying proportionals being 
those applicable on outbound traffic over the rails of carriers 
that did not bring the grain into Kansas City or Wichita. 

This report deals with a situation created, in the first 
instance, by the Kansas City Southern, Chicago & Alton and 
Midland Valley, Texarkana & Fort Smith, Missouri-Kansas-Texas 
and St. Louis-San Francisco, when they published the varying 
proportionals in an effort to get a haul on grain brought into 
the markets by other carriers, from the markets to the Gulf 
ports. The proportionals varied with the points of origin of the 
grain on the roads that brought the grain into Kansas City and 
Wichita. They were made the same as the “balance” of the 
through rates of the originating roads, from the markets to 
the ports. 

After that was done, the originating carriers, Santa Fe, 
Missouri Pacific and Rock Island, filed schedules carrying in- 
bound proportionals higher than their local rates for application 
on grain moving out from the markets to the ports, which when 
added to the varying outbound proportionals produced through 
rates equal to the combinations on the markets in effect before 
the outbound carriers published their varying proportionals, or 
“balance” rates. 

The Kansas City, Mexico & Orient and the Midland Valley 
were the carriers publishing the varying proportional outbound 
from Wichita. 

Prior to the publication of the varying proportionals, 
Johnston said the respondents, that is, the carriers proposing 
the higher inbound proportionals, maintained through rates via 
Wichita and Kansas City to the ports for export, lower than the 
combination for use over their own rails. For instance, he said, 
the Santa Fe maintained a through rate on wheat from Dodge 
City, Kan., to Galveston, Tex., via Kansas City, of 47 cents. 
The local from Dodge City to Kansas City was 20.5 cents. The 
flat proportional beyond was 30.5 cents, making a total combina- 
tion of 51 cents. As against that rate on the basis of local and 
proportional to and from Kansas City, the Santa Fe maintained 
the through rate of 47 cents. The flat proportional was also in 
effect over the lines of the carriers that invented the varying 
proportionals or “balance” rates, so that if a shipment came 
into Kansas City on the Santa Fe and went out over the Kansas 
City Southern it paid a combination of 51 cents. 

Publication of the varying proportionals, the examiner indi- 
cated, caused business to go to the lines publishing them. Then, 
to regain some of the business they once held to their lines, 
the carriers hurt by the varying proportionals published the 
schedules under suspension. They were suspended upon protest 
of the carriers which filed the varying proportionals. The 
protestants contended that grain stopped at Wichita or Kansas 
City was free grain. They asserted it was tonnage to which all 
the lines having access to Kansas City and Wichita should be 
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free to compete for the outbound haul, for the reason that 
charges on the inbound grain were paid on delivery to the ele- 
vators under the original billing. They pointed out that, upon 
delivery of the grain to the elevators, all liability of the origi- 
nating carrier ceased and did not again arise unless the grain 
came back into its possession; that when the grain came to 
rest in the elevators the originating carrier had received the 
long haul within the meaning of paragraph 4 of section 15, and 
that the originating carrier was not entitled to a further haul 
unless the new owner of the grain voluntarily routed the out- 
bound movement over its rails. 

Respondent carriers, however, looked upon the grain in stor- 
age as tonnage which, although temporarily held in abeyance, 
was in the course of a through movement and that, being so held, 
they were entitled to hold it to their rails unless their routes 
were shown to be circuitous. 

The examiner said that, in most instances, the respondents’ 
direct routes from origin points to the ports were shorter than 
those of the lines publishing the varying proportionals. How- 
ever, he said, their routes applying through Kansas City and 
Wichita generally exceeded in length the routes made up of 
their lines to the markets and those of the protestants beyond. 
Discussing the facts and the law of the matter, the examiner 
said: 


Taking up first the situation at Kansas City, respondents’ prin- 
cipal ground for justification is that they are entitled to, and that the 
commission is without power to deny to them, under section 15 (4), 
the long haul on traffic which they originate. And by the long haul 
they do not stop with the delivery of the grain to the market buyer 
for storage, but consider the entire movement from the field to the 
Gulf. They urge, first of all, that their direct routes to the Gulf ports 
are shorter than their own routes through Kansas City and shorter 
than routes through that market composed of their own line inbound 
and the lines maintaining the varying proportionals outbound, From 
this premise they argue that they are, therefore, not compelled to 
establish or join in any through routes via Kansas City, and that their 
voluntary action in opening their own through routes through that 
market does not carry with it any duty or obligation to go further 
and join with other lines in opening additional through routes, inas- 
much as their own are not unduly circuitous. 


The limitations laid upon the commission by section 15 (3 and 4) 
in respect of through routes, are directed solely to the establishment 
of such routes. The section imposes no limitation upon the commis- 
sion in dealing with through routes in existence or with the rates 
applicable over such routes. The first points of inquiry are, therefore, 
whether through routes now exist over respondents’ lines to Kansas 
City and the lines maintaining the varying proportionals beyond, and, 
if so, what effect upon the rates applicable over such routes the 
increased proportional rates will have. Prior to the establishment 
of transit rules whereby Kansas City was placed in direct line of 
transit from the Kansas wheat fields to the Gulf, the going basis of 
through rates over the grain-originating lines inbound and the varying 
proportional lines outbound, were the local rates to Kansas City and 
the flat proportional rate of 30.5 cents outbound. Traffic moved over 
these routes at those rates and there is no question as to their status 
as through routes. When the grain-originating lines made their direct 
rates applicable through Kansas City over their own rails direct, or 
over their own rails through long-haul junctions, and the rates over 
the other routes remained on the combination basis the status of such 
other routes as through routes remained unchanged. When the lines 
reaching the markets, but not the grain fields, met the situation by 
providing varying proportional rates, their lines still formed portions 
of through routes. The finding of the commission in Export Rates 
on Grain and Grain Products, 31 I. C. C. 616, to the effect that the 
varying proportional rates were not unlawful placed the stamp of 
lawfulness upon the routes as well as upon the rates applicable over 
them. It will be seen, therefore, that through routes now exist which 
are made up of the grain-originating lines to Kansas City and the 
varying proportional lines beyond. In fact, respondents concede the 
existence of such through routes by pointing out the effect which the 


increased proportional rates will have upon the through rates applic- 
able over them. 


It remains only to determine whether respondents have sustained 
their burden of justifying increased proportional rates inbound which 
will have the effect of making the through rates applicable over 
certain routes through Kansas City, higher than those applicable over 
their own routes. As shown, the increased through rate is not brought 
about by an increase in the total rate or in each original unit thereof, 
but by the ingenious device of giving to the inbound rate a propor- 
tional application, only, if and when the outbound movement takes 
place over the lines which maintain the varying proportionals. In 
practice the shipper into Kansas City will pay the local rate upon 
delivery at that point. If the outbound shipment is tendered to one 
of the lines which maintain the varying proportionals, the tariffs will 
require that someone must be accountable, not, for the local rate 
inbound, but for a higher proportional rate. The inbound shipper will 
have passed out of the transaction and ostensibly the outbound 
shipper will be called upon by the outbound line to pay an additional 
charge on an inbound movement which may have moved at any time 
within a year prior thereto. The logical outcome of an arrangement 
of this character would be to discourage movement over any of the 
varying proportional lines. 

An adjustment whereby rates over competing routes are higher 
than over a single-line route is quite as effective a means of holding 
traffic as a refusal to join in through rates. But where, as here, 
through routes exist over routes other than those of the originating 
lines, any attempt to increase the rates over other than single-line 
routes must be subjected to the ordinary test of justification. Propor- 
tional rates higher than corresponding local rates are wrong in prin- 
ciple. .Respondents have made no attempt to show that proportional 
rates, components of through rates and nothing else, higher than local 
rates which apply for the identical service, are justified in and of 
themselves. Indeed, they could not make such a showing unless they 
affirmatively proved that the local rates are depressed. Wichita 
Chamber of Commerce vs. A. & V. Ry. Co., 109 I. C. C. 368. The only 
possible justification for through rates, higher over the existing routes 
of the varying proportional lines beyond Kansas City, than over the 
routes of the grain-originating lines, is that the latter in many 
instances form single-line hauls. That difference becomes inconse- 
quential in hauls of the lengths here encountered. 

Respondents insist, on brief, that the inbound proportional rates 
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can not be considered apart from their effect upon the through rates 
and that inasmuch as there is no evidence in the record to show that 
the resulting through rates would be unreasonable, the commission 
“can not lawfully condemn the inbound proportional rates which com. 
prise but a part of the through rate.’’ This contention overlooks 
entirely the burden of proof. It is not incumbent upon protestants to 
show that the resulting through charges would be unreasonable. 
Rather, it is a part of respondents’ duty to show that they would be 
reasonable. This burden they have failed to sustain. 

At Wichita, the inbound proportional rates are made generally 
5 cents higher in each instance, from Santa Fe origins, than the 
corresponding local rates. The resulting through rates, made up of 
these increased proportionals inbound, and the varying proportionals 
outbound, are higher than respondents’ through rates. Im principle, 
—— the situation at Wichita is no different from that at Kan- 
sas City. 

The commission should find that the suspended schedules have 
not been justified. An orGer should be entered requiring cancellation 
of the schedules and discontinuing the proceeding. 





RATES ON PREPARED ROOFING 


An award of reparation has been recommended by Examiner 
W. K. Berryman in No. 18676, Knoxville Freight Bureau et al. ys, 
Louisville & Nashville et al., on a finding that rates charged on 
nine carloads of prepared roofing from Lockland and Carthage, 0,, 
to Etowah, Tenn., were unreasonable and unduly prejudicial to 
the extent that they exceeded 34 cents. 


RATES ON LUMBER, ETC. 


In a proposed report in No. 18510, Brunswick-Balke-Collender 
Company, Inc. vs. Baltimore & Ohio et al., Examiner W. J. 
Harris has recommended that the Commission find that rates 
sought to be assessed on mixed carload shipments of lumber, 
built-up woods and veneer, from Knoxville, Tenn., to Dubuque, 
Ia., Muskegon, Mich., and Rockford, Ill., were inapplicable, that 
waiver of alleged undercharges be directed and that the com- 
plaint be dismissed. The Commission was asked to find that 
the rates sought to be collected were either inapplicable or 
unreasonable and to direct waiver of alleged undercharges. 
Charges were collected at the rate applicable on the highest 
rated article in the car, subject to the highest minimum weight 
on any article in the car. The Southern Weighing and Inspection 
Bureau ruled that the mixed carload rules were not applicable 
and undercharge claims were rendered, the examiner said. Con- 
sidering the mixed carload rules and the tariffs in their entirety, 
the examiner said, there was a reasonable doubt that should be 
resolved in favor of the complainant. 


RATE ON IRON ASH CANS 


Examiner W. K. Berryman has recommended dismissal of 
the complaint in No. 18373, Selig Company of Texas vs. Penn- 
sylvania et al., on a finding that a combination rate of $2.15 
assessed on a carload of iron ash cans from New York, N. Y., 
to Dallas, Tex., was inapplicable, but that the shipment was 
undercharged. 

The examiner said the complaint was filed more than two 
years after the shipment moved and that therefore an allegation 
of unreasonableness would not be considered. Complainant con- 
tended that a rail-and-water combination rate of $1.395 or an 
all-rail combination rate of $1.895, was applicable. The examiner 
said the shipment having been unrouted, the lowest all-rail 
combination applied. 

Defendants stated that they should have applied a combina- 
tion rate of $2.055, based on Alexandria, Va., composed ‘of the 
factors 41.5 cents to that point and $1.64 beyond. The examiner 
said the minimum specified in the item naming the component 
from Pittsburgh to Dallas in the combination assessed was 
18,900 pounds, but that the actual weight of the shipment was 
used in computing the charges. He said the same minimum was 
specified in the item naming the factor beyond Alexandria which 
would have made the charges more than those paid, had that 
combination been assessed. Thus it appeared, he said, that, 
regardless of which rate was applicable, the shipment was un- 
dercharged. He said the Commission should find that the ap- 
plicable rate was $2.055; that the applicable minimum to the 


extent indicated was 18,900 pounds, and that an undercharge 
was outstanding. 


RATES ON SAND AND GRAVEL 


Attorney-Examiner George M. Curtis in a proposed report 
in No. 18940, McClain Sand Company vs. Baltimore & Ohio, 
has recommended that the Commission find that defendant’s 
rates on sand and gravel from complainant’s shipping point at 
or near Point Marion, in western Pennsylvania, to destinations 
on defendant’s lines in West Virginia, are, and for the future 
will be, unjust, unreasonable, and unduly prejudicial to the 
extent that they exceed or may exceed the scale of rates that 
were found reasonable and that were prescribed in Penn. Sand 
& Gravel Prod. Asso. vs. B. & O., 104 I. C. C. 717-729, and that 
were therein intended to apply from Point Marion. 





RATES ON EGGS IN THE SHELL 
Examiner F. A. Christoph in No. 18270, Joseph Samuel Com- 
pany vs. Santa Fe et al., embracing two sub numbers, L. Frank 
& Co. vs. Same, and Goodman & Beer Co. vs. Same, has rec 
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THE 


ommended that the Commission find that rates on eggs in the 
shell, carloads, from points in Kansas to New Orleans, La., be 
found unreasonable but not unjustly discriminatory or other- 
wise unlawful, that reparation be awarded and that rates for 
the future be prescribed. 

The examiner said the Commission should find that the 
rates assailed, applicable on eggs, carloads, were, are and will 
be unreasonable to the extent that they exceeded, exceed or 
may exceed $1.295 per 100 pounds from Chanute and Fredonia, 
$1425 from Dodge City, Great Bend and Kinsley, and $1.37 
from other Kansas points involved in the proceeding, minimum 
20,000 pounds. 


DEMURRAGE ON LUMBER 


Examiner R. J. Olentine in a proposed report in No. 18389, 
Milne Lumber Company vs. Detroit, Toledo & Ironton, has rec- 
ommended that the Commission find that certain demurrage 
charges collected for the detention of cars of lumber at De- 
troit, Mich., were applicable; that certain other demurrage 
charges on carloads of lumber at the same point be found inap- 
plicable; that refund of overcharges be directed, and that the 
complaint be dismissed. 

Complainant alleged that illegal demurrage charges were 
assessed at Detroit on six carloads of lumber shipped from 
Mann Spur, Ga., Pickering, La., Sumrall and Holly Springs, 
Miss., and Elkart, Tex., to various points in Illinois and recon- 
signed to Detroit. 

On one car the examiner found that demurrage amounting 
to $73 accrued while $113 was assessed and collected, resulting 
in an overcharge of $40. On two other cars he found over- 
charges of $5 a car. On another car he found an overcharge 


of $15. On another car he found that demurrage of $103 was 
properly collected. On another car he found an overcharge 
of $10. 


The report also embraces a sub number, Same vs. Same. 


RATES ON LOGS 
In a proposed report in No. 18859, Crook Son & Company 
vs. Pere Marquette et al., Examiner D. C. Dillon has recom- 
mended that the Commission find that the rate charged on a 


carload of logs from Paw Paw, Mich., to Hicksville, O., October. 


29, 1923, was unreasonable to the extent that it exceeded a rate 
of 14.5 cents and that reparation should be awarded. One ship- 
ment of logs from Paw Paw to Hicksville was found barred 
by the statute of limitations. The examiner also recommended 
that the Commission find that the applicable rates on 25 car- 
loads of logs from Paw Paw, Lawton, Lawrence, Marcellus, 
Pullman and Pine Grove, Mich., to Hicksville, O., were not un- 
reasonable, unjustly discriminatory or unduly prejudicial. Cer- 
tain of the shipments were found to have been overcharged. 
The examiner said defendants should be instructed to refund 
the overcharges. The report also embraces a sub number, 
Same vs. Same. 


RATES ON BRASS INGOTS, ETC. 

In a proposed report in No. 18421, Federated Metals Cor- 
poration vs. Central of New Jersey et al., Examiner C. J. 
Peterson has recommended that the Commission find that 
rates om brass ingots, carloads, from Newark, N. J., to des- 
tinations in New England territory were not and are not un- 
reasonable or otherwise unlawful. 

The examiner also recommended that the Commission find 
that the rates on copper scrap and brass scrap, carloads, be- 
tween Newark, N. J., and points in New England territory were 
not unreasonable or otherwise unlawful as applied to past ship- 
ments, but that for the future they will be unreasonable to the 
extent that they exceed the sixth-class rates. He said allega- 
tions as to unjust discrimination, undue preference, and undue 
prejudice were not sustained. 


RATES ON SHEET COPPER, ETC. 

Examiner F. A. Christoph has recommended dismissal of the 
complaint in No. 18709, Kawneer Company vs. Chicago & North 
Western et al., on a proposed finding that rates on sheet cop- 
per, in straight carloads or in mixed carloads, with sheet brass 
and/or bronze, and copper, brass and/or bronze rods, from 
Kenosha, Wis., to Niles, Mich., are not unreasonable or other- 
wise unlawful. Complainant attacked the fourth class rate 
charged as unreasonable, unjustly discriminatory, unduly pref- 
erential of competitors at Chicago, and unduly prejudicial to 
complainant. The allegation as to unjust discrimination was 
abandoned, the examiner said. The Commission was asked to 
Prescribe a rate of 18 cents, minimum 40,000 pounds, for the 
future. The applicable fourth class rate was 32 cents, mini- 
Mum 30,000 pounds, the examiner said. 


KNITTED PRODUCTS RATES 
Examiner Paul O. Carter has recommended the dismissal of 
No, 18358, Bear Brand Hosiery Co. vs. Atlanta, Birmingham & 
Atlantic et al., on a finding-that the rates on knitting factory 
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products (hosiery), made wholly of cotton, in less than carloads, 
from Kankakee, IIl., to destinations in the southeast and in 
Mississippi Valley territory are not unreasonable, unjustly dis- 
criminatory or unduly prejudicial. The complaint alleged the 
rates unduly preferred their competitors in the southern states 
because, among other things, the northbound rates were much 
lower than those in the other direction. Knitting factories at 
Rockford, Ill., intervened in support of the complaint and asked 
for like relief. 

Present rates from Kankakee are any quantity publications, 
and, with the exception of rates to Chattanooga, Nashville and 
Birmingham, are combinations on the Ohio River. The factor 
from Kankakee to the Ohio River was a commodity rate 13 cents 
less than the first class rate. Hosiery is rated first class in all 
territories. 

Carter said the fact that rates in one direction were higher 
than in the reverse direction did not prove unjust discrimination 
or undue prejudice. The southern carriers claimed their rates 
were subnormal and were put in years ago to encourage the 
textile industry so that southern mills could compete with New 
England in central territory. Carter said that when class rates 
were published in accordance with the Commission’s decision in 
Southern Class Rate Investigation, 100 I. C. C. 513 and 109 I. C. C. 
300, the rates from Kankakee would be reduced by substantial 
amounts, The varying percentage increases in rates in the war 
and post-war periods threw the early adjustment out of line. 


RATES ON GASOLINE 


Dismissal of the complaint in No. 17870, Tidal-Western Oil 
Corporation et al. vs. Missouri-Kansas-Texas of Texas et al., has 
been recommended by Examiner Frank C. Weems on a finding 
that rates on gasoline from Burkburnett, Tex., to Bluefield, W. Va., 
and Pearisburg, Va., were not unreasonable. Complainants al- 
leged that a rate of 68 cents charged on numerous carloads of 
gasoline shipped since January 1, 1925, from Burkburnett to 
the destinations named was unreasonable. Reparation was 
sought. As originally drawn the complaint prayed for rates for 
the future and was among several grouped with No. 18458, the 
general petroleum oil investigation. Conrplainants withdrew 
their prayer for rates for the future and, upon their request, the 
case was withdrawn from the general investigation. 


RATES ON RELAYING RAILS 


An award of reparation has been recommended by Examiner 
R. W. Marshall in No. 18848, Rinehart & Dennis Company vs. 
Central of Georgia et al., on a finding that rates charged on 10 
carloads of relaying rails from Bellwood and Hartford, Ala., 
to Hellams, S. C., were unreasonable to the extent that they 
exceeded a rate of $6.80 per ton of 2,000 pounds. Charges were 
collected on the basis of the applicable two factor combinations 
of $9.942 and $9.822 from the respective origin points, made on 
Atlanta, Ga. 


RATES ON POTATOES 


An award of reparation and prescription of rates for the 
future have been recommended by Examiner J. J. Williams in 
No. 18029, George E. Freeby vs. Atlantic Coast Line et al., on a 
finding that rates on potatoes, carloads, in barrels, from Mt. 
Olive and Bethel, N. C., to Lehighton, Pa., were, are, and for 
the future will be unreasonable and unduly prejudicial to the 
extent that they exceeded, exceed or may exceed 78 cents from 
Mt. Olive and 75 cents from Bethel. Rates are stated in 
amounts per barrel. A shipment from Mt. Olive contained 207 
barrels, and a shipment from Bethel contained 200 barrels. 
Charges were assessed at the applicable commodity rates of 
87 cents from Mt. Olive and of 84 cents from Bethel. 


RATE ON WALNUT LUMBER 

Examiner Paul A. Colvin has recommended dismissal of the 
complaint in No. 18517, Ozark Hardwood Lumber Company vs. 
Chicago, Milwaukee & St. Paul et al., on a finding that the 
rate of 46.5 cents assessed on rough walnut lumber which moved 
from Springfield, Mo., to Rockford, Ill., in February, 1924, and 
August, 1925, was not unreasonable or otherwise unlawful. 
There were two carloads shipped. The examiner said one of the 
shipments was delivered more than two years prior to the 
time the complaint was filed and that it was barred by the 
statute of limitations. He said the shipment under considera- 
tion moved as routed. 


RATES ON FISH OIL 

Examiner William A. Maidens has recommended an award 
of reparation in No. 18584, Swan-Finch Oil Corporation et al. 
vs. Baltimore & Ohio et al., on a finding that the fifth class 
rates on fish oil, carloads, from points in Delaware, Virginia, 
Maryland, New York and Connecticut to Bayway, N. J., were 
inapplicable. He said the Commission should find that the fifth 
class rates charged on shipments of crude menhaden fish oil 
which moved from Franklin City, Va., Baltimore, Md., and 
Amagansett, N. Y., to Bayway, N. J., between June 2, 1923, and 
























































































June 15, 1926, were inapplicable to the extent that they exceeded 
the sixth class rates in effect on “soap stock” from and to 
the same points; that the fifth class rates charged on this 
commodity from Mystic, Conn., and Lewes, Del., to Bayway, 
N. J., between June 2, 1923, and September 25, 1926, and No- 
vember 20, 1926, respectively, were inapplicable to the extent 
that they exceeded the sixth class rates in effect on “soap 
stock” from and to the same points. 


RATE ON ROUGH GRANITE 


In a proposed report in No. 18159, J. P. Bourgoin & Company 
vs. Chicago, Burlington & Quincy et al., Examiner William A. 
Maidens has recommended that the Commission find that the 
applicable joint commodity rate of 21.5 cents charged on rough 
granite, carloads, from Middlebrook, Mo., to Elmwood, IIl., was, 
is, and for the future will be, unreasonable to the extent that 
it exceeded, exceeds, or may exceed 20.5 cents per 100 pounds, 
and that reparation be awarded. 


RATE ON BITUMINOUS COAL 


An award of reparation has been recommended by Examiner 
W. K. Berryman in No. 19005, A. J. Airis Estate vs. Chicago, 
Milwaukee & St. Paul, on a finding that a class D rate of $3.70 
per ton assessed on a carload of bituminous coal shipped from 
Duluth, Minn., to Eau Claire, Wis., was unreasonable to the 
extent that it exceeded $2.67. 


REPARATION ON HAY DENIED 


Examiner Harry C. Barron, in a proposed report in No. 
18310, Alfalfa Growers’ Exchange vs. Arizona Eastern et al., 
embracing also No. 18695, Butler’s Feed Mills et al. vs. Arizona 
Eastern et al., has recommended that reparation to the basis 
of reasonable rates prescribed in Arizona Hay Traffic Asso- 
ciation vs. A. E., 107 I. C. C. 591, be denied on shipments of 
hay from points in Arizona to Los Angeles, San Diego, Calif., and 
related points, and that the complaint be dismissed. 


RATE ON UNFIGURED PINE VENEER, ETC. 


Examiner R. W. Marshall has recommended dismissal of 
the complaint in No. 18763, Enochs Lumber & Manufacturing 
Company vs. Illinois Central et al., on a proposed finding that 
shipments of unfigured pine, gum, and cypress veneer, moving 
from West Helena, Ark., through Memphis, Tenn., to Jackson, 
Miss., were not misrouted and that the applicable rate was not 
unreasonable. The examiner said charges were collected on the 
basis of a rate of 29.5 cents. He said the applicable rate was 
a combination of 28.5 cents, that the shipments were over- 
charged 1 cent per 100 pounds, and that the overcharges should 
be promptly refunded. 





SHELLED PEANUTS MISROUTED 


Dismissal of the complaint in No. 18128, South Alabama Gro- 
cery Company vs. Central of Georgia et al., has been proposed 
by Examiner R. W. Marshall ou a finding that a carload ship- 
ment of shelled peanuts from Samson, Ala., to Camden, N. J., 
was misrouted, but that complainant was not damaged thereby. 


RATE ON LOGS 


Examiner F. A. Clifford has recommended an award of repa- 
ration in No. 18759, Crook, Son & Company vs. Pennsylvania et 
al., on a finding that the applicable sixth-class rate of 13 cents, 
minimum 34,000 pounds, charged on three carloads of logs from 
Columbia City, Ind., to Hicksville, O., was unreasonable to the 
extent that it exceeded 9 cents, minimum 34,000 pounds. 





RATE ON WATERMELONS 


Dismissal of the complaint in No. 18728, George E. Freeby 
vs. Seaboard Air Line et al,, has been proposed by Examiner 
Paul A. Colvin on a finding that the applicable through rate of 
73 cents assessed on one carload of watermelons from Hagan, 


Ga., to Lehighton, Pa., has not been shown to be unreasonable 
or otherwise unlawful. 


RATES ON BLACK POWDER 

Prescription of rates for the future and an award of rep- 
aration have been recommended by Examiner William A. Mai- 
dens in a proposed report in No. 18464, Austin Powder Company 
vs. Wheeling & Lake Erie et al., on a finding that rates assailed 
on black blasting powder, carloads, from Falls Junction, O., to 
Oakland City, Evansville and Boonville, Ind., and Coopers and 
Sparta, Ill., were, are, and for the future will be, unreasonable 
to the extent that they exceeded, exceed or may exceed 57.5, 
58, 60, 61.5, and 65 cents, respectively. 

The examiner said black powder moved from Falls Junc- 
tion to Oakland City, Evansville, Boonville, Coopers and Sparta 
at second class rates of 82, 83, 85.5, 88 and 92.5 cents, respec- 
tively. He said the commodity rates sought by complainants 
were approximately 70 per cent of the present second class rates 
and were shown to the respective destinations in amounts of 
57.5, 58, 60, 61.5 and 65 cents. 
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The examiner said undue prejudice was not alleged, but 
that the substance of the complaint did not differ materially 
from issues presented in Grasselli Powder Co. vs. A. C. & Y,, 
96 I. C. C. 271, and that a finding substantially similar to that 
in that case was justified on the record in this case. 


RATE ON WOOL NOILS 


Examiner E, P. Hurley, in a proposed report on No. 18871, 
Alexander Smith and Sons Carpet Co. vs. Boston & Maine et al, 
said the Commission should find the applicable second class rate 
of 60 cents, on wool noils, from Forge Village and Graniteville, 
Mass., to Nepperhan, N. Y., unreasonable to the extent it ex. 
ceeded 38 cents and award reparation. Shipments were made 
between September 25 and November 20, 1923. The rate was al. 
leged to be unreasonable. Viclation of the long and short haul 
part of the fourth section was also alleged. 

The burden of the defense, the examiner said, was assumed 
by the Boston & Maine, the alleged violations of the act occur. 
ring on the rails of that carrier. The other carrier was the New 
York Central. 

It was a question of the applicability of Rule 77 of Tariff 
Circular 18A. The examiner said that the contention of the de- 
fendants that a tariff reference to Rule 77 was inapplicable be- 
cause Forge Village and Graniteville were not directly interme- 
diate to Boston over the customarily used route through Concord 
Junction, Mass., should not be sustained, in the absence of any 
tariff restrictions as to routing from Forge Village and Granite. 
ville to Nepperhan. The complainant contended that the rate 
from the two points of origin should not have exceeded the rate 
from Boston, by reason of a tariff provision, authorized by Rule 
77, for the publication, on one day’s notice, of rates from inter. 
mediate points not higher than from the next more distant point, 
The defendants contended that this rule had no applicaticn here 
because all traffic, both freight and passenger, moving from Bos- 
ton to or through the western gateways of Troy, Rotterdam and 
Mechanicville was customarily handled over the main line of 
its Fitchburg-Berkshire division, through Concord Junction. The 
examiner said that the Commission had repeatedly found that 
the notation on a tariff in accordance with Rule 77 was a sub- 
stantial compliance with the fourth section and had awarded 
reparation under such conditions. 


CHARGES ON GRAIN AND BEANS 


Examiner E, H. Kerwin in No. 18845, DeRussey J. Bennett 
vs. Michigan Central et al., has recommended that the complaint 
be dismissed on a finding that the rate and mixing rule ap- 
plicable on a carload of barley, oats and beans from Brampton 
N. D., to Burdett, N. Y., were not and are not unreasonable. 


REPARATION ON LUMBER 

An award of reparation has been recommended by Exam- 
iner P. F. Mackey in No. 18506, Louisell Pine and Hardwood 
Company, Inc., vs. Chicago, Rock Island & Pacific et al., on find- 
ing that charges assessed on two carloads of lumber held at St. 
Louis, Mo., were inapplicable because notice was not given as 
provided by the tariff, Complainant alleged that demurrage and 
penalty storage charges aggregating $496 assessed on the ship- 
ments were unlawful in violation of section 6 of the act. The 
examiner said complainant was entitled to reparation in the sum 
of $496, with interest. 


N. P. BRANCH ABANDONMENT 


Examiner M. S. Jameson, in a proposed report in finance 
docket No. 5595, abandonment by Northern Pacific Railway of 
its Boulder-Elkhorn branch, has recommended that the Commis- 
sion find that the present and future public convenience and 
necessity permit the abandonment by the applicant of the Boul- 
der-Elkhorn branch extending from Great Northern Transfer, 
near Hyndman, in a general easterly direction to Queen Siding, 
a distance of approximately 19 miles, together with approxi- 
mately two miles of other tracks, all in Jefferson county, Mont. 

A hearing on the application was held for the Commission 
by the State Board of Railroad Commissioners of Montana. 
Representatives of the mining, cattle-raising and other interests 
of the districts were unanimous, according to the report, in 
their opposition to the granting of the application. 

The applicant contended that operation of the branch was 
an unnecessary financial burden, that the territory served was 
sparsely settled and not productive of traffic, that very few 
people would be inconvenienced by the proposéd abandonment, 
and that there was no prospect of increased business. ‘ 

The examiner said the branch was part of a series of 
branches aggregating about 70 miles in length, that were built 
in the years 1883-1890 to serve the mining industry in this region. 
Prior to the effective date of the Commission’s jurisdiction over 
abandonment of lines, most of the mileage was abandoned. 

The operating loss on the Boulder-Elkhorn branch, after 
deduction of taxes and rent, was shown to be $4,230 in 1921, 
$5,490 in 1922, $8,936 in 1923, $12,626 in 1924, $11,727 in 1925, and 
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$3,001 in five months of 1926. The examiner said these figures 
included nothing for system overhead expense, supervision, etc. 

The total tonnage handled decreased from 11,227 tons in 
1922 to 6,243 tons in 1925 and was 5,470 tons in seven months 
of 1926, according to the report. Ore shipmets, formerly the 
principal source of traffic, have declined to insignificant propor- 
tions. No passenger service is operated. The report said the 
entire population served was not over 2,000, of which about 700 
were residents of Boulder and 400 were in the state school there. 
Boulder is served by the Great Northern, whose station is about 
one mile from the town, and the Boulder-Elkhorn branch of 
the Northern Pacific. 

The examiner said the effect of the proposed abandonment 
on the merchants of Boulder would be to increase freight charges 
on many shipments now coming via the Northern Pacific with 
a one-line haul which otherwise would necessarily be delivered 
over the Great Northern and thus be subjected to a two-line 
haul. There would be an added trucking or teaming expense 
on account of the greater distance to the Great Northern station, 
he said. How serious these considerations were to the com- 
munity of Boulder as a whole, the examiner said, was not clearly 
indicated by the record, but that any severe hardships would 
result from use of the Great Northern rather than the Northern 
Pacific might be questioned. After reviewing the situation with 
respect to mining and agricultural operations in the region, the 
examiner said: 

The state board, in a report accompanying its order recommend- 
ing that the application be granted, held that the renewed activity 
in the mining industry does not indicate a permanent and substantial 
tonnage, that the Great Northern Railway affords reasonable trans- 
portation facilities to the Boulder valley, and that the state school 
at Boulder can make suitable arrangements with that carrier for the 
operation of its track. , a ; 

An application was made to this commission by the Northern 
Pacific Kailway on December 27, 1921, for authority to abandon 
the Boulder-Elkhorn branch. On February 1, 1922, the application 
was withdrawn on account of information which led the carrier 5: 
believe that an increase in business was imminent. Under t 
circumstances, the carrier was willing to operate the line for an- 
other year in order to ascertain whether the promised business 
would materialize. After an interval of more than five years it is 
found that the tonnage has very greatly decreased. The case is 
similar to that of the applicant’s Red Mountain branch, for which 
an application for authority to abandon was first denied (86 I. C. C. 
609), and later granted (99 I. C. C. 618) because a promised increase 
in business did not take place. Another example of the same kind 
was the Marysville branch, 86 I. C. C. 637, and 99 I. C. C. 631. 

Upon the facts presented the Commission should find that the 
present and future public convenience and necessity permit the 
abandonment of the line described in the application. A certificate 
to that effect should be issued. 


SIX-CENT GRAIN REDUCTION CASE 


The Minneapolis & St. Louis Railroad Company, W. H. Brem- 
ner, receiver, and the Minneapolis, St. Paul & Sault Ste. Marie 
Railway Company have petitioned the Commission for reargu- 
ment before the entire Commission in I. and S. No. 2729, grain 
and grain products from Minneapolis, St. Paul and Duluth, Minn., 
and groups, to eastern points. 

The Soo Line, in its petition, said the decision of the ma- 
jority rejecting the proposed reductions in the rates on grain 
and grain products, clearly showed that the Commission reached 
its conclusion entirely on the evidence submitted in the case 
as to suspension of the Minneapolis & St. Louis tariff, and that 
the evidence submitted by the Soo Line was not fully consid- 
ered, nor given proper weight by the Commission. The peti- 
tioner said the situation on the Soo Line differed “radically 
and materially from that which obtains on the Minneapolis & 
St. Louis.” 

If reargument were granted, the petitioner said, it would 
be able to show to the Commission that the rates proposed were 
sufficient and reasonable, measured by any test under the in- 
terstate commerce act; that they were non-discriminatory under 
all the rules and regulations promulgated by the Commission, 
and that, by every test known, the rates were just, reasonable, 
— and non-discriminatory and should be allowed to go into 
effect. 

The Minneapolis & St. Louis said there could be no dispute 
as to the disadvantage which Minneapolis suffered by virtue of 
lake transportation. It said the territory to which rates were 
sought to be applied was one of limited area from which other 
markets drew comparatively little; that none of these markets 
possessed the menace to their future that confronted Minne- 
apolis under present conditions; that petitioner believed it should 
undertake to protect’ its tonnage, its revenues, its largest ter- 
Minal, and the future thereof with reference to grain and its 
Products; that it felt that it had made a strong case before 
the Commission; and that it still felt so, but that it was of 
opinion that in brief and argument it had failed to so present 
the matter to the Commission that it was able to see the situa- 
tion in its true light. 

The Minneapolis Traffic Association, Minneapolis Chamber 
of Commerce, Minneapolis Civic and Commerce Association and 
the Terminal Grain Merchants’ Association, interveners in I. &.S. 
No. 2729, have also asked for a reconsideration and reargumetn 
of that case, in which the Minneapolis & St. Louis and the Soo 
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Line proposed to reduce the through rate to the east, by six 
cents. 

Petitioners contended that the record showed that the sus- 
pended rates were clearly within the zone of reasonableness, 
that they would not result in undue preference of Minneapolis 
or undue prejudice to other markets because there were no 
other markets that were similarly situated with respect to the 
movement of the grain here involved, that is, from territory 
northwest of Minneapolis; that the Commission had repeatedly 
held, under substantially similar circumstances, that similar 
rates were not unduly preferential of Minneapolis, that the sus- 
pended rates would not disrupt the rate structure or impair 
the ability of the railroads to render satisfactory service and 
that in the absence of a showing that the rates violated the 
law the respondents had the conceded right to publish the sus- 
pended rates in order to meet, in part, lake competition and 
that therefore the Commission should reconsider the case and 
reverse its decision. 

The petitioners discussed many cases in connection with 
their contentions that the Commission, in this case, had come 
to the wrong conclusion. In addition they discussed it in the 
light of the Hoch-Smith resolution and the proceedings there- 
under initiated by the Commission. They said the Commission, 
in its report in this case, had pointed out that it had assigned 
for hearing, with certain complaints, that part of docket No. 
17000 relating to rates on grain and grain products, including 
proportional rates from the various western markets to Chicago 
and related gateways. They said the schedules in the instant 
proceeding contained proportional rates from Minneapolis to 
trunk line destinations and did not involve rates to Chicago and 
related gateways. 

“It is therefore apparent that the question before the Com- 
mission in the instant proceeding could not be disposed of in 
docket No. 17000. Moreover, it should not be,” they added. 

The petitioners pointed out that Commissioner Aitchison, in 
his dissenting views, in which he was joined by Commissioners 
Woodlock and Taylor, said that in No. 17000 the prime question 
had to be the general rate level and that individual situations 
could not be adequately presented or considered in such a 
proceeding. However important, Mr. Aitchison said, local situa- 
tions would be dwarfed by the broad sweep of vision necessary 
in a general investigation of such comprehensive scope. 

As reason for bringing in the Hoch-Smith matter the peti- 
tioners referred to intimation made, as they said, by the ma- 
jority, that proportional rates to Chicago were before the Com- 
mission in No. 17000. The petitioners suggested that when the 
three commissioners mentioned made their remark about the 
broad sweep of vision necessary they gave good and sufficient 
reasons why the instant proceeding, which was an individual 
situation, should not be merged with No. 17000. 


PETITIONS FOR REHEARING, ETC. 


The defendants in No. 16029, Florence Chamber of Com- 
merce vs. Illinois Central et al., and No. 15944, Forence Chamber 
of Commerc¢ vs. Louisville & Nashville, have asked the Com- 
mission for rehearing and reargument and postponement of the 
effective date of the order therein. 

The protestant in I. and S. 2662, pitch and tar between points 
in C. F. A. territory, and I. and S. 86, Public Utilities Commission 
of Ohio, has asked the Commission to grant a reargument, or 
reconsideration on the record, and to modify the order therein. 

The Consolidated Cement Corporation, a party to complaint 
of Iola Cement Mills Traffic Assn. vs. Santa Fe et al., No. 15117, 
has asked the Commission for reargument before the Commission 
and postponement of effective date of order pending such re- 
argument. 

The complainant in No. 15445, the McCormick Warehouse 
Co., Inc., vs. Pennsylvania, has asked the Commission to grant 
a rehearing therein. 

The complainant in No. 17643 (Sub. Nos. 1 and 2), William 
Fraser, Jr., Inc., vs. Atlantic Coast Line et al., has asked the 
Commission to grant a rehearing therein. 

The complainants in No. 16864, and Sub. No. 1, and 17215, 
and Sub. No. 1, J. R. Beggs & Co. et al. vs. Baltimore & Ohio 
et al., have asked the Commission for modification of findings 
and order therein. 

The Barrett Co., one of the protestants in I. and S. 2662, In 
re Proposed Advances in Rates on Tars and Pitches in Central 
Freight Association Territory, has asked the Commission for 
reargument and reconsideration. 

The Fort Worth Freight Bureau, Fort Worth Chamber of 
Commerce, and Texas Wholesale Fruit & Vegetable Dealers’ 
Association, protestants in I. and S. 2767, Stop-over Transit 
Privilege on Cranberries at Points in Texas, have asked the 
Commission for reopening and reconsideration upon the present 
record. 

The complainants in No. 14968, The Victor-American Fuel 
Co. et al. vs. Denver & Salt Lake et al., have asked the Com- 
mission to dismiss defendants’ petition for rehearing and for 
oral argument. 

The Lehigh Portland Cement Co., intervener, in No. 15117, 
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Iola Cement Mills Traffic Association et al. vs. Santa Fe et al., 
has filed a petition in support of petition of Missouri Portland 
Cement Co. for reargument and postponement of effective date 
of order. 

The St. Marys Railroad, by A. D. Strobhar, its president, 
has asked the Commission to modify its findings and order in 
No. 16295, Fertilizer and Fertilizer Materials between Southern 
points, concerning rates to and from points on the short and 
weak lines. 

The complainants in No. 16864 et al., J. R. Beggs & Co. et al. 
vs. Baltimore & Ohio et al., have asked the Commission for 
argument before the full Commission or reargument before 
division 3. 

The complainant in No. 18146, The Continental Oil Co. vs. 
Santa Fe et al., has asked the Commission to grant a reopening 
and oral hearing therein, and to substitute Continental Oil Co., 
a Maine corporation, as complainant. 

The Postmaster General has asked the Commission for re- 
hearing and for a revised finding as to the fair and reasonable 
rates for transportation of mails and for permission to submit 
certain material evidence, in No. 9200, Railway Mail Pay. 

The defendant carriers in No. 14323, Cities of Marshall and 
Jefferson, Tex., vs. Texas & Pacific et al., participating in rates 
by all-rail routes from New Orleans and the defined territories 
to Marshall and Jefferson, Tex., have asked the Commission to 
reopen this proceeding for reconsideration, in so far as it re- 
lates to these defendants, and upon reconsideration that a find- 
ing and order be entered denying reparation on any shipments 
which have moved over the lines of these defendants in the 
reparation period. ~ 

The El Paso Freight Bureau, intervener in No. 16022, Arkan- 
sas Jobbers & Manufacturers’ Assn. vs. Santa Fe et al., has 
asked the Commission for rehearing therein. 

The defendants in No. 16757, Jessup & Moore Paper Co. 
vs. Boston & Albany et al., have asked the Commission to grant 
reargument therein. 


The Baltimore & Ohio, one of the defendants in No. 15329, 
Pennsylvania Sand & Gravel Producers Assn. et al. vs. Baltimore 
& Ohio et al., has asked the Commission to reconsider and 
modify its order therein. 


The complainant in No. 17266, National Tinsel Manufactur- 
ing Co. vs. Chicago & North Western et al., has filed a sup- 
plemental petition for rehearing or reargument therein. 

The Badger Lumber & Coal Co. and other complainants in 
No. 17661, Badger Lumber: & Coal Co. et al. vs. Santa Fe et al., 
have asked the Commission to reopen said proceeding for re- 
consideration of the question only of allegation of violation of 
section 6 of the interstate’ commerce act. 


Andrew W. Mellon, Director-General of Railroads, has asked 
the Commission to reopen No. 17055, American Smelting & 
Refining Co. and Omaha Box Co. vs. Director-General, as agent, 
for reconsideration, or for reargument and reconsideration. 


Wilson & Co., Inc., Wilson & Co., Inc., of Kansas, Albert 
Lea Packing Co. and Morton Gregson Co., parties to No. 14771, 
John Morrell & Co. et al. vs. New York Central et al., and 
related cases, have asked the Commission for reopening and 
reargument in respect of reparation, on fresh meat. 


The Cudahy Packing Co., party to No. 14771, John Morrell 
& Co. et al. vs. New York Central et al., and.consolidated cases, 
has asked the Commission for reopening thereof on the question 
of reparation on fresh meats. 

Swift & Co., Plankinton Packing Co., Oamha Packing Co. 
and Iowa Packing Co. have asked the Commission for recon- 
sideration, rehearing, or modification of its decision’ in No. 


14771, John. Morrell & Co. vs. New York Central Railroad, and 


consolidated cases, in so far as reparation on fresh meats, car- 
loads, is concerned. 


RATES ON SLAG 


..Hearing in docket 17817, Chicago Gravel Company and 
others against the A. T. & S. F. and others (further hearing 
solely with respect to the allegation of undue prejudice and 
undue preference against complainants in favor of producers 
of slag at Joliet, Ill.), was held in Chicago before Examiner 
Fuller March 25. H.M. Slater and W. C. Kaylor, of the Illinois 
commission, sat with him, as the state case, docket 15878, was 
heard jointly with the interstate case. 

In the commission’s order in 17817 it raised the rate on 
slag from Joliet to Chicago and Gary from 38 cents a ton to 
65 cents, placing it on a parity with sand and gravel—which 
was increased from 50 cents to 65—on the theory that the 38- 
cent rate was prejudicial to shippers of sand and gravel. The 
hearing was reopened on the petition of the Illinois Slag and 
Ballast Company, an: intervener. 

H. P. Holland, superintendent of the blast furnaces of the 
Wisconsin Steel Works, explained the operation of a blast fur- 
nace and the production of slag. He said slag was a waste 
product created in the production of steel and that the necessity 
for disposing of it was a serious problem to the steel mills. 
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He said his company paid a contractor $15 a car for taking slag 
away. , 

William C. McKee, general superintendent, Federal Furnace 
Plant of the Bi-Products Coke Corporation, Ervin Rule, super. 
intendent, South Chicago Works, Youngstown Sheet and Too| 
Company, and William J. Rossman, superintendent of trans. 
portation, Inland Steel Company, gave similar testimony. My. 
McKee said disposal of the slag was an essential part of the 
production of steel. He said his plant had operated a crushing 
mill for its disposal previous to 1917, but that, in that year, 
the plant had burned and since then it had been required to 
pay to get rid of it. He said his plant would not be able to 
operate more than 18 months unless it was able to dispose of 
its slag, and that it was building a new crushing mill, involving 
an investment of approximately $250,000 in hopes that it would 
be able to “break even” on its disposition. 

James A. Parsons, superintendent, Illinois Slag and Ballast 
Company, described the processes involved in the removal of 
slag from the pile at the steel mill, its removal to the plant 
of his company, and the crushing of it. He said slag was much 
more destructive to all the equipment involved than was sand 
or gravel. 

Emil G. Seip, president, Calumet National Bank, and, pre. 
vious to 1925, president, Illinois Slag and Ballast Company, gave 
testimony with reference to the market for slag and the com- 
petition. He said it was used for concrete work, ballast, road 
work, and filling, and was in competition with gravel and 
crushed stone, but that its sale for such work required the 
education of customers, due to the natural prejudice against it 
as a waste product. He said few state or city boards included 
it in their specifications for such work as required the use of 
a coarse aggregate. He said the intervening company was the 
only plant of the sort in the Chicago territory. 

L. E. McDermut, president, Illinois Slag and Ballast Com- 
ny, gave further testimony concerning production and sale. 
e said that, in bidding for jobs, his company customarily found 

it necessary to make a price concession of from 20 to 30 cents 
a ton, and that it had found it necessarly to go into the con- 
tracting business to dispose of its product. 

G. W. Renwick, sales manager, Chicago Gravel Company, 
said slag competed in all respects for concrete and building 
work, and gave the details of his experience in that connection. 
He said gravel was under a similar handicap with relation to 
crushed stone as that claimed regarding slag from the point of 
view of educating prospective customers. He said that, while 
slag at the steel mill might. be regarded as a refuse or waste 
product, the commercial product, crushed and’'screened, as pre- 
pared by the plant of the intervener, could not be so regarded. 

Walter E. McCornack, representing the Chicago Gravel Com- 
pany, said he was not opposed to the slag producer obtaining 
any adjustment of rates possible, but that he felt that slag and 
gravel should be on the same basis. He said he was not con- 
tending that the 65-cent rate to Chicago was a proper rate. 


COAL SURVEY MADE 


A survey as to the possible bituminous coal production after 
April 1 in the event of a stoppage of mining in the union fields 
after that date has been competed by the car. service division 
of the American Railway Association in connection with -its 
problems of car distribution. i 

The average weekly production of bituminous coal, according 
to the survey, of both union and non-union mines for the past 
four years for the period from April 1 to September 30, amounted 
to 9,401,000 tons. This included 1926, when there was a heavy 
export movement of bituminous coal due to the strike of Brit- 
ish miners. 

Bituminous coal actually produced by mines operated by 
non-union labor for the week ended December 4, 1926, amounted 
to 8,261,852 tons. In that week, non-union mines, having a car 
rating per week equal to 1,502,316 tons, were not in operation. 
With those mines in operation, the potential production would 
be 9,764,168 tons, or a production of 363,168 tons ‘in’éxcéss of 
the weekly average for the past four years. sea 

The survey of the car service division shows that the car 
supply and transportation service will be wholly adequate to 
take care of any output that may be produced, according to 
the division. 


COAL PRODUCTION AND SHIPMENT 
The production of soft coal the week ended March 19 was 


_ estimated by the Bureau of Mines of the Department of Com- 


merce at 12,958,000 net tons, a decrease of 820,000 tons as com- 
pared with that for the preceding week. This was the first time 
since October 23, 1926, that the production in any full-time week 
had fallen below the 13,000,000 ton mark. Anthracite produc- 
tion was estimated at 1,432,000 net tons, a decrease of 56,000 
tons as compared with the output for the preceding week. 

Tidewater bituminous coal shipments the week ended March 
19 were reported as follows: From Hampton .Roads, 511,218 
net tons, of which 299,270 tons were for New England delivery; 
from Charleston, S. C., 18,859 net tons. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter ° 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of New Hampshire, Hillsborough.) Where 
charges presented to and paid by consignee of interstate freight 
shipment, on his receipt thereof, were less than _ the 
established rate, he is liable for the undercharge, carrier not 
being estopped, as this would result in discrimination, which 
under any circumstances is forbidden.—Director-General of Rail- 
roads vs. McCormack, 136 Atl. Rep. 253. 

(Circuit Court of Appeals, Fourth Circuit.) “Abandonment” 
of portion of right-of-way claimed by municipality, which would 
preclude railroad from asserting title thereto, involves more 
than mere nonuser, in that there must be an intention on part 
of railroad to abandon.—Williams, Meyer et al. vs. Atlantic Coast 
Line R. Co., 17 Fed. Rep. (2d) 17. 

Railroad’s. permitting public to travel on parts of right-of- 
way not needed by it does not constitute abandonment thereof. 


' —Ibid. 


(District Court, W. D., Louisiana, Lake Charles Division.) 
Interstate commerce act. sec 1 (4), as amended by transporta- 
tion act 1920, sec. 400 (Comp. St., sec. 8563), makes it the duty 
of carriers to establish through routes, and in case of joint rates 
to establish just and equitable divisions thereof. Section 15 (6) 


a as amended by section 418 (Comp. St., sec. 8583), authorized 


the Interstate Commerce Commission, after hearing, to change 


-such division on a finding that the division in force is unjust 


and inequitable, and, “in cases, where the joint rate * * * 
was established. pursuant to a finding or order of the Commis- 
sion,’ it may make its order changing the division retroactive. 
Held that, where the rate in question was a changed rate, put 


: into ‘effect. by the carriers themselves, but under authority 


granted by the Commission, it was established “pursuant to a 
finding or order of the Commission,” within the meaning of the 
statute, and that in making a new division the Commission had 
power to make the change effective from the date of institution 
of the proceedings for that purpose.—Brimstone R. & Canal Co. 
vs. United States et al., 17 Fed. Rep. (2d) 165. 


°, 
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-Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 
(Supreme Court, Appellate Division, First Department.) 


. Under Carmack amendment to interstate commerce act (U. S. 


Comp. St., secs. 8604a, 8604aa), initial carrier may interpose 
against shipper or his assigns any facts which would defeat 
shipper’s claim against connecting carriers, had such carriers 
been sued directly by shipper in action at law.—Dalzell vs. Ore- 
“ras R. & Nav. Co., State Bank vs. Same, 219 N. Y. S. 

if 
In equity, principal required to pay surety’s debt to insolvent 


‘creditor will ordinarily be allowed to set off creditor’s debt to 
‘» Surety.—Ibid. 


Initial carrier may interpose set-off belonging to delivering 
carrier. against claim of insolvent shipper arising under Carmack 
amendment to interstate commerce act (U. S. Comp. St., secs. 
8604a,: 8604aa) against initial carrier for damages to shipment 
caused by delivering carrier.—Ibid. 

(Supreme Court of Appeals of West Virginia.) In a suit by 
a consignee of perishable goods against the carrier for damage 
to the goods in transit, by reason of negligence alleged against 
the carrier, it must appear that the negligence relied upon 
occasioned the damage before recovery can be had. There must 
be a causa connection between the negligence proved and the 
damage claimed.—Lyon vs. Norfolk & W. Ry. Co., 136 S. E. 


Rep. 694. 


CARRIAGE OF LIVE STOCK 

(Supreme Court of Iowa.) Railroad held not liable for dam- 
ages for delay in shipment of stock caused by washout, evidence 
showing that defendant had unloaded stock at best point avail- 
able for watering within 36-hour period prescribed by federal 
Statute (U. S. Comp. St., sec. 8651), fact that if railroad had 
continued shipment up to 36-hour limit delay would not have 
been caused not fixing liability on railroad because of lack of 
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good watering facilities other than at place used.—Canady & 
Hodges vs. Chicago, R. I. & P. Ry. Co., 212 N. W. Rep. 322. 

(Kansas City Court of Appeals, Missouri.) Contract be- 
tween shipper of cattle and carrier, naming consignee as C—— 
Bros. Commission Company, destination, Chicago, Ill., route “Kan- 
sas City, Santa Fe Railway, care of C—— Bros.,” held ambiguous 
on question whether shipper was entitled to privilege on Kansas 
City market, and parol evidence admissible in explanation of 
its terms.—Bailey vs. St. Louis & S. F. Ry. Co., 290 S. W. Rep. 
630. 

In action against carrier by shipper of cattle, for alleged 
violation of contract for shipment to Chicago with privilege of 
Kansas City market, refusal of directed verdict for defendant 
on ground that contract did not entitle shipper to benefit of 
Kansas City market held not error, in view of ambiguity in 
contract and evidence in explanation thereof.—lIbid. 

In cattle shipper’s action against carrier, instruction that 
shipper whose cattle were consigned to. Chicago was entitled 
to benefit of Kansas City market held improper, in view of am- 
biguity in contract and evidence in explanation thereof, raising 
question for jury.—Ibid. 

Construction of a written contract is for the court, in ab- 
sence of any ambiguity as to the intent thereof.—lIbid. 

In action for carrier’s failure to give shipper of cattle to 
Chicago benefit of Kansas City market, instruction permitting 
plaintiff to recover loss from being forced to sell on Chicago 
market, if he was entitled to privilege of Kansas City market, 
held not erroneous.—Ibid. 

In action by shipper of cattle to Chicago for railroad’s failure 
to allow privilege of Kansas City market, it was not error to 
permit plaintiff, in testifying to weight, sale, and market price 
of catte in Chicago, to refresh his memory from account sales 
which he had receivel by mail from Chicago firm.—Ibid. 

In action by shipper of cattle to Chicago for failure of carrier 
to allow benefit of Kansas City market, where it. was shown 
that government reports of Chicago market were posted on 
bulletin board in Kansas City Live Stock Exchange building, 
held testimony of member of such exchange as to condition of 
Chicago market, based on such reports, was admissible only if 
the reports were written in chalk or otherwise and afterwards 
erased, since written or printed bulletins tacked on beard should 
have been produced.—lIbid. 


In action for damages to shipment of cattle, it was not error 
to permit plaintiff’s counsel, at opening of trial, to read petition . 
in hearing and presence of jury.—lIbid. 

Pleadings, except when offered by the opposite side as ad- 
missions, are not for the consideration of the jury.—lIbid. 


oo 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


2, 
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(District Court, N. D., California, S. D.) In suits for cargo 
damage, and order permitting libelants to inspect the vessel, a 
considerable time after the voyage, refused.—Sullivan vs. Dollar 
S. S. Line et al., Lewin vs. Same, 17 Fed. Rep. (2d) 206. 

While the powers of a court of admiralty may not be con- 
fined within the limits of promulgated rules, they will not be 
extended, unless on a convincing showing of necessity.—Ibid. 

(District Court, S. D., New York.) Funds in hands of re- 
ceiver may be subjected to rights of creditors equa, if not su- 
perior, to those of general average claimant, and court cannot 
order payment to general average adjusters, prior to proof of 
all claims.—Colton vs. New York & Cuba Mail S. S. Co., 17 Fed. 
Rep. (2d) 208. , 

Money due to steamship company in receivership on general 
average adjustments is subject to claims of persons who, in any 
of such general average adjustments, are entitled to receive 
money from steamship company, which failed to turn over de- 
posits to adjusters.—Ibid. 

(District Court, E. D., Louisiana.) In order to constitute a 
contract, there must be a measurable and absolute undertaking 
to do or not to do some express and definite thing.—Mexican 
Petroleum Corporation. of Louisiana, Inc., vs. North German 
Lloyd, 17 Fed. Rep. (2d). 113. 

Contract by established business concern for shipment of 
available material to each steamer, agreeing to load material; 
held not lacking in mutuality, and enforceable against either 
party, since it is not dependent on mere expectation nor ‘on 
potestative condition.—Ibid. 

An admiralty court, in determining a controversy over am- 
biguous maritime contract, is not limited to evidence ordinarily 
admissible in court of law.—lIbid. 

(District Court, S. D., New. York.) Liability for injuries to 
chartered lighter rests primarily.on one who placed and kept 
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her in an obviously unsafe position.—Soderberg vs, Atlantic 
Lighterage Co. et al., 17 Fed. Rep. (2d) 180. 

Where charter provides that charterer will return barge at 
end of term in as good order as when taken, except for ordinary 
wear and tear, charterer is secondarily liable for injury occa- 
sioned by another to whom it intrusted her.—Ibid. 

(Circuit Court of Appeals, Fifth Circuit.) Evidence held fo 
show that stranding of barge was caused by negligence of char- 
terer and towboat company, in intentionally taking barge out of 
ship channel to prevent current of river from forcing it against 
opposite side of channel.—Galena Nav. Co. et al. vs. Sinclair 
Nav. Co., 17 Fed. Rep. (2d) 9. 

That other repairs were made to barge did not relieve char- 
terer and towboat company, whose negligence caused stranding 
of barge, of incidental expense necessitated by their negligence, 
but owner was not entitled to make profit out of injury, and 
was therefore not entitled to allowance for painting bottom of 
barge, not necessitated by accident or by resulting exposure.— 
Ibid. 

Evidence held to show that two of barge’s plates were in- 
dented by stranding of barge, resulting from negligence of char- 
terer and towboat company, and owner was entitled to allowance 
for cost of replacing them.—Ibid. 

In suit by owner of barge against charterer and towboat 
company for damages resulting from negligent stranding of 
barge, absence of any evidence that protest was made at time 
of stranding, or ever existed, held complete justification for re- 
fusing to dismiss case for suppression of facts favorable to 
defendants.—Ibid. . 





FOURTH SECTION FINE IMPOSED 


The Commission has been advised that the Chicago, Rock 
Isand & Pacific has entered a plea of guilty to an indictment 
charging violations of section 4. The indictment was returned 
at Little Rock, Ark., on October 19, 1926, and alleged that the 
carrier had charged a greater compensation for the transporta- 
tion of grain from points in Oklahoma to Little Rock than to 
Memphis, Tenn. A fine of $1,250 was imposed by the court. 





STATE COURT OVERCHARGE JURISDICTON 


That state courts have jurisdiction in cases involving over- 
charges on interstate shipments of freight was the finding of 
the Alabama Supreme Court in its disposal of the case of W. L. 
Shepherd Lumber Company against the Atlantic Coast Line, 
announced March 24. It reversed the decision of the circuit 
court on the facts and remanded the case for further trial. The 
circuit court had given a verdict in favor of the railroad. The 
case involved charges on a carload of lumber shipped from 
LaPine, Ala., by the complainant, to Roanoke, Va., and there 
reconsigned to Perth Amboy, N. J. A combination rate of 50.5 
cents was charged. It was complainant’s contention that the 
lawful rate was the through rate of 48 cents. The shipment 
went via the Atlantic Coast Line to Roanoke and was there 
turned over to the Pennsylvania. On receipt of the order of 
reconsignment, the Atlantic Coast Line gave the complainant 
a new bill of lading on itself. 


U. S.-CANADIAN REPARATION 


Attorneys interested in the matter have been advised that 
the United States Circuit Court of Appeals for the seventh cir- 
cuit will certify to the Supreme Court of the United States, with- 
out deciding the case, questions in connection with No. 334, News 
Syndicate Co., Inc., plaintiff in error, vs. New York Central, de- 
fendant in error. The case came to the court of appeals from 
the northern district of Illinois, eastern division. (See Traffic 
World, February 19, p. 477.) 

Three questions are to be sent to the highest tribunal for 
its opinion to guide the circuit court of appeals in disposing of 
the matter. They have not yet been formulated. Care is to be 
taken in the formulation of the questions so that they will result 
in the production of answers that will clear up the primary 
query, which is as to whether the Commission has jurisdiction 
to award reparation on shipments made on a joint rate from a 
point in Canada to the United States which rate the Commis- 
sion finds unreasonable. In this particular case the Commission 
found unreasonable a rate of 37 cents on newsprint paper from 
Thorold, Ont., to New York City, 95 I. C. C. 66. The Commis- 
sion awarded reparation in the form used in such cases, that is, 
against the carriers subject to its jurisdiction and on the traffic 
also subject to its jurisdiction, on the holding that the liability 
under joint rates is joint and several. 

The lower court dismissed the bill on demurrer by the car- 
rier, the demurrer being grounded on the assertion that the 
order of the Commission was “null and“*void for want of juris- 
diction because the said order deals solely with transportation 
charges on newsprint paper consigned from a point or points 
a = Dominion of Canada to a point or points in the United 

ates.” 


LUMBER SHIPMENTS 


While there was a slight decrease in new. business last 
week, as compared with the preceding week, there was prac- 
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tically no change in production and shipments, according to 
telegraphic reports received by the National Lumber Manufac- 
turers’ Association, for the week ended March 26, from 332 of 
the larger commercial softwood mills of the country. When 
compared with the corresponding period a year ago, however, 
there are decreases in all three items, that are not to be ac- 
counted for by the small number of reporting mills. Reports 
received from 143 hardwood operations show no noteworthy 
change from the week before; in comparison with the same 
period last year there was a slight decrease: in production, 
shipments were about the same, and a big increase in new 
business. 


The following table compares the lumber movement, as 
reflected by the réporting mills of seven softwood, and two 
hardwood, regional associations, for the three weeks indicated; 
000s omitted: 


Correspondin Preceding Wk., * 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood. wood ~~ wood 

WE Ss hackowie 311 143 346 142 315 136 

Production . -181,909 20,279 236,158 22,206 182,431 21,270 

Shipments ....196,745 22,949 237,471 22,756 196,446 22,725 
Orders (New 

eee 199,967 25,577 233,007 18,599 207,758 24,304 





*Fewer west coast mills are reporting this year; to make allow- 
ance for this add 26,000,000 to production, 25,000,000 to shipments and 
27,000,000 40 orders in comparing softwood with last year. 


The following revised figures compare the lumber -move- 
ment of the same regional associations for the first twelve weeks 
of 1927 with the same period of 1926; 000s omitted: 


Production Shipments Orders 
— Hard- Soft- Hard- Soft- Hard- 
od wood wood wood wood wood 
re 2,217. 786 351,341 2,248,420 344,624 2,411,224 358,807 
1926 ........2,577,282 307,872 2,691,388 300,528 2,789,277 314,102 


COMMODITY STATISTICS 


Class I railroads in 1926 originated 1,336,527,792 tons of 
freight, an increase of 7.16 per cent over the tonnage originated 
in 1925, and carried 2,452,786,401 tons, an increase of 6.45 per 
cent over tonnage carried in 1925, according to a summary of 
freight commodity statistics issued by the Bureau of Statistics 
of the Commission. The detailed statistics for December, 1926, 
and December, 1925, and for 1926, and 1925, by groups of com- 
modities, for the country as a whole, follow: 





Classes of Commodities (1) ) (3 
Products of agriculture .......... 36,896,767 37,753,683 *2.32 
Animals and products............ 7,359,277 7,382,758 #32 
lee ee eee 211,562,242 172,168,102 22.88 
Products Of f0Feste... «6:05.06... 24,434,284 24,913,612 *1.96 
Manufactures and miscellaneous. 70,392,190 71,174,246 ai 
CS eS ey eee - 10,001,859 10,386,519 *3.85 

NE Orin ciate bees ccwes vate. 360,646,619 323,778,920 11.39 

Total tons carried 

Products of agriculture .......... 68,860,739 71,184,644 *3.37 
Animals and products............ 12,860,604 12,909,501 * 38 
Products of mines........ Ritewoes 375,325,101 318,295,524 17.92 
Products .of forests........6.cccecss 47,797,717 49,606,919 yo 
Manufactures and miscellaneous. 138,348,933 139,781,803 *1.04. 
i En Ce Ta GRO oe ccrsciccecssiss 17,557,542 18,117,947 *3.19 

WUE Ads cope vetoes coee wenenawn 660,750,636 609,896,338 8.34 


cael of eae Originated 


“I-10 DO 
AXonrcwnon 





(4) ( « 
Products of agriculture .......... 111,787,179 109,313,068 2. 
Animals and products............ 26, 244° 068 26,323,842 ad 
PGGCES OF MUNER. 2.0. c cc cccccecs 758,064,458 678,336,071 ti. 
Proaucts Of forests... ..vsceccee 104; 858,549 107,391,084 *2. 
Manufactures and miscellaneous. 296,075,910 285,290,606 "3. 
All i. C. L. freight. ..2.. pr SAS 39,497,628 40,586,944 $2. 
ME 0.53 600d 6s ote sa esGeal 1,336,527,792 1,247,241,615 7.16 
Total tons carried 
Products of agriculture ....,..... 222,428,819 5,124,520 3.40 
Animals and products 46,824,330 46,314,799 1.10 
Products of mines......... .+++ 1,338,093,897 pe 212, 013,894 10.40 
ProGucts: of IOreasts. .... 0... +0606 201,670,174 210, 076,838 *4.17 
re ae Oy — pee 575, 472, 495: 552,543,934 4.15 
A ta CO. Ex. SPORNE 8 icc ctes 68, 296, 686.: 68,200,761 14 
2 RYT pare Rone eee 2,452,786,401 2,304,274,746 6.45 





(1) Quarter ended Dec. 31, 1926. (2) Quarter ended Dec. 31, 1925. 
(3) Per cent of increase, 1926 over 1925. (4) Year ended Dec. 31, 1926. 
(5) Year ended Dec. 31, 1925. *Decrease. ; 


GRADE CROSSING ACCIDENTS 

In connection with its campaign to reduce grade crossing 
accidents, the American Railway Association has announced 
plans for a nation-wide essay contest among school and college 
students, with three cash prizes of $250 each, for the best essays 
on suggestions for preventing such accidents. The essays are 
to be sent to J. C. Caviston, secretary of the safety section of, 
the American Railway Association, at 30 Vesey street, New York 
City, not later than June 1. 
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Industrial Traffic Administration 


Thirty-fourth of a Series of Thirty-Six Articles on This Subject Written for The Traffic World, 
by G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Freight Claims—Part V—Claim Regulations and Organizations 


Claims or loss or damage may be filed against either the 
originating or delivering carrier when several lines participate 
in the handling of a freight shipment over a joint route. Ordi- 
narily, loss and damage claims are presented by the owners of 
the property lost or damaged, while overcharge claims are pre- 
sented by those paying or bearing the unlawful freight charges. 

“It is the duty of the carriers, provided the claims are pre- 
sented within the time limit of six months on domestic traffic 
or of nine months on export traffic after delivery or a reasonable 
‘time of delivery, to investigate the claims thoroughly. If the 
claims are found to be proper, it is the duty of the carriers to 
pay them’ promptly.t Claims, however, must not be paid with- 
out investigation of their legitimacy. The payment of claims 
without investigation is specifically forbidden by the Interstate 
Commerce Commission, and the adoption of such a policy makes 
the offending carrier liable to prosecution for violation of the 
interstate commerce act. 

The Commission has expressed itself in no uncertain terms 
on this subject in two important conference rulings. Conference 
Ruling No. 462, April 25, 1914, lays down the principle that a 
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Figure Bo. I. 


carrier cannot shiéld itself from responsibility in paying a claim 
by accepting the authority of a connecting line to pay it. The 
carrier -itself must ascertain-the lawfulness of the claim and 
allow: it: or not:allow it on the basis of its own investigation. 

This is not to be understood, however, as requiring each 
carrier interested in the claim to make an independent inves- 
tigation. The rules governing the direct investigation of claims 
are embodied in thé fuleS of the Freight Claim Association, 
now the’ Freight Claim Division of the American Railway Asso- 
‘ciation. The carrier. against which a claim is presented under- 
takes to make .the investigation for itself and for the other car- 
riers‘ ‘concerned in the joint movement out of which the claim 
arisés.° ‘This action is approved by the Commission. as a means 
of expediting the adjustment of claims. “In all cases, however, 
the investigation so made must be thorough and must disclose 
a lawful basis for payment before the claim is adjusted,” it says. 

The Commission previously, in Conference Ruling No. 236, 
November 23, 1909, had expressed itself on the legality of the 
practice, of paying claims in advance of investigation. The 
-CommisSion held in this ruling that it was not a proper practice 
‘for railroad companies to adjust claims immediately on pres- 
entation and without investigation. The fact that the shippers 
might give bonds to secure repayment in case, on subsequent 
examination, ‘their claims proved to have been improperly ad- 
justed, was ‘held insufficient to justify the practice. “Carriers 
‘that have.adopted ‘this practice will be expected to promptly 
‘discontinue it.”? The attitude of the Commission with reference 
to the payment of claims by carriers without investigation has 


1$ee Uniform Bill of Lading, Section 2, paragraph b. 
- *See Conference Rulings of the I. C. C., Rulings Nos. 15, 68, 236, 


been amplified by the decision of the Supreme Court of the 
United States. It held such payments to be illegal in the case 
of the Charleston and Carolina Railroad versus the Varneville 
Company.’ 
Safeguarding Claim Practices 
The acts of Congress, the rulings of the Commission, and 


the efforts of organizations of carriers and shippers have been 
directed toward the enforcement of reasonable and proper rules 
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and regulations to govern the presentation, investigation, and 
payment of claims so that the best interest of all may be served. 
The number of documents, the preciseness of their preparation, 
the time consumed in investigation, and the degree of care in 
paying the claims may appear, at first glance, to be useless 
technical obstacles in the paths of claimants. Carriers and 
shippers alike must assure themselves of the validity of the 
claims and protect themselves against the improper presentation 
or the improper payment of claims involving the refunding of 
money, which would result in lower transportation rates being 
paid by some shippers or consignees than are paid for similar 
transportation service by others. This would amount to. re- 
bating. ei 
Carriers or their agents failing to observe these precautions 
as to proper payment of claims, so that certain shippers or 
consignees, obtain the benefit of illegal transportation charges, 
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are liable to fine and imprisonment, if the offenses are proved 
to have been willful. 

The interstate commerce act, as amended, provides, in this 
connection: 


Any common carrier subject to the provisions of this act, or, 
whenever such common carrier is a corporation, any officer or agent 
thereof, or any person acting for or employed by such corporation, 
who, by means of false billing, false classification, false weighing, or 
false report of weight, or by any other device or means, shall know- 
ingly and wilfully assist, or shall willingly suffer or permit, any per- 


3237 U. S. 597. 
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sgh ‘Gr persons tw vubtain transportation for property at less than the 
regular rates than established and in foree on the line of transporta- 
tion of such common carrier shall be deemed guilty of a misdemeanor 
and shall upon conviction—be subject to a fine of not exceeding five 
thousand dollars or imprisonment in the penitentiary for a term of 
not exceeding two years, or both, in the discretion of the court for 
each offense. 


The act applies the same fine and imprisonment penalties 
to shippers found guilty of receiving such improper rates by 
any form of wilful false statement, including fraudulent claims.‘ 


Railroad Freight Claim Departments 


Freight claim adjustments are handled by claim departments 
located in the general freight, accounting, and legal departments 
of the carriers. It was customary for the claim department to 
be attached to the general freight or traffic departments of the 
larger rail carriers, but within recent years several large roads 
have placed the handling of loss and damage claims with the 
claim department, which functions as a part of the legal de- 
partment or of the general freight department. Overcharge 
claim adjustments are often given to a sub-department of the 
accounting department, reporting in many instances to an auditor 
of freight receipts or other general accounting officer. 

The freight claim department is usually under the direction 
of a freight claim agent and several assistant freight claim 
agents if the road’s business is of considerable volume. 


These assistants may be assigned to separate phases of the 
work or they may have jurisdiction over the various territories 
served by the carriers. Each territorial department is organized 
along lines similar to the mode of organization in the principal 
office. There is usually a chief clerk with jurisdiction over the 
clerical work; a chief investigator handling the field inspection 
work; an over, short, and damage bureau to handle over, short, 
and damaged freight; a chief inspector to supervise the inves- 
tigation of claims; a tracing bureau to trace freight; an un- 
claimed bureau or sub-department to attend to shipments of 
freight on hand without marks, to attempt to associate “over” 
freight on hand with “short” billing, and to arrange for sales 
by auction or otherwise of unidentifiable or refused freight after 
the expiration of the time provided in the uniform bill of lading; 
and a force of field inspectors to investigate car records, seals, 
the causes of damage, pilferage, delay, and to trace losses 
through the records of the local freight office and with claimants. 

Figure No. 1 is a typical carrier claim organization in which 
loss and damage claims are handled separately from overcharge 
claims. 

In the overcharge claim department or bureau, the typical 
organization has a chief clerk, with clerks subordinate to him 
in charge of desks handling rates, checking weights, and cor- 
recting errors in extension, and investigators who verify over- 
charge records, and special investigators whose duty it is to 
attempt to eliminate the causes of claims at the local stations, 
transfers and at other places where claims arise. See Figure 
No. 2. 

Both the freight claim department and the overcharge de- 
partment or bureau of the accounting department have voucher 
‘clerks under a head or chief voucher clerk. These employes 
verify the amounts of claims after liability has been established 
and prepare the vouchers in favor of claimants for the amounts 
settled on. The vouchers are drawn, usually, on the treasury 
departments of the carriers. 

The local freight agents, though really members of the op- 
erating departments of the roads, are constructive members of 
the carriers’ loss and damage and overcharge freight claim or- 
ganizations. When a car is discovered, on arrival at destination, 
to contain more freight than is listed in the waybill, or when 
freight is received without billing, the receiving agent’s clerical 
staff makes out an “over report” which identifies the waybill, 
car, train, seal record, and train conductor’s name. This re- 
port usualy contains two series of inquiries to be answered, re- 
spectively, by the forwarding and delivering agents. 

Should a car arrive with less freight, or if a waybill is 
received covering more freight than the quantity received, the 
receiving agent’s office makes out a “short report.” 

When freight arrives in a damaged condition, the receiving 
agent’s force makes out a “damaged” or “bad order” report. 
There is also a form for report of freight stolen and one for 
refused or unclaimed freight. 

These reports are handled variously on different lines, but 
in all cases they constitute a part of the evidence used by the 
carriers freight claim department in adjusting freight claims. 

The local freight agents of the carriers also send out 
“tracers” to locate short freight and to fix responsibility for 
damaged freight. They send “refused” or “unclaimed freight” 
reports to the freight claim agents. The local agents also for- 
ward to these general offices any claims the former may receive 
from claimants. 

In case of concealed loss or damage claims, the agents are 
usually obliged to send in special reports which have been 
standardized by the freight claim division of the American Rail- 
way Association. When concealed loss or damage is reported 
to the local freight agents arrangements are made for inspection 





*Section 10, paragraph 3. 
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of property so as to give the carriers an opportunity to verify 
immediately the damage or loss complained of. 

In the event the freight claim department of the carriers 
refuses to settle claims and the claimants bring suit against 
the railroad companies, the cases are turned over to the legal 
departments for defense. The freight claim departments co- 
operate with the legal departments by submitting facts on which 
the companies’ attorneys base their cases in the courts. 


Claim Settlement Between Railroads 


The claimant’s interest in a freight claim naturally ceases 
when the claim is settled by the carrier to which it is presented. 
When the claim arises out of an interline shipment it becomes 
necessary for the amount to be apportioned among the carriers 
participating in the freight movement. Such settlements are 
usually adjusted in accordance with the rules and rulings of 
the Freight Claim Division of the American Railway Association. 
Rule 1 of the rules of order of this body states the objects of 
the organization to be “the prompt and awful setttlement of 
freight claims with claimant and between carriers; also the 
study of claim causes and the application of preventive 
measures.” 

The division has adopted a detailed code of rules covering 
the procedure to be used in the settlement of freight claims 
among carriers. These rules define the terms used in. connection 
with claims, investigation procedure, car sealing rules, inspection 
of equipment, checking of exceptions, loading delivering freight 
without carrier’s check, reporting refused and unclaimed freight, 
handling of astray freight, apportionment of loss, damage and 
overcharge claims among carriers parties to the haul, collection 
of guaranteed charges, distribution of deficits arising from un- 
collectible freight charges, handling of damaged shipments, set- 
tlement of claims involving litigation, interline settlement after 
investigation and payment, and the settlement of amounts due 
by draft drawn by the carrier which has paid a claim on 
carriers on which part or all of the liability properly rests. 


Claim Organizations in Industrial Traffic Departments. 


The types of organization used in industrial traffic depart- 
ments vary so greatly that industrial traffic claim bureaus or 
desks cannot be said to occupy positions of equal importance 
in all traffic departments. The importance of claim work is 
so apparent that few, if any, industrial departments are to be 
found without ample provision for the preparation and presenta- 
tion of claims by one or several employes. 

Overcharge claims are frequently attended to by freight bill 
auditors who usually are attached to the staffs of the rate 
bureaus or desks of the traffic departments. These men check 
the inbound billing received from the rail, eater, express, and 
motor carriers and verify such bills, if possible, before payment. 
If errors are discovered after the bills have been paid, the 
incorrect bills, with notations of the nature and extent of the 
overcharges, are usually transmitted to the claim bureau or 
desk for presentation against the carriers. 

Loss and damage reports are received from the receiving 
department and, from the facts contained in these reports, loss 
and damage claims are prepared. Complete files of all pending 
claims are kept and followed closely so that none may be barred 
from suit due to the passage of time. This work calls for 
thorough familiarity with the law respecting the liability of 
carriers and with the procedure to be followed in collecting 
claims from various classes of carriers. The work is usually 
in charge of an assistant traffic manager or a responsible bureau 
chief assisted by the necessary staff of investigators, clerks, 
correspondents and file clerks. A typical claim bureau of an 
industrial traffic organization is shown in Figure No. 3. 


TERMINAL SERVICES AND ALLOWANCES 


The series of articles which appeared under the above title 
in The Traffic World recently is now available in booklet form. 
The series fills two volumes in what are known as The Traffic 
World Manuals, and may be obtained from the merchandise de- 
partment of The Traffic Service Corporation, 418 8. Market St., 
Chicago, at fifty cents each, or seventy-five cents for the two. 


RAILROAD FUEL COSTS. ( 


Total cost of coal and fuel oil consumed by Class f roads, 
exclusive of switching and terminal companies, in freight and 
passenger train service, in January, amounted to $30,307,691, 
as compared with $29,052,700 in January, 1926, according to the 
monthly statistics prepared by the bureau of statistics of the 
Commission from carriers’ reports. 

Total cost of coal in January was $24,932,394, as compared 
with $23,871,994 in January, 1926. Net tons consumed totaled 
9,186,141, as compared with 9,153,719 in January, 1926, The 
average cost per ton, for the United States as a whale, was 
$2.71 a ton, as against $2.61 in January, 1926. 

Total cost of fuel oil was $5,375,297 as compar@d witb 
$5,180,706 in January, 1926. Total fuel oil consumed amounted 
to 179,880,332 gallons as against 179,165,693 gallons Jan- 
uary, 1926. The average cost per gallon was 2.99 cents as against 
2.89 cents in January, 1926. 
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April 2, 1927 


INTERMEDIATE RULE ARGUMENTS 
The Trafic World Washington Bureau 


The entire Commission, except Commissioner Brainerd, 
heard arguments, March 25, on Nos. 15877 and 15878, Standard 
Oil Company vs. Atchison, Topeka & Santa Fe et al., No. 16534, 
National Refining Company et al. vs. Big Four, No. 16532, Amer- 
ican Petroleum Products Corporation vs. Big Four; No. 15993, 
Pacific Coast Shippers’ Association vs. Akron, Canton & Youngs- 
town et al., and No. 17130, Russell Grain Company vs. Youngs- 
Great Southern, the cases in which the complainants contended 
that the Commission, in disposing of them, failed to follow what 
it had said in other cases about the use of the intermediate un- 
named point and combination rules. They are the ones in 
which reparation is claimed in amounts estimated as low as 
$400,000 and as high as $20,000,000. 

Assignments of time to discuss the dozens of questions aris- 
ing out of the cases at bar were made to E. E. Clark, former 
chairman of the Commission, and author, in large part, of the 
Commission’s rules governing the making, filing and use of 
tariffs, in the Standard Oil cases; F. E. Brown, his associate, 
who, while he was on the Commission’s staff, also had much to 
do with the tariff rules, for the same interest; Willis Crane, for 
the National Refining and American Petroleum Products Cor- 
poration complainants; S. J. Wettrick, for the Pacific Coast 
Shippers’ Association, and A. Larssen, the intervener in that 
case; W. R. Scott and J. N. Russell, for the Russell Grain Com- 
pany; L. H. Strasser, for the defendants in the petroleum cases; 
J. R. Van Slyke, for the Roxana Oil Corporation and L. W. 
Witte, for the Midcontinent Oil Corporation, interveners in the 
petroleum cases in behalf of the carriers; D. B. Frost, for the 
defendants in the Pacific Coast Shippers’ Association case; gnd 
R. B. Gwathmey, for the defendants in the Russell Grain case. 

Mr. Clark said the primary question in the Standard cases 
was as to which tariff applied; whether the Boyd tariff prescrib- 
ing commodity rates to specific points, the latter east of the 
Mississippi river, or the Kelly exceptions to Official Classifica- 
tion, which, Mr. Clark said, set forth a method for ascertaining 
rates if there were no commodity rates. He said that before 
the Director-General made his commutation addition to oil rates, 
of 4.5 cents per 100 pounds in lieu of the 25 per cent increase of 
June 25, 1918, petroleum rates east of the Mississippi were 90 
per cent of fifth class. To ascertain the rate then, where no 
commodity rate applied, he said the shipper found the class rate 
and then took 90 per cent of that to apply on petroleum. 

After the prescription of that commutation of 4.5 cents, Mr. 
Clark indicated, it was necessary to do something more than 
take 90 per cent of the class rate. Therefore, in the Kelly 
tariff; plainly marked as providing exceptions to the Official 
Classification, tables were published showing that if the class 
rate was such and such a figure, the oil rate would be so and 
so. He likened the Kelly tariff, using the singular to describe 
the original and re-issues thereof, to the interest tables used by 
a bank. The defendants, on the contrary, he said, claimed the 
Kelly tariff furnished specific commodity rates to be applied. 
He said the complainants denied their application as a com- 
modity publication. 

“They are designated as exceptions to Official Classifica- 
tion,” said the former chairman. “We say that that is enough 
to show that the table therein are not rates. This Commission 
has never recognized exceptions to a classification as making 
commodity rates. The question now is will this Commission 
hold that a classification and exceptions thereto have the effect 
of publishing commodity rates.” 


Contending as they do that the Boyd tariff rates to specified 
points east of the Mississippi are the applicable rates, the com- 
plainants insist that the combination and intermediate point 
rules apply via all the open routes; that is, via all the routes of 
all the carriers’ parties to such tariffs not specifically closed, or 
restricted by the tariffs containing rates to named points. 


As a post mortem argument, Mr. Clark said, the carriers 
contended that they did not intend their rates to apply except 
via the direct routes and that the intermediate rule furnished a 
method only for making rates to unnamed points “directly inter- 
mediate” between named points on the “direct routes.” 

The carriers collected rates applicable via the direct routes 
between the East St. Louis district and Chicago. The complain- 
ants contended that, under the intermediate rule, lower rates 
were in effect on account of more circuitous routes. There be- 
ing no fourth section relief that fact brought into play the inter- 
mediate rule over the longer routes. Mr. Clark named points 
in Indiana and Illinois intermediate between East St. Louis or 
Wood River, in the East St. Louis district, and Gary, Ind., on 
the longer routes, which, if open, would bring the intermediate 
rule into play so as to avoid fourth section departures. One of 
the routes was over the Baltimore & Ohio via Cincinnati. On 
shipments around Cincinnati, that was not a circuitous route 
but to Gary, over the lines parties to the tariff, it was longer 
than the routes not as far east as the Ohio-Indiana line. 

To show that the Baltimore & Ohio witness in this case 
believed the route to be open to Gary, Mr. Clark quoted him as 
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saying that his road did not intentionally move shipments from 
East St. Louis to Gary over that route; that when it was offered 
such shipments it turned them over to connections but that 
when it did not catch such shipments in time to give them to 
connections, they were carried over that route. Mr. Clark said 
that more than 300 tank cars moved over that route. That, he 
suggested, indicated that it was not an unusual route. He said 
the Baltimore & Ohio had made no effort to close it. 

Among other things he brought out that the Big Four had 
paid all claims for overcharge via these routes on traffic origi- 
nating east of the Mississippi river but had declined to pay on 
traffic west of the river. He said there was no question about 
the accuracy of the factors west of the river. 

Mr. Brown devoted himself to the routes embracing the 
short lines in the East St. Louis district seemingly to show that 
there was no “shuffling” of cars back and forth in the congested 
St. Louis-East St. Louis area, as set forth in the report of the 
division which dismissed the complaints. To do that he divided 
the shipments into groups and showed that in only two or three 
instances could the traffic have moved in any way other than it 
did and that as to the vast majority there could not be any 
sort of claim of back-hauling or wasteful transportation. 

Willis Crane said that the cases which he would discuss in- 
volved the use of both the combination and intermedite un- 
named point rules. He pointed out that the tariff provisions, 
three of them, which had been discussed were in the alterna- 
tive. One of them called for the use of the rates if the junction 
points were west of Snyder, Ill., and another called for the use 
of the rates if the junctions were north of Danville, Ill., and not 
west of Snyder and north of Danville. The intermediate rule, 
he pointed out, was intended to give rates to intermediate un- 
named points by a method simpler than publishing rates to 
each of the dozens or hundreds of intermediate points. 

Attorneys for the railroads, in discussing the cases arising 
out of the allegations of the oil shippers, upheld the decisions 
of the division which handled the cases. They indicated that 
the demands upon them for reparation, in the event the Com- 
mission upheld the contentions of the shippers, would be enor- 
mous and that the regulating body would encourage wasteful 
transportation. Mr. Strasser used maps to show the circuitous 
routes employed in making the shipments, to enable, he said, 
the bringing of complaints. 

Mr. Brown was put forward, in answering arguments, by 
Mr. Clark to answer, as he said, “a few astonishingly inaccurate 
statements of counsel for the carriers.” 

The shippers, Mr. Brown said, contradicting one of the as- 
sertions of railroad counsel, did not route the shipments to 
enable them to bring these complaints, but because they, the 
shippers, wanted to handle them in that way. He said that if 
the carriers handled the shipments by shuffling them up and 
down along the Mississippi river they did that because they 
wanted to do so. The shippers, he said, had not specified junc- 
tions. The carriers were free to handle them in the most eco- 
nomical manner. He said that the maps used by Mr. Strasser 
to get across the idea of waste in transportation were not typ- 
ical of the situation. His point was that only one or two cars 
were handled over the routes pointed out by Mr. Strasser as if 
they were typical. 

Mr. Clark characterized the tariff situation brought about 
by the decision as “perfectly intolerable.” He said that Mr. 
Strasser had said the shippers routed the traffic in the way 
indicated so as to bring these complaints. 


“There is no record for such a statement,” said Mr. Clark. 
“It is not accurate and it is not true. They routed the cars in 
this way because they believed their competitors were doing so 
and they wanted the same rates as their competitors, as this is 
a highly competitive business.” Mr. Clark said that all the 
routings given by the shippers were in accordance with the in- 
structions in the tariffs and that if there were any departures 
from the routes designated they were caused by the carriers. 


A studied effort, he said, had been made to create an at- 
mosphere in these cases (as to refunds), so that the Commis- 
sion could think only in millions. He suggested that the amount 
of a refund was not a thing to be considered in disposing of a 
case. The question here, he said, was as to whether carriers 
should be licensed to publish commodity rates which they could 
repudiate when they chose by saying that the rates were not 
applicable because of an exception in a classification to which 
the tariffs publishing the commodity rates made no reference. 
When a shipper made a mistake, he said, he had to pay for it 
even if it ruined him financially. The question, he said, was as to 
whether the Commission was going to adhere to its long line of 
rulings or approve a division decision overturning the prior 
rulings. He suggested that if the carriers published rates they 
did not wish to apply, surely the shipper was not to suffer on 
that account. He said there was need for something definite 
and not the uncertainty as to what the rate might be, with 
tariffs in such shape as to force a shipper to pick a rate at the 
risk of finding that it was not what the carrier intended to 
publish. 


In the Pacific Coast Shippers’ Case the carriers divided ter- 
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ritory east of the Mississippi into a number of groups, as for 
instance, the Grand Rapids-Evansville group, the Buffalo-Pitts- 
burgh group, Detroit-Cincinnati group, the destinations outside 
of the groups to take the Buffalo-Pittsburgh rates. The inter- 
mediate rule was incorporated in the tariff. Situations of this 
sort arose: It was found that via the Canadian Pacific route 
through Buffalo the distance to Cincinnati was less than through 
the Detroit gateway. Under the intermediate rule it was claimed 
that points such as Cleveland took the Detroit-Cincinnati group 
rate. Many such situations arose and shippers claimed that 
under the intermediate rule all the unnamed points on that 
route were entitled to the rate provided by the intermediate 
rule. 

In the Russell Grain case the carriers claimed that one of 
the routes was impossible of use because it was not completed. 
The shipper, however, contended that under the intermediate 
rule, grain, for Greenwood, Miss., could be forwarded through 
Atlanta, Ga. Mr. Russell, who addressed the Commission for a 
few minutes in the time allotted to Mr. Scott, said that he never 
wrote to the carriers about the matter because the originating 


carriers accepted his interpretation of the tariff and shipped’ 


many carloads as routed by him. He said it was no use to put 
them on notice as to his view of the matter because they agreed 
with him and when the delivering carriers raised the question 
there was no use in addressing them on the subject. Commis- 
sioner Meyer brought out that explanation by asking questions 
which suggested that he had an idea that Mr. Russell could have 
saved himself from loss by notifying the carriers of the inter- 
pretation he put upon the tariff in which an incomplete route 
was provided, and obtaining from them written quotations of 
rates. Obtaining written quotations does not bind the carriers, 
although the penalty for misquotation is a fine for the benefit of 
the public treasury, not that of the shipper. 


HOCH-SMITH GRAIN PROCEDURE 


The Commission has issued a notice outlining procedure 
to be followed in Grain and Grain Products Within the Western 
District and for Export, No. 17000, Rate Structure Investigation, 
Part 7, Grain and Grain Products, and cases grouped therewith, 
hearings in which will begin at Dallas, Tex., May 9, before 
Commissioner Meyer and Examiners Mackley and Hall. 

The cases grouped with the Hoch-Smith inquiry are as 
follows: 


No. 16294, State of Colorado and Public Utilities Commission of 
Colorado vs. Mo. Pac. et al., No. 17477, St. Joseph Grain Exchange 
et al. vs. A. & S. et al., No. 17992, The Southern Kansas Millers Traffic 
Club et al. vs. A. & S. et al., No. 17992, Sub. No. 1, The Salina 
Chamber of Commerce et al. vs. A. & S. et al., No. 18203, American 
Maid Flour Mills et al. vs. A. & S. et al., No. 19103, Merchants Ex- 
change of St. Louis vs. A. & S. et al., No. 19279, The Board of Trade 
of Cairo, Ill, vs. A. & L. M. et al., No. 18359, Atchison Board of 
Trade et al. vs. A. & S. et al., No. 18359, Sub. No. 1, Sioux City 
Grain Exchange vs. A. & S. et al., No. 18669, Southwestern Millers 
League vs. A. T. & S. F. et al., No. 18669, Sub. No. 1, Globe Grain 
& Milling Co. vs. A. T. & S. F. et al., No. 18782, New Orleans Joint 
Traffic Bureau vs. A. & S. et al., No. 18860, Des Moines Elevator & 
Grain Co. et al. vs. C. B. & Q. et al., and No. 18900, Des Moines 
Board of Trade et al. vs. K. C. C. C. & St. J. et al. 


In its notice the Commission said: 


Of the complaints listed above all but numbers 19103 and 19279, 
which were subsequently filed, were pending at the time of the institu- 
tion of this inquiry.* All of these complaints will be heard in connec- 
tion therewith at such convenient times and places as may be agreed 
upon. These proceedings are assigned for hearing before Commis- 
sioner Meyer and Examiners Mackley and Ha'l at 10:00 A. M., May 
9th, 1927, at the Adolphus Hotel, Dallas, Texas. Further assignments 
will be announced at the conclusion of the Dallas hearing. 

The carriers will be heard first at Dallas. There will be no recess 
between the taking of testimony of the respective parties, or between 
the direct and cross examination of each party. The testimony con- 
cerning the intraterritorial adjustment in the southwest, that is, 
Oklahoma, Arkansas, Texas, eastern New Mexico, Louisiana west 
of the Mississippi River, and Mississippi River crossings, Memphis to 
New Orleans, inclusive, will be completed at Dallas. The inter- 
territorial adjustment between southwestern territory. on the one 
hand, and western trunk line territory and other noints in the western 
district, on the other, may be heard at Dallas or Kansas City, 
as the parties may prefer. 

The previous notice indicates that the present inquiry covers 
“the rates on grain and grain products between points within the 
western district and the State of Illinois (including both banks of 
rivers on the boundary of the territory just described); rates on 
grain and grain products from the western district and the State 
of Illinois, when for export through any port of the United States, in- 
cluding points on the Rio Grande River; and ex-lake rates on grain 
and grain products when for export.’”’ The petitions of the carriers 
for the exclusion of western trunk line and Illinois territories. in- 
cluding Illinois, southern Wisconsin and west-bank Mississippi River 
points, from the scope of the inquiry have been denied. 

The issues arise under the Hoch-Smith resolution as well as under 
the interstate commerce act, and include the reasonableness of the 
rates on grain and grain products per se and in their relation to the 
rates on other traffic; the relation of markets; the relation between 
the rates on wheat and on.coarse grains; the relation between the 
rates on grain and on grain products; and a general review of the 
rates, regulations and practices, including transit, affecting grain and 
grain products. 





*No. 17976, Omaha Grain Exchange et al. vs Atchison Topeka & 
Santa Fe Railway Company et al., also pending, was subsequently 
dismissed. 
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The terms grain and grain products, as used in the more im- 
portant tariffs applicable in the various rate territories of the west- 
ern district, include the commodities listed in the appendix. Impor- 
tant questions are whether these descriptions are too broad and 
whether the rates on grain products should be as low as the rates on 
grain from which the products are made. 

In so far as practicable the respective parties should furnish to 
the Commission, to the state commissions, and to the various ship- 
pers’ and carriers’ committees designated at the Kansas City con- 
ference on January 20, not less than fifteen days prior to the hearing 
at which they are to be introduced, sets of exhibits to be offered at 
that hearing. Copies of exhibits to be introduced at the Dallas hear- 
ing should be sent to Messrs. Clyde M. Reed, 1012 Baltimore avenue, 
Kansas City, Mo., W. R. Scott, Board of Trade, Kansas City, Mo., 
H. G. Taylor, State House, Lincoln, Neb., and E. B. Enoch, La Salle 
Street Station, Chicago, Ill., chairmen of the committees for the 
southwestern shippers, the western terminal grain markets, the state 
commissions and the southwestern carriers, respectively. 

If more than one person enters an. appearance for a given inter- 
est or group of interests only one of such persons should be selected 
to conduct the examination of witnesses. 

Every effort should be made by all parties to condense their evi- 
dence into the smallest possible compass. Oral explanations of 
exhibits which duplicate at length what is shown on the face of the 
exhibit should be avoided. Discussion of past decisions of the Com- 
mission should ordinarily be reserved for brief and argument. Evi- 
dence which is merely cumulative should be avoided and cross-exami- 
nation should be directed to the development of the facts. Copies of 
exhibits should be available for all parties entering appearance, and 
this will necessitate a generous supply. 

No cases already decided have been reopened. This is not to be 
construed as indicating that conclusions different from those reached 
in such cases may not be determined upon in the pending proceeding. 

The record in Grain and Grain Products, 122 I. C. C. 235, will be 
considered a part of the record in No. 17000, part 7. 

A proposed report will be issued. 


The appendix follows: 


Barley; barley, cracked; barley, flaked; barley, pearled; barley, 
roasted; barley, rolled; barley—Oats mixture. 

Beans: Castor, mesquite, soy or soya, and velvet. 

* Bran: Corn, rice, wheat. 

Buckwheat. 

Burrs, cotton boll. 

Cake: Copra, cottonsed, oil, plam kernel, peanut, sesame seed, 
soya bean, sunflower seed, velvet bean. 

Cereal food preparations, not otherwise indexed by name in cur- 
rent western classification (cracked, ground, granulated, hulled or 
rolled cereals for human consumption, cooked or uncooked). 

Cerealine. 

Chaff, barley. 

Chops: Barley, corn, feterita, kaffir corn, milo maize, oat, sorghum 
— - sorghum grain chops, made from sorghum grain in the head, 
wheat. 

Clippings, oat. 

Corn; corn, cracked; corn, crushed; corn, ground; corn, cobs, 
ground ; cow peas. 

Durra (Jerusalem corn). 

Dust: grain, elevator. 

Emmer. 

Farina. 

Farinose. 


_ Feed: Alfalfa; animal, poultry or pigeon, prepared (not con- 
dimental nor medicated); barley, ground; barley hay feed; bean straw 
feed; buckwheat (bran and middlings); clover or sorghum; corn, 
ground; gluten; gluten meal; grain, not otherwise indexed by name 
in current western classification; hominy; oat; rye, ground; straw 
i oe wheat, ground; yucca, ground. 

eterita. 


Flakes: Brewers’, corn, cottonseed hull, hominy, oat. 
Flaxseed. 


‘ aa Buckwheat, corn, malt, mixed grain, rye, sorghum, spelt 
oO elz. 

Flour manufactured from beans, potatoes or wheat or flour manu- 
factured from a mixture of any two or more of such articles or 
flour manufactured from any one or more of such articles with one 
or more of the following articles: Barley, feterita, kaffir corn, milo 
maize or oats, grain flour not otherwise indexed by name, or blends 
ogee flours with cereal flours, not including fruit or vegetable 

Flour manufactured from barley, feterita, kaffir corn, milo maize 


or oats, or flour manufactured from a mixture of any two or more 
of such articles. 


Germs, corn, 

Grain, brewers’ (by-product of barley). 

Grain, brewers’ dried. 

Grain, sorghum (milo maize, kaffir corn, hegari or higera, dorso 
or feterita, shalla). 

Grain, spent (dried or wet). 

Grits (grain or cereal). 

Grits, brewers’ (including brewers’ refined grits). ° 

Groats, oat. 

Hominy. 

Hominy, pearl. 

Hulls: Barley; buckwheat; corn; cottonseed, ground or unground; 
cotton boll; oat; peanut, ground; rice. 

Kaffir corn. Kaoliang. Maizea. Malt. Malt, flaked. Mazam. 

Meal: Alfalfa; barley; bean straw; bran; brewers’; cactus, ground; 
copra; corn; corn cob; corn germ; corn oil cake; cottonseed; feterita; 
gluten; hominy; kaffir corn; linseed; mesquite; milo maize; oat; oil 
cake; palm kernel; peanut; rice, mixture of rice bran and rice 
polish; sesame seed; sorghum; sorghum pulp; soya bean; sugar beet; 
sunflower seed; velvet bean. 

Middlings. Millstuffs. Milo maize. Needles, barley. Offal, oat. 
Oats. Oats, cracked. Oats, ground. Oats, mill (containing more 
than 30 per cent of wheat). Oats and barley blended. Pulp, dried 
beet. Pummies, ground or unground. Refuse, brewers’. Refuse. 
flour or mill. Refuse, maltsters’. Rice polish. 

Rye; rye, cracked; rye, crushed; rye, rolled. 

Screenings: Bean, grain, paddy rice, pea. 

Skimmings, barley or grain (malt house). 

Skimmings, rye. 

Seed: Broom corn, cane, flax, hemp, Hungarian, melilotus, millet, 
sorghum, sudan grass, sunflower, vetch, wild mustard. 

Shipstuffs. Shorts. Spelt or spelz. 

Sprouts: Barley, rye, and malt. 

Wheat, whole; wheat, cracked; wheat, crushed; wheat, flaked; 
wheat, granulated; wheat, pearl; wheat, rolled. 
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April 2, 1927 


OCEAN FREIGHT RATES 


The Trafic World New York Bureau 


Moderate reaction in overseas freight rates was noted in 
the full cargo market the last week. Shipowners showed a 
greater willingness to adjust their quotations to the figures 
offered by shippers, with the result that there was an increase 
in activity, with a larger number of fixtures. The grain trade, 
which has been disappointing for some time, was revived by 
the reduction in the cost of wheat, and shippers were quick 
to seize the opportunity for additional business. 

The decline of approximately ten cents a bushel] in the 
price of wheat resulted in the fixture of a half dozen or more 
steamers for the grain trade, in addition to berth bookings. 
There were scattered shipments to Antwerp and Hamburg at 
12 cents a 100 pounds, to Copenhagen at 16 cents, and to Rot- 
terdam at 14 cents, with indications of further business to the 
latter port at 12 to 13 cents. 

The flour trade was dull, with some interest in shipments 
to the Near East. Rates to the United Kingdom and Irish ports 
were marked down about two cents a 100 pounds, but without 
any perceptible increase in business. Exports to China suffered 
because of the uncertain outlook in that country and the heavy 
imposts placed by the war lords on shipments to the interior. 

Both the coal and sugar trades were quiet, with shippers 
tending to hold off in each instance for lower rates. 

Revisions in conference tariffs have been announced as 
follows: 

Trans-Atlantic—Great Britain and Ireland. Soap chippers, 
of no commercial value, shipped by manufacturers of common 
soap, will now take the rate applying on common soap, pro- 
viding they are to be used for advertising purposes. Refined 
sugar, in bags, to London, Liverpool and Manchester, now 26 
cents; same to other ports in Great Britain and Ireland, now 
30 cents per 100 pounds. 

Trans-Atlantic—French Atlantic ports. Changes: Straight 
handles, in bundles, cases, bags or crates, 60 cents; crude and 
fuel oil, 45 cents, lubricating oil and grease except to Rouen 
and La Mailleraye, 40 cents; same to La Milleraye, 47 cents; 
Rouen delivery, 50 cents; ground oyster shells, in bags, 50 cents, 
same in cases, 60 cents; raw and refined sugar in bags, 30 cents. 
All of the above rates are in cents per 100 pounds. Except as 
noted in tariff rates are generally extended until September 30, 
1927. 


Brazil—Rio, Santos and Bahia. Changes: Masonite and 
Prestwood now take same rate as wallboard, viz.: Third class 
weight rate. Rosin on deck will be effective May 1, 50 cents 
per ton lower than the under deck rate, but any higher insur- 
ance will be for account of the shipper or principal. 


With the return of delegates to the joint meeting of the 
Atlantic-Far East and Pacific Westbound conferences in St. 
Louis it became known that no changes have been made in 
general cargo rates, and that the present tariff will be con- 
tinued with a few minor readjustments. Present rates, however, 
are not extended beyond the current tariff period ending July 
1. It is expected that an announcement will be made by the 
conference as to extension of rates. Most of the items on the 
docket of the St. Louis meeting had to do with general policies. 

The following rate changes were announced: Bed springs 
and mattresses, reduced $2 per ton; brick, reduced $4 per ton; 
ground clay, reduced $3 per ton; old newspaper rate to Singa- 
pore, fixed at $8 per ton, weight; cascarilla bark, added as new 
item at $25 per ton, weight; reclaimed rubber, reduced $4 per 
ton; cement waterproofing, added as new item at $15 per ton. 

H. M. Fowler, of Norton, Lilly & Co., has been named as 
general chairman; J. E. Bayes, of the Osaka Shosen Kaisha, 
as vice-chairman; and Paul Albert, as secretary of the next 
joint meeting, the date and location of which have not been 
decided. 

Rates on canned goods and dried fruits fixed by the Pacific 
Coast-Europe Conference at its December meeting are to 
apply from May 1 of this year until April 30, 1928, the lines 
having the right to revise the rates on ninety days’ notice to 
the shippers. The new rates will be 80 cents per 100 pounds on 
canned goods and honey and 85 cents per 100 pounds on dried 
fruits and kernels. These rates represent an increase of 10 
cents in each case. 


PORT TERMINAL CHARGES CASE 
The Traffic World Washington Bureau 
Hearings were begun by Examiner R. N. Trezise, at Wash- 
ington, March 28, in No. 12861, In re Charges for wharfage, 
handling, storage and other accessorial services at Atlantic and 
Gulf ports. The proceeding was called a further hearing. It 
was, however, upon an enlarged base, so that, in what the Ship- 
Ping Board termed the fundamental question or factor, it was 
the same as a new proceeding. 
That fundamental question or factor, as stated for the 
Board by John Nicolson, appearing for it, was “whether the 
Interstate Commerce Commission should adopt and enforce, as 
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a general policy, the separation of line rates from terminal 
charges?” 

At present there is no such separation at the north Atlantic 
ports. Broadly speaking, the railroads own the water front 
terminals at the northern ports and publish the charge for the 
service from the interior point to shipside delivery in one figure. 
The fact, as to many commodities, is different at south Atlantic 
and Gulf ports. 

Prior hearings, under the order of December 9, 1924, insti- 
tuting the investigation, as to south Atlantic and Gulf ports 
showed the Commission that it could not dispose of the question 
except by enlarging the inquiry. The order extending the hear- 
ings to northern ports followed a motion by the Shipping Board 
to extend the hearings, to divide the issues so as to include the 
north Atlantic and any other ports which should be properly 
included in the investigation, and to reopen the matter as to the 
south Atlantic and Gulf ports to the extent that further hearings 
at those ports might seem necessary. The Commission in pro- 
viding for the hearings concerning the northern ports said that 
the Shipping Board had “a special interest in this proceeding.” 

Admitting that the board had a special interest, Mr. Nicol- 
son added that the interests and activity of the board were qua- 
si-judicial, on account of the duty placed upon it by the statute, 
of promoting, encouraging and developing ports and transporta- 
tion facilities in connection with water transportation over 
which it had jurisdiction, to investigate territorial regions and 
zones tributary to ports “taking into consideration . . . the 
natural direction of the flow of commerce; to investigate the 
causes of congestion of commerce at ports and the remedies 
applicable thereto; to investigate the subject of water terminals, 
including the necessary docks, warehouses, apparatus, equip- 
ment, and appliances in connection therewith.” 

Mr. Nicolson said “no final pronouncement of the board’s 
attitude will be made, either at argument or by way of recom- 
mendation under section 8, until the hearings are completed.” 
In the progress of the hearings, however, he said, the board 
would frankly reveal special concern in the development of the 
problem from the point of view of: American shipping gen- 
erally; the development of efficient terminals at ports; oppor- 
tunity for development between competitive ports; and under 
the last mentioned heading: the rights of shippers to have their 
traffic intended for water transportation moved by routes which 
were or should be, “the natural direction of flow of commerce 
in respect to the particular traffic involved.” 

Examiner Trezise was at pains to emphasize that line-haul 
rates and port differentials were not involved, but only the 
segregation of charges. 

Wilbur LaRoe, Jr., appearing for New York interests, asked 
if it were the desire to have shipside rates abolished. 


Mr. Nicolson said the desire was to have rates published so 
as to enable the shipper to use the line-haul rates to the ports 
and the terminal charges to whatever point he desired to send 
his: traffic. Mr. LaRoe asked if the desired separation was to 
be confined to the ports or extend to interior points, such as 
Chicago. Mr. Nicholson asked Mr. LaRoe to name some city 
other than Chicago and the latter suggested Cincinnati. Mr. 
Nicolson said the board’s interest in Cincinnati was small. Mr. 
LaRoe asked if the public interest if? the matter was to be 
defined by the board. 


W. H. Chandler, for the Merchants’ Association of New 
York, started a colloquy, which did not result in drawing the 
information he desired, by asking what was meant by “terminal 
charges” and for a statement as to where line-haul rates stopped 
and terminal rates began and as to whether switching were in- 
cluded or excluded. 

The questions asked by Messrs. LaRoe and Chandler were 
taken as indicating that, in the end, the case would be resolved 
into one in which the Shipping Board would be asking for the 
statement of rates in two factors, line-haul and terminal, so as 
to leave shippers free to use either the railroad-owned terminals 
at the ports or terminals not owned by the carriers, at the same 
cost. 

Continuing his statement as to the interest of the Shipping 
Board and the questions it conceived to be involved in the case, 
Mr. Nicolson said: 


While there were, and possibly still are, incidental questions in- 
volved in this proceeding, an important fundamental question involved 
is one having a direct bearing on the interests mentioned. That fun- 
damental question or factor is whether the Interstate Commerce Com- 
mission should adopt and enforce, as a general policy, the separation 
of line rates from terminal charges? This item has a direct bearing 
on the growth and development of other water terminals at the same 
port, whether privately or publicly owned, and therefore may affect 
the life and growth of the port itself; it also may seriously affect the 
rights of other ports entitled to share in the traffic involved; and thus 
retarding the development of competing terminals and the develop- 
ment of competing ports, the interests of American shipping generally, 
is prejudiced, because it conflicts with these two important policies, 
namely: On the one hand, a shipper in the interior should be free to 
route goods for their ocean transit by any line of steamships he 
desires, no matter on what railroad the interior point of origin or 
destination of shipment may be, without restraint from any railroad 
in favor of any particular port or water terminal. On the other hand, 
every steamship under the American flag, on arriving at an American 
port should have equality of opportunity to berth at any terminal 
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in such port, subject to equitable priorities as between vessels; and, 
the terminal thus used should have proper physical and rate con- 
nections with all interior points, no matter on what railroad they 
may be located. It is obvious if one terminal at a port, or if one port 
compared with other ports, offers to shippers a line haul rate which 
includes terminal charges if the vessel berths at a particular rail-con- 
trolled terminal, but does not include terminal charges if the vessel 
berths at a competing water terminal, to or from which, however, 
the commodity takes the same line haul rate, the competing privately 
or publicly owned terminal will not have fair competitive opportunity 
for growth and development. 

It is, of course, not our purpose to engage in argument at this 
time, but it seems pertinent to mention several points which may 
be helpful in indicating the character of the testimony which we 
hope to see developed; such, for instance, as follows 


1. Do present methods tend to give railroads a monopolistic con- 
trol of the water terminal facilities at ports, and, if so, should this 
be permitted to continue? May instances exist or occur where other 
railroads are handicapped, by rail-ownership of water terminals at 
particular ports, and as a result of the absorptions here involved? 
Is it a fact that preferential treatment is given, or may be given, 
steamship lines in which the railroad owning the terminal may be 
interested, to the prejudice of competing steamship lines? Are there 
instances where the railroad owning water terminals at a port may 
be more interested directly or indirectly, in the development of some 
port other than the port involved, whether because it has a line to 
such other port or because it is interested im a connecting line to 
such other port, either by stock ownership, or otherwise? Should 
a railroad be permitted to have such control that it can make or mar 
a particular port, whether from conflicting interests or from lack of 
faith in a particular port’s possibilities? _ ‘ 

2. Should not shippers be in a position, without prejudice, to 
select the water terminal at a particular port at which the shipment 
is to be delivered; and to that end, should not the railroad owning a 
rail-water terminal be required to set forth separately in quoting 
rates that part relating ‘to the line haul and that part relating to 
terminal charges? j ; 

Should not railroads owning rail-water terminals be required 


to operate them on a fair competitive basis by making proper charges - 


for the services rendered, to the end that other terminals at the 
same port will be confronted with fair competition and not with 
the conditions at present existing at many points? — 

4, Should a railroad owning a rail-water terminal be permitted 
to charge a shipper between two points in the interior and who in 
respect to such wholly interior rail shipment receives no benefits from 
the rail-water terminal, a rate necessarily higher, because losses in- 
cident to the rail-water terminal must necessarily be made up by 
a higher level of the line haul rate generally? Is that system not a 
subsidy required to be paid the shipper who uses the rail-water 
terminal by shippers who do not? : 

Would the separation of the line rates from terminal charges 
require two payments, with resultant inconvenience to shippers, as 
compared with the payment of a single rate for the entire service? 
Would not the present solidarity of rate be substantially conserved 
and would not the change merely consist in setting forth two factors, 
one relating to line haul, and the other relating to terminal services, 
leaving the shipper entirely free, if it was his intention to use the 
railroad owned terminal, to pay the single rate consisting of the 
sum of the two; also leaving the shipper free, however, if he desired 
to use some terminal other than the rail-water terminal, to pay the 
railroad the line haul rate only, in a single payment; and, paying the 
terminal rendering the service, separately? Thus giving to shippers, 
however, independence of choice in the terminals they may prefer to 
use. 

6. Would the separation of line rates from terminal charges re- 
sult, as has been claimed, in breaking down the rate structure which 
has been developed in recent years, involving parity of rates between 
interior points and competing ports? Would not the only result be 
that the uniform rate from an interior point to either of the two 
or more competing ports, be broken into two factors, without chang- 
ing the sum total of the cost of transportation to shipside including 
terminal services? 

7. Should not railroads owning such rail-water terminals be re- 
quired also to charge vessels mooring at such terminals a reasonable 
dockage fee as the vessel’s contribution to the maintenance of the 
terminal, to the end that —- dockage fee might similarly be charged 
by competing water terminals, without being exposed to the loss of 
ee by vessels because the rail-water terminals made no such 
charge? 


A move was made at the hearing on March 29, by the Port 
Authority of New York and the American Warehousemen’s 
Association to have the proceeding defined. Wilbur LaRoe, Jr., 
for the first mentioned and Charles E. Cotterill, for the ware- 
housemen, submitted motions to have the Commission make 
rulings which would have the effect of making such a definition 
by excluding New York harbor floatage and lighterage from the 
returns the carriers have made to the questions asked by the 
Commission, at the request of the Shipping Board. While the 
notice of investigation was broad enough to include switching 
the questionnaire sent out at the request of the Shipping Board 
expressly excluded it. 

Opposition to the motions was expressed by Charles C. 
McChord, appearing for Philadelphia interests and James W. 
Carmalt, the latter representing Baltimore interests. Both 
cities have or are about to file formal complaints alleging that 
the free lighterage and floatage accorded at New York unduly 
prejudice them. Mr. Carmalt said he had no desire to try the 
issues in the Baltimore case, as suggested in the motion and 
argument in support thereof submitted by Mr. LaRoe. Mr. Car- 
malt pointed out that the facts about lighterage and floatage 
were in the answers made by the railroads so there was no 
question about the matter being in the case. Mr. LaRoe retorted 
that the data were not within the scope of the order and that if 
the railroads had read what the Commission had said by way 
of defining a water terminal they would not have included the 
data concerning lighterage and floatage. He said that if it was 
intended to include lighterage and floatage and exclude switch- 
ing that that was a matter of consideration by the Commission 
to the end that it might make its intention clear. 

Mr. McChord insisted that the Commission proceed with the 
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matter as outlined in the orders and notices. Mr. Cotterill in- 
sisted that the data about floatage and lighterage were asked 
for by the Shipping Board and were not to be taken as indi- 
cating the scope of the proceeding initiated by the Commission 
but merely as indicating the desire of one of the parties. In 
view of what had been suggested, however, he amended his mo- 
tion by adding to it a clause under which the Baltimore and 
Philadelphia formal complaints on those subjects would be made 
a part of the proceeding. 

Although he said the motions embarrassed him, R. W. Bar- 
rett, speaking for the railroads, said he was constrained to agree 
with Messrs. LaRoe and Cotterill as to the motions, although he 
said he would not go along with them in their arguments in be- 
half of their motions. 

This discussion of the scope of the proceeding and the mo- 
tions for a definition thereof took place before the examiner. 
While it was going on Commissioner Meyer came to the bench 
and said that while he had not heard what had been said he 
wished the arguments to be stopped. Mr. Cotterill, who had 
just made a statement as to a fact, said he was not arguing, but 
Mr. Meyer told him to stop whatever he was doing. 


The turn given the proceedings by the motions, is indicated, 
it is believed, by the text of the motion and the argument 
thereon submitted in behalf of the Port Authority. They are as 
follows: 


Comes now the Port of New York Authority and respectfully 

submits this its motion for a ruling defining the scope of the above- 
entitled investigation, and in support of its said motion, petitioner 
says: 
: That at no time since the investigation was first instituted has 
its scope been clearly defined, the indefiniteness and uncertainty 
causing unnecessary inconvenience to many parties and to the 
Commission. 

That the underlying purpose of the present investigation is very 
clear, and is revealed by the formal statements of the United States 
Shipping Board, interpreted in the light of section 8 of the Merchant 
Marine Act. 

That the mann object of the investigation is to determine 
whether, in the public interest, it is desirable to require the rail- 
roads to impose charges for so-called accessorial services now 
rendered free, or at a loss, or whether it is desirable in the public 
interest to require railroads to state seperately in their tariffs the 
charges for such accessorial services as storage and handling. 
A study of the steps leading up to the investigation warrants the 
statement that the main object sought to be attained is to enable 
municipal corporations and others to compete more fairly with rail- 
roads in the rendering of accessorial terminal services, particularly 
the storing and warehousing of freight, and to that end to deter- 
mine whether the railroads are now performing such accessorial ser- 
vices at a loss, to the injury of municipal corporations and others, 
and whether such wasteful practices do not give an artificial direc- 
tion to consumer, forcing it through particular railroad terminals 
and making impossible a more liberal routing of freight, to the in- 
convenience of an injury to shippers, ports, warehouse and steam- 
er As to these matters the Port Authority takes no 
position. 

In a case decided in 1915, Lighterage and Storage Regulations at 
New York, 35 I. C. C. 47, the Commission, speaking through Mr. 
Commissioner Meyer, said: 

“The terminal floating service at New York having been adopted 
by the railway companies many years ago as the natural and neces- 
sary recognition of the physical conditions, is not to be considered 
as much a part’of the transportation service of the carriers as the 
service rendered on their rails.’’ 

In the same decision the Commission spoke of the switching of 
cars on car-floats. 

From time immemorial the courts have held that the duty of a 
common carrier _in the transportation of freight includes three 
separate and distinct major factors: (1) the receipt of the goods, (2) 
the transportation to destination, (3) delivery at destinaion. At 
the port of New York, lighterage and floatage are, and for decades 
have been, the normal, usual and customary methods of effecting 
delivery, and any contention that they are accessorial in nature in 
the same sense that storage is accessorial is a manifest absurdity. 
The Examiner has correctly ruled that no question of port differ- 
entials or of port equalization is embraced in the investigation. 
Nevertheless, the record is being encumbered and the issues con- 
fused by the participation of those whose sole interest is to make 
capital for port differential cases, present or prospective. 

Switching is expressly excluded from the investigation by the 
Commission’s notice of March 22, 1926. Terminal switching, like 
lighterage, is a primary, and not secondary, obligation, and it would 
be manifestly unfair to the port of New York to include lighterage 
and exclude the swifching service rendered at other ports. Such 
an anomalous ruling would lead to a grotesque result even at the 
port of New York, where, in many cases, both lighterage and rail 
switching are used interchangeably to effect the same delivery. If 
lighterage is held to be within the scope of the investigation, the 
Port Authority will be prepared to prove that the switching service 
at competing ports is, in many instances, extremely complex and 
expensive. 

If the investigation should involve the question of making a 
separation between line haul charges and primary terminal services, 
as distinguished from accessorial services, a momentous issue of 
nation-wide extent would be raised. If line haul charges are to be 
separated from terminal charges—and this, incidentally, would work 
a veritable revolution in rate-making in this country—there is no 
reason why such separation should be confined to the ports. At 
Chicago, St. Louis and numerous other cities the terminal operation 
is complex and expensive. It is obviously desirable to exclude such 
an issue from a proceeding relating only to accessorial charges. 

Wherefore, petitioner respectfully requests that the scope of 
the proceedings be so defined as to exclude the lighterage and car- 
float service where the same is usually and customarily performed 
under the line-haul rates. Such a ruling will enable the Commission 
to proceed with its investigation of accessorial charges without the 
embarrassment, confusion and inconvenience caused by the injection 
of collateral and irrelevant issues. 


; The question of the relevancy of the figures pertaining to 
lighterage and floatage was raised in connection with a huge 
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book of data submitted by the carriers in answer to the ques- 
tions asked by the Commission at the request of the Shipping 
Board. H. W. Bassett, of the New York Central, chairman of the 
accounting committee of the railroads serving the northern 
ports, Was put on the witness stand to give an accountant’s ex- 
planation of the figures. J. W. Roberts, a Pennsylvania operat- 
ing man, was put on to explain them from an operating man’s 
point of view. G. F. Butler, general freight agent of the Nor- 
folk and Western, explained the answers from the traffic man’s 
point of view as they pertained to Hampton Roads ports. 

Lighterage and floatage in and around New York and other 
ports, the Commission holds, are in the case. Commissioner 
Meyer announced the ruling at the beginning of the hearing on 
March 30. The motions made the day before by the New York 
Port Authority and the warehousemen’s association to that ex- 
tent therefore were denied. When the announcement was made 
Mr. Cotterill, for the warehousemen, asked whether the com- 
plaints by Baltimore and Philadelphia interests about the undue 
prejudice to them alleged to flow from floatage and lighterage 
at New York were made a part of this proceeding by the ruling 
about the inclusion of lighterage and floatage. Mr. Meyer said 
that that was another question. The motion to include was 
made at the same time that motions to exclude were submitted. 

Explanation of the situation at the various ports was 
made by E. S. Neilson, general foreign. freight agent of the 
Pennsylvania, who described conditions at Philadelphia and 
Baltimore at which ports the railroads load and unload import, 
export, inter-coastal and some coastwise freight. Mr. Neilson, 
by his answers, clearly indicated that carrier and port competi- 
tion caused the railroads to do what they were doing and that 
the purpose of what Mr. Cotterill called their nominal storage 
charges imposed on freight held beyond the free time were in- 
tended to move the freight out without delay but that the ele- 
ment of competition was the controlling one. He said that the 
competition through Montreal and St. John’s, Canada, was keen. 
Broadly speaking, he said he could see no objection to making 
storage charges higher if the competition between ports was 
remembered and Americans were not put at a disadvantage with 
Canadians or one American port with another. 


Other witnesses were L. C. Spengler, general agent of the 
Chesapeake & Ohio at Newport News; William Fitzgerald, gen- 
eral freight agent of that carrier, and M. F. Steinberger, assist- 
ant to the vice-president of the Baltimore & Ohio, in charge of 
operation. 

The hearing in Washington came to an end March 30. The 
next installment will be begun at Boston on June 1 and will 
continue, without further notice by the Commission, and without 
interruption except long enough for the party interested to travel 
from Boston to New York, then to Philadelphia and to Norfolk, 
if necessary. Commisssioner Meyer thought of having the hear- 
ing resumed April 20 or four or five days later and continued 
to the end. All the attorneys, however, said that in order to 
prepare themselves for the hearings without interruption would 
require the allowance of a longer period than would be afforded 
from the adjournment at the end of March to the latter part of 
April. They said that if given until June 1 they would be 
prepared to complete the program without interruption. 

R. W. Barrett, representing the railroads, said that he would 
be ready in ten days with additional information requested at 
the Washington hearing. He asked those present, if they found 
errors in the figures submitted, to call his attention to them to 
the end that they might be corrected by means of correspondence 
without waiting for a formal hearing, the record being supple- 
mented with copies of the correspondence sent to the Com- 
mission, 

Just before adjournment an informal colloquy about the 
motion of Mr. Cotterill to join Baltimore and Philadelphia com- 
plaints with this proceeding developed the fact that no one 
really desired such a union either in regard to the records in 
the two cases or in any other way. Mr. Carmalt said the issues 
had to do with the relationship of rates and that the terminal 
question there might be in the Baltimore case was incidental. 

The witnesses at the last session were Mr. Conrad, an oper- 
ating man speaking for the Chesapeake & Ohio; A. T. Owen, 
superintendent of transportation on the Reading; V. Godshall; 
and A. C. McIntyre, general freight agent of the Lehigh Valley. 

Examination of the witnesses, by attorneys for the northern 
ports, seemed to be aimed at showing that the separation of the 
line-haul and the terminal rates would be a tremendous task in 
which the competition between carriers and between ports would 
be a variable factor hard to handle. Examination by Mr. Nicol- 
son and others suggesting the adoption, for the whole country, 
of the basis in use at the southern ports, seemed td be to show 
that the separation could be made and should be undertaken. 


OCEAN AGREEMENTS APPROVED 


An agreement between the North German Lloyd and the 
Panama Pacific Line providing for the movement of shipments 
On through bills of lading from Pacific Coast ports of the 
United States to Bremen, via New York, the through rate and 
transfer charges being divided equally between the lines, has 
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been approved by the Shipping Board. The agreement was 
filed with the board in pursuance of section 15 of the shipping 
act. 

Five agreements for co-operative handling of cargoes by 
the American-Hawaiian Steamship Company and other shipping 
lines were also approved by the board. These agreements were 
summarized as follows: 


American-Hawaiian Steamship Co. with Ellerman’s Wilson Line, 
New York, incorporated: Arrangement covering through movement of 
cargo at direct line rates from Hull to Pacific Coast ports of the 
United States with transshipment at New York. The through rate is 
apportioned on the basis of 40 per cent to tllerman’s Wilson Line and 
60 per cent to the American-Hawaiian Steamship Company, the latter 
earrier absorbing cost of transshipment. 

American-Hawaiian Steamship Co. with New York and Porto 
Rico Steamship Company: Arrangement covering movement of ship- 
ments on through bills of lading from Pacific Coast ports to Porto 
sxtican destinations on combination of local rates plus 60 per cent of 
cost of transfer at New York, the American-Hawaiian Steamship 
Company absorbing 40 per cent of cost of transfer. 

American-Hawaiian Steamship Co. with Bull-Insular Line, Inc.: 
Arrangement covering movement of shipments on through bills of 
lading from Pacific Coast ports to Porto Rican destinations on combi- 
nation of local rates of the two carriers plus 60 per cent of the cost 
of transfer at New York, the American-Hawaiian Steamship Company 
absorbing 40 per cent of the transshipment cost. 

American-Hawaiian Steamship Co. with New York & Cuba Mail 
Steamship Company: Through billing arrangemeht covering move- 
ment of shipments from Pacific Coast ports of the United States to 
Tampico, Vera Cruz and Puerto Mexico, the through rate being made 
up of a combination of the local rates of the two carriers plus cost 
of transshipment at New York. 

American-Hawaiian Steamship Co. with Baltimore & Carolina 
Steamship Company: Through billing arrangement covering move- 
ment of shipments from Pacific Coast ports to Miami, Florida, via 
Charleston, S. C., on a combination of the local rates of the two 
carriers plus wharfage charges at Charleston. The Baltimore & 
Carolina Steamship Company assumes the cost of pier-to-pier transfer 
at Charleston. 


NEW OPERATING AGREEMENT 


New operating agreements between the Fleet Corporation 
and Shipping Board Operators are expected to be in effect by 
June 1, according to an announcement by President Dalton, of 
the Fleet Corporation. It was decided to revise the terms of 
the present operating agreements some time ago. According to 
officials, the compensation to be paid operators, under the new 
agreements, will depend on the results of operation. Operators 
showing good results will get more compensation than those 
who show poor results. 


DAMAGE TO FLOUR SHIPMENTS 


The conference on damage to flour shipments in Shipping 
Board vessels, caused by weevils, will be held in Washington 
April 6. The conference will be attended by representatives of 
the Fleet Corporation, of American millers and of flour asso- 
ciations of Holland and Hamburg. President Dalton, of the 
Fleet Corporation, in whose office the conference will be held, 
said he expected that a complete agreement would be reached 
as to settlement for such damage in the future. 


O’CONNOR APPEALS TO SHIPPERS 


Chairman O’Connor, of the Shipping Board, has sent a letter 
to shippers throughout the country, appealing to them to use 
American flag vessels. He said the board’s shipping lines 
would be kept in operation in any case, but that they would 
be maintained more advantageously and at less cost to the na- 
tional treasury if they “receive proper support from American 
shippers; and as they become profitable it will be relatively 
easy to put them in proper private hands.” In concluding his 
letter, the chairman said: 


The following questions, which are being put to several thou- 
sand American shippers, are asked in an effort to stimulate action. 
Your answers will be of great value: 1. Will you give American-flag 
vessels serving the routes over which your goods are shipped at 
least one-half of your import business? 2. If this does not appear 
to you as a reasonable request, will you advise the Shipping Board 
of your objections to complying with it? 


PORT OF BALTIMORE, ETC. 


A report explaining in detail the shipping and terminal 
facilities at Baltimore, Washington, D. C., and Alexandria, Va., 
has been completed by the Board of Engineers for Rivers and 
Harbors of the War Department in co-operation with the bureau 
of operations of the United States Shipping Board. This report 
constitutes number 16 of a series of reports on the ports of the 
United States. It is the result of exhaustive research carried on 
by these two branches of the government. 

Like others of the series, the report gives full information 
with regard to port and harbor conditions, port customs and 
regulations, services and charges, fuel and supplies; facilities 
available for service to commerce and shipping, including piers, 
wharves, dry docks, ship repair plants, coal and oil bunkering, 
grain elevators, storage warehouses, bulk freight accommoda- 
tion, floating equipment, wrecking and salvage equipment; rail- 
road and steamship lines, and their charges in connection with 
terminal service. 

Information contained in the report shows that Baltimore 
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is an important receiving and shipping port for bulk commo- 
dities. Large quantities of grain, flour, coal, iron and steel 
products, and copper are exported; and petroleum products. 
iron ore, sugar, molasses and fertilizer materials are imported 
for local consumption and shipment to the interior. Favorable 
import, export and domestic rail rates gives this port an impor- 
tant advantage as a point for the receipt and shipment of cojp- 
modities of this nature, and for the establishment of related 
industries. In the intercoastal traffic with the Pacific Coast the 
port occupies an extremely important position on account of 
its nearness to eastern iron and steel centers. A rich agricul- 
tural section and the waters of the Chesapeake Bay supply a 
great variety of food products for its purely internal trade. The 
principal manufactures are iron and steel, copper products, 
canned goods, fertilizers, chemicals, and clothing. 

Alexandria, Va., situated on the Potomac River, formerly 
occupied an important position among ports of the United States. 
The demands of local industries and of the adjacent territory 
are not sufficient, however, to support a large traffic as measured 
by present standards. The principal receipts are sand and 
gravel, phosphate rock, and pulpwood, and the principal ship- 
ments are coal and general merchandise. 

Washington, D. C., the capital of the nation, is situated on 
the left bank of the Potomac River, at its confluence with the 
Anacostia River. The area of the District of Columbia is less 
than 10 square miles, and the products of such light manufac- 
turing as is carried on are almost exclusively for local con- 
sumption. The principal receipts are sand and gravel and petro- 
leum products, while the principal shipments are sand and coal. 
Practically all of the water traffic, averaging over 1,000,000 tons 
annually, is directly related to local and governmental needs. 


COMMERCE IN AMERICAN SHIPS 


In January, American vessels carried 37 per cent, by value, 
of the domestic exports of the United States in foreign trade, 
as compared with 32.5 per cent in January, 1926, and 33.3 per 
cent of imports as compared with 30.1 per cent in January, 1926, 
according to the monthly summary of foreign commerce issued 
by the Departmenet of Commerce. For the six months ended 
with December, American vessels carried 35.6 per cent of 
exports, and 31.4 per cent of imports, as compared with 35 per 
cent and 29.9.per cent, respectively, in the corresponding 
period of 1925. 





INCREASED CANAL FACILITIES 


Senator Edge, of New Jersey, chairman of the Senate com- 
mittee on interoceanic canals, discussed with President Coolidge, 
March 30, problems relating to increasing the facilities for 
handling traffic via the Panama Canal. The question of increas- 
ing the capacity of the Panama Canal by addition of another 
lock or of building a new canal through Nicaragua was dis- 
cussed. Senator Edge said the President indicated that he 
would have a study made of the proposals. He said the matter 
no doubt would be considered at the next session of Congress. 
He said statistics now indicated that the Panama Canal would 
be used to the total, of its capacity within the next eight or 
ten years. 


INVOICE ON SHIPMENTS TO CUBA 


The requirement that shippers to Cuba of goods dutiable 
at ad valorem rates of import duty present at Cuban consulates 
with their consular invoice the original manufacturer’s invoice, 
recently announced to become effective on March 23, has been 
postponed until April 20, according to a cable received in the 
Department of Commerce from Commercial Attache Todd at 
Havana. 





BOARD’S DIESEL PROGRAM 


The Shipping Board now has six vessels in service that have 
been converted to Diesel engine propulsion under the board’s 
program for expenditure of not more than $25,000,000 for the 
purpose of testing out the use of such engines. Under present 
plans, twelve vessels will be converted. The cost of the work 
will run from $8,000,000 to $10,000,000, leaving $15,000,000 for 
converting other vessels. The converted vessels are showing 
satisfactory results with respect to speed and consumption of 
fuel, the board says. In a statement concerning the program, 
the board, in part, said: 


The purposes of the government’s motorship program are two- 
fold: Primarily, it is intended to give the American merchant marine 
a nucleus around which a modern fleet can be constructed, and to 
bring at least some of the American lines to a position in which they 
can compete effectively with the ships of other flags. Secondly, it is 
purposed to stimulate the design and manufacture of Diesel engines by 
Americans, and to develop skilled workmen and Diesel engineers 
among citizens of the United States. In the vessels already com- 
pleted, three different types of engines have been employed; namely, 
the Worthington, the Busch-Sulzer, and the McIntosh and Seymour. 
Contracts for the equipment have thus been distributed purposely in 
order that several concerns might be developed to fill future needs. 

The Dieselization program may be continued by the board until all 
of the funds available have been utilized. The $15,000,000 yet un- 
pledged is enough to provide at least 20 to 25 more motorships, al- 





Vol. XXXIX, No. 14 


though the expense of converting them may be at little more than 
was the case with the first group. 


SERVICE TO EAST AFRICA 


The American South African Line, which was purchased 
in January, 1926, from the Shipping Board, has been authorized 
by the board to extend the trading limits of its service on the 
east African coast north from Mombasa to Cape Guardafui. 
Under the service provisions of the sales agreement, the buyer 
is required to obtain the consent of the board before making 
changes in its service. 


INSPECTION TRIPS PLANNED 


President Dalton, of the Fleet Corporation, plans to go to 
the Pacific coast the latter part of April for inspection of Ship- 
ping Board operations there. He expects to be in Seattle April 
29 to attend the marine day celebration there at that time. He 
will stop at Kansas City, Mo., April 21 and 22, to attend the 
international convention of southwestern millers. 

J. Harry Philbin, vice-president of the corporation, is to go 
to Europe in the near future to inspect Shipping Board opera- 
tions at United Kingdom and continental ports. 





NEW YORK TOWBOAT RATES 


President Dalton, of the Fleet Corporation, has announced 
acceptance of the increase of approximately 1214 per cent in 
towage rates on Shipping Board vessels in New York harbor, 
made effective by members of the New York Towboat Exchange. 
The increase has been in effect for some time with respect to 
privately owned vessels. It will become effective as to Shipping 
Board vessels as of March 1, under the agreement reached. 
President Dalton said there had been material increases in the 
towboat operators’ costs of operation. 





SPECIAL DELIVERY TO MEXICO 

Effective April 1, ordinary (unregistered) articles in the regu- 
lar mails (letters, post cards, printed matter, commercial papers, 
and samples) addressed for delivery in Mexico will be given 
the benefit of special delivery service when prepaid 20 cents, 
in addition to the regular postage, by the United States special 
delivery or other stamps affixed to each article, according to 
an announcement by W. Irving Glover, second assistant Post- 
master-General. 


CUBAN PARCEL POST 


Postmaster-General New has received word from W. Irving 
Glover, second assistant Postmaster-General, that the govern- 
ment of Cuba has agreed to extend the parcel post convention 
between that country and the United States until March 1, 1928. 
Mr. Glover was sent to Cuba to obtain an extension of the con- 
vention. Extension of the convention was necessary as the result 
of the failure of Congress, at its last session, to enact legislation 
permitting importation into this country from Cuba of cigars, cig- 
arettes and cheroots in packages of less than 3,000. The Cuban 
government had taken the position that it would abrogate the 
convention unless such legislation were passed. It now has 
advised the Postmaster-General that unless Congress amends 
the law as desired, there will be no further extension of the 
parcel post convention. Termination of the convention would 
leave the United States without any arrangement for sending 
parcel post packages to Cuba, although, under an old convention, 
packages of 8 ounces or less in weight could still be sent. 


PARCEL POST REGULATIONS 
W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


Effective at once, the following articles are prohibited in the parcel 
post mails to Sweden: 

Nonexplosive elements of artillery fuses, or of live animals other 
than bees. Potatoes may be imported into Sweden only if it is proved 
by a certificate accompanying the dispatch note that they are not 
affected by the black scab (synchytrium), and that they are in a 
satisfactorily healthy condition. That in the country of origin the 
black scab does not exist at present, as far as is known, and has 
not existed during the past six years; that in the country of mailing 
it is forbidden to import potatoes coming from countries where the 
black scab exists; that the packing employed has not already been 
used. This certificate must also indicate the quantity of the ship- 
ment, the name and address of the sender and addressee, the place 
of origin of the potatoes, the title of the author of the certificate. 
The certificate is valid only if the exportation takes place 14 days 
at the latest after it is delivered. It must be issued by an official 
plant inspector of the country of origin, or by another expert in the 
domain of plant diseases duly authorized to issue such certificates, 
whose competence to that effect is attested by the legation or con- 
sulate of Sweden in the country of exportation. A copy of the cer- 
tificate must be attached to the parcel by the seal of the author of 
the certificate. The above should be added to the item ‘Sweden’ 
on page 309 of the annual Postal Guide for 1926. 


W. Irving Glover, second assistant Postmaster-General, has 
announced that, effective April 1, the following transit rates will 
apply with respect to parcel post packages addressed for de- 
livery in Iceland: 1 to 2 pounds, 40 cents; 3 to 11 pounds, 60 
cents, and 12 to 22 pounds, $1. This modifies the transit rates 
appearing in the Postal Guide for 1926, page 249, under the item 
“Iceland.” 
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April 2, 1927 


FREIGHT RATE CASE 


The Traffic World Ottawa Bureau 


The session of the Board of Railway Commissioners, hear- 
ing the freight rates case, March 29, was marked by the opening 
of argument by counsel, the evidence having been completed 
before the adjournment ten days ago. Sidney B. Woods, repre- 
senting the province of Alberta, was the first of the several 
provincial counsel to speak. He declared that he proposed to 
argue for the following fourteen concessions or adjustments in 
the existing rates’ situation: 


1, The removal of the mountain differential as applied to British 
olumbia. 
. 2. The removal of discrimination against the provinces of Alberta 
and Saskatchewan, caused by the use of constructive mileage between 
Ft. William and Winnipeg. 

3. The adjustment of transcontinental rates so that the rates 
to points in Alberta will not exceed the special rate to the coast. 

4. The strict application of the lake terminal rates, and dis- 
tributing town tariffs by the Canadian National Railways, as directed 
against the C. P. R. in the 1914 judgment. 

5. The adjustment of the eastbound grain rates to Ft. William 
to the basis of the C. P. R. main line rates. 

6. The equalization of westbound grain rates on the above basis. 

7. The granting of lower rates on grade grain from the Prairie 
Provinces to the coast. 

8. The equalization of eastern and western rates. 

9. The establishing of special seasonal summer rates on bitumi- 
nous coal from Alberta to Winnipeg. 

10. The enactment of special commodity rates on butter to the 
Pacific Coast. 

11. Also of special commodity rates on eggs and packinghouse 

roducts. 
” 12. The enforcement of one standard mileage rate for all Canada. 

13. The granting of one stop-over privilege on carloads of farm 
implements. 

14. The application of the same class rate on butter carloads 
as applied to eggs car load. 


Deputy Chief Commissioner Vien remarked that he hoped 
Mr. Woods’ fourteen points would lead to establishing a league 
of interests to the mutual advantage of all concerned. At the 
session March 30, Mr. Woods began his argument in reference 
to mountain differentials and constructive mileage from Fort 
William to Winnipeg. The gist of it was that the small amount 
of mountain differentials to the C. P. R. was .77 per cent 
of the gross freight traffic for 1925 and amounted to about a 
million dollars. Further evidence was brought out, on cross- 
examination of one of the tariff officers of that company, by 
Mr. Woods, that about 50 per cent of that million was borne 
by the province of Alberta in excess freight charges. Mr. Woods 
argued that there was no such percentage of advance in rates 
in any other province, based on higher cost of operation except 
in British Columbia, although the factors on which are based 
the cost of operation, showed higher costs in New Brunswick 
and Quebec, than in British Columbia, and he argued that it was 
not good policy for the Dominion to continue this discontent 
and dissatisfaction in the two western provinces, because of 
the small amount involved for the railways. 


In regard to constructive mileage from Fort William to 
Winnipeg, he again pointed out how this adversely affected 
Alberta, in so far as it resulted in a percentage reduction of 
the standard mileage rate to Winnipeg of 21 per cent, while in 
Alberta it only meant 4 per cent. This rate structure had 
continued against Alberta for some twenty years. He argued 
that, if not removed at this time, the injustice caused to Alberta 
would be continued by being frozen into the rate structure for 
all time. In addition to the effect it has on class rates, it was 
also pointed out that it affected all primary products moving 
from Alberta eastbound, based on a percentage of class rates to 
the same extent as the percentage before mentioned. One sugges- 
tion for the remedy of this feature was the establishment of a 
distributing tariff on the basis of 85 per cent of class rates to 
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and from Fort William and points west. Mr. Woods pointed 
out that, if the same basis was put into effect between coast 
points and the prairies, it would not change the existing rates 
now applying in that territory, though changing the manner of 
arriving at same. 


BILL FOR RATE REDUCTION 


Charles Dunning, Minister of Railways, March 28 introduced 
in the Canadian Parliament, his bill reducing freight rates 20 
per cent in the maritime provinces and extending as far west- 
ward as Diamond Junction and Levis, Quebec. Among the more 
important provisions are the following: 


On and after July 1, 1927, all existing freight tariffs in the terri- 
tory named, are cancelled and others substituted “showing a re- 
duction of approximately 20 per cent.” 

Traffic is divided into ‘“‘preferred’’ and ‘‘non-preferred’’ move- 
ments. The following are ‘‘preferred movements:” 

(a) Local traffic all rail—between points on the eastern lines; 
for example, Sydney and Newcastle. 

(b) Traffic moving outward, westbound all-rail—from points on 
the eastern lines, westbound, to points in Canada beyond the limit 
of the eastern lines at Diamond Junction or Levis; for example, 
Moncton and Montreal—the 20 per cent reduction shall be based 
upon the eastern lines’ proportion of the through rate or in this 
example upon the rate applicable from Moncton west as far as 
Diamond Junction or Levis. 

(c) Traffic moving outward, export traffic, rail and sea—from 
points on the eastern lines through ocean ports on the eastern 
lines destined overseas; for example, Fredericton to Liverpool, via 
Saint John—the rate affected shall be that applicable from Fred- 
ericton to Saint John. 

(d) Traffic moving over the car-ferries shall be treated as all 
rail traffic. 

The ‘‘nion-preferred movements” are as follows: 

(a) Traffic moving inward or outward, to or from the United 
States, all rail—from or to points in the United States, to or from 
points on the eastern lines. 

(b) Traffic moving inward, eastbound, from Canada, all rail— 
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POSITIONS WANTED OR OPEN 


POSITION WANTED—Young man with ten years’ railroad ex- 
perience in transportation, now studying traffic management, wishes 
to connect with industrial traffic department. Salary secondary to 
experience. Address O. R. D. 20, care Traffic World, Chicago, Ill. 








POSITION WANTED—Young man, age 25, college training; gradu- 
ate LaSalle course Traffic Management; four years’ practical experi- 
ence rate and freight clerk transportation department of large east- 
ern railroad, desires work in industrial traffic department. Best 
of references. Address F. W. M., care Traffic World, Chicago, IIl. 


POSITION WANTED—Certified Traffic Manager, familiar with 
rates all territories, also I. C. C. rules, thirteen years railroad agent, 
unusual practical training and experience with I. C. R. R., industrial 
field, age 29, married, good education, executive ability, desires good 
—— in traffic field. Address L. D. R. 18, care Traffic World, Chi- 
cago, ‘ 











WANTED-—Set of I. C. C. reports; quote price, volumes, location, 
conditions, terms first letter. Interstate Traffic Co., Dallas, Texas. 
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from points in Canada not on the eastern lines, eastbound, to points 
on the eastern lines, for example: Toronto to Moncton. 

(c) Import traffic to Canada, originating at points overseas; for 
example, Liverpool to Moncton or Toronto. 

(d) Passenger movements and express movements, 

The rates specified in the tariffs of tolls in this act provided for, 
in all respect of preferred movements, shall be deemed to be statutory 
rates not based on any prinicpal of fair return to the railway for 
services rendered in the carriage of traffic. No argument shall, ac- 
cordingly, be made nor considered in respect of the reasonableness of 
such rates with regard to other rates, nor of other rates, having 
regard to the rates authorized by this act. 

The purpose of this act is to give certain statutory advantages 
in rates to persons and industries in the three provinces of New 
Brunswick, Nova Scotia and Prince Edward Island, and in addition, 
upon the lines in the province of Quebec, mentioned in section two 
(together, hereinafter, called ‘‘select territory’), accordingly the 
board shall not approve or allow any tariffs which may destroy or 
prejudically affect such advantages in favor of persons or industries 
located elsewhere than in such select territory. 

Nothing in this act shall prevent other companies owning or 
operating lines of railway in the select territory from filing tariffs 
of toll respecting freight movements in the select territory meeting 
the statutory rates referred to in section seven of this act, nor 
prevent the board from approving them, and in such event, the 
provisions of section seven of this act shall apply to the tolls and 
rates authorized by this section. 

(10) Other lines of railway from time to time operated within 
the select territory as part of the Canadian National Railways, may 
be included within the eastern lines, as designed in section two of 
this act, and made subject to this act by an order or orders of 
the governor-general in council; and any lines designated as eastern 
lines may upon such lines ceasing to be operated as part of the 
Canadian National Railways, be from time to time withdrawn from 
such designation as eastern lines by similiar order or orders. The 
governor in council is hereby authorized at any time or times at 
discretion to pass any order-in-council for the purposes and with 
the effect mentioned in this section. 

(11) The board may jyhear and determine all questions arising 


under this act, subject to such rights of appeal as are provided in 
the railway act. 


An interesting marginal note appears in connection with 
section 3, clause 3, as follows: 


The recommendation was that an immediate reduction of 20 per 
cent should be made on rates charged on certain specified traffic. 
This section directs the cancellation of existing freight tariffs on 
and after the first of July next and substitutes other tariffs showing 
a reduction of approximately 20 per cent. The board of railway 
commissioners is given power to approve these tariffs and to main- 
tain the substituted tariffs on the general rate level of 20 per cent 
below the tolls in effect on the first of July, 1927. Provision is 
made for the fluctuation of the substituted rates to accord with the 
cost of railway operation in Canada, since otherwise the rates would 
be “frozen rates’? and would be unchangeable. 


Provision is to be made for reduction in Maritime freight 
rates on railways other than the Canadian National. On March 
25, the House adopted a resolution and gave first reading to the 
bill to implement the twcnty per cent reduction in Canadian 
National Maritime freight rates, announced by Premier King, 
in accordance with the Duncan report. This resolution, how- 
ever, does not make provision for lines in the Atlantic area 
other than the Canadian National, though the Duncan report 
states that “the other great railway system operating in the 
area would be entitled to eqiutable consideration if they find 
themselves prejudiced as a result of the reduction proposed.” 

While the resolution was before the House, C. A. Dunning, 
minister of railways, took up this phase of the matter. Said he: 

“The other great railway system referred to there, of course, 
is the Canadian Pacific. The Duncan report does not so state, 
but, nevertheless, it is a fact that there are several other rail- 
ways within the area referred to in addition to the Canadian 
National and the Canadian Pacific lines. This creates a problem 
for consideration and at this stage I desire to say that the 
government agrees entirely with the principle set out in the 
sentence which I have just read from the Duncan report. I 
hope as the bill proceeds further to be able to introduce a 
provision satisfactory to the House and equitable in its terms 
which will ensure that other railways operating within the 
area will not be prejudiced as a result of the operation of the 
proposed legislation. Of course, I may be required to introduce a 
new financial resolution in order. to bring that about, but what- 
ever form is necessary we can deal with later, I am merely 
informing the committee now that it is the intention of the 
government to make a provision in that regard.” 

On being questioned, he said the other railways referred to 
were the St. John Valley Railway, now under lease to the 
Canadian National, the Inverness, the Quebec Northern, the 
Quebec and Oriental, the Quebec and Northwestern, and the 
Matane Railway. 

The position is further complicated by the fact that these 
local railways now have special tariffs approved by the board, 
but which are higher than the prevailing rates in the territory 
concerned. 

The minister said the probable cost of the proposed scheme 
could depend on the financial provision for railways other than 
the Canadian National. For that line alone, the amount to be 
provided would be about two million dollars. ' 


CLAIM ON DERRICK SUSTAINED 


The Canadian Board of Railway Commissioners has ruled in 
favor of McGregor and McIntyre on an application for ruling 
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presented through the Dominion Traffic Association in the mat- 
ter of the shipment of what the complainant contended was a 
derrick on its own wheels that should pay a rate applicable on 
such, instead of the rate applicable to cranes and derricks, rail- 
way or wrecking; as charged by the Canadian Pacific. The con- 
tention of the railroad was that the equipment could be used for 
other than the uses contemplated under the classification con- 
tended for by the complainant, the features of its construction 
admitting of the derrick being of use should it be dismounted 
from the carrier car. It was not contended that any such use 
was made of the equipment, however. 


CANADIAN CAR LOADING 


The severe snowstorm in the western provinces the week 
ending March 19, affected the car loadings, which were less than 
for the previous week by 2,448 cars in the western division an: 
483 cars in the eastern division. Grain in the west fell off by 
1,710 cars and pulpwood in the eastern division was lighter 
by 921 cars. Compared with loadings the week ended March 
20, 1926, the total was greater by 5,168 cars, coal accounting for 
2,983 cars, grain for 1,775 cars, and pulpwood for 1,501 cars 
of the increase. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


-—For the Week Ended— 
Mar. 19, Mar. 12, Mar. 20, 

































































Commodities 1927 1927 1926 
Grain and Grain Products..........+seeeee 1,965 2,017 2,054 
Live Stock : eos |» aun 1,034 1,022 
GEE 6 cc8 beet Coc ONERECECSEHE CO CONEETESS oo 6. 4 947 4,945 2,074 
EE Wicacistveibemawaeewsinww wanes 239 283 355 
RAE ciiciccesepretesseeenenes 2,427 2,464 2,936 
TT ee 4,713 5,634 3,728 
Pulp and Paper....... 2,065 2,244 2,197 
Other Forest Products 1,498 1,534 1,653 
NG aisadenecithnsmacers 639 636 665 
Merchandise, Li. C. Lie... ccccccccccccccccs 13,035 12,460 12,205 
ON Te tr 10,023 9,791 10,203 

Wotnl Care TMRGOG a ooiodccicscciesccsvede 42,559 43,042 39,092 

Total Cars Received from Connections 40,261 41,140 38,950 

WESTERN CANADA 
Grain and Grain Products 5,504 7,214 3,640 
Live Stock 1,051 1,021 1,241 
RE Bocadqnecasicwencaewesele 1,297 1,417 1,187 
2) oe om 40 43 51 
lumber ..... oe oe 992 976 999 
Pulpwood ° 838 921 322 
Pulp and Paper 235 250 355 
Other Forest Products.......cccccccccccce 1,847 2,004 2,060 
ee Tee ee TREC eT eT 744 791 751 
Merchandise, La C. Li... .ccccccccccccces 4,293 4,441 4,277 
PEGG Si cscs tisotccdccceveveccecse 2,753 2,964 3,010 
Wet Case TANG oo ccciccdessevceeces 19,594 22,042 17,893 
Total Cars Received from Connections 2,817 3,164 2,757 

TOTAL FOR CANADA 
Grain and Grain Products...........eseee 7,469 9,231 5,694 
EE IO 6 o:64.5':60-4-weaedteveteenwesemes Haws 2,059 2,055 2,263 
Co SEPT re ee 6,244 6,362 3,261 
SEL 6.66 bob wee Cede adtieneKeaGed aedonebnioes 279 326 406 
EE EE re Oe a eR ee 3,419 3,440 3,935 
DE acd: cace ciewees ee Henceeqeceweticess 5,551 6,555 4,050 
ee errr ee re a 2,300 2,494 2,552 
Other Forest Products. ...0< cvcccoscccccee 3,345 3,538 3,713 
UD at carat ntee alec dies de Weg 4 Cease Hee newewe 1,383 1,427 1,416 
pS Fe errr 17,328 16,901 16,482 
Tn vrewccuseenwndesccisegecen 12,776 12,755 13,213 
Tote) Care TORE. 6 cisciicceccccicocvns 62,153 65,084 56,985 
Total Cars Received from Connections 43,078 44,304 41,707 

CUMULATIVE TOTALS TO DATE 

1927 1926 
Grain and Grain Products.............ee- 92,858 78,996 
EN ENO ecb cacntaccndcsdevenccaseenceces 22,514 22,437 
SUE o cina ces secesoheraceesaeeenesseneeesee 72,673 53,785 
CIEE cn viocsuielnpae-ccteh see oemeusdiewaninees 4,242 5,601 
LUMDETL occ e cece sere cere seen eececeeeeees 33,292 34,811 
PRMWOOE cc cccccccevvesevvccteseseesocese 63,110 43,485 
ie ft . 8 er  ee e 24,525 29,444 
Other Porest Products. ...ooecciccveccscces 37,718 39,688 
RE areaadtvoes sacs one escsr wees nenneeee : 15,214 15,792 
Reewehandion. Ts C.. Enis ccncsvescesvcsiiccss 174,936 161,681 
pe Riek ae ee 124,701 120,147 
Total Care LORGOG 6660 ciccsscvvscecsse 665,781 605,870 
Total Cars Received from Connections 424;847 402,397 


CANADIAN NATIONAL REPORT 


The 1926 annual report of the Canadian National Railways 
shows that for the first time since it was taken over by the 
government, the net earnings were more than sufficient to pay 
all fixed charges due the public. The securities held by the 
public total more than 935 millions and the annual interest 
thereon is nearly 40 millions. 
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Net earnings exceeded 48 millions, as against 33 millions in 
1925, am increase of 15 millions, or 44.2 per cent. Operating 


DENVER, COLORADO 
revenue totaled 275 millions, as compared with 253 millions 
in 1925, an increase of 22 millions. Both freight and passenger Kennicott-Patterson Warehouse Corporation 


Ww r c - 
revenae showed material increases, as revealed by the fol STORAGE AND DISTRIBUTION OF 
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Magenta ook a ~ 
WRSEOREE 0.660 scccvccees 427,264. 963,479. 

ign onallasennapades 3,688,356.86 3,693,646.75 $5,289.89 1700 Sixteenth Street, DENVER, COLO 
Miscellaneous .........- 25,297,660.46  24,288,010.78 *1,009,649.68 


DE csiauienecert ee en *$21,861,536.09 MERCHANDISE STORAGE and 
Increase POOL CAR DISTRIBUTION 


1926 1925 
Maintenance of W. & S..$ 48,536,502.94 $ 44,753,310.38  $ 3,783,192.56 





Maintenance of Equip... 51,211,820.99 49,324,910.70 1,886,910.29 arehouse Located in Heart of Railroad District : 
ce tiaabliee cee if 026,004.70 6,902,501.84 123'502.86 Ww ” of d and Jobbing Trade 
Transportation .......... 111;393°757.98 | 110,386,974.93 1,006,783.05 
Miscellaneous Operations. 2° 336, 041.37 2,272,917.98 63,123,39 FEDERAL COM PRESS & WAREHOUSE COM PANY 
General eee foo" te 7,881,495.87 7,520,303.27 361,192.60 
ranspor on or n- P 
vestment Credit...... 1,040,343.21 895,442.95 144,900.26 589 South Front Street, MEMPHIS, TENN. 
i er eT $227,345,280.64  $220,265,476.15 $ 7,079,804.49 
Net earnings ........ $ 48,225,029.54 $ 33,443,298.04 $14,781,731.60 M h dis St g d P ol C 
= — erchandise Storage and Pool Car 
es 
a Chicage's and Kansas City’s Di trib ti 2,000 CARLOAD 
tDecrease. ledern Warehouses S ul on CAPACITY 
Following are some of the outstanding features of the CROOKS TERMIN AL + AREHOUSES 
income statement: 
1926 1925 CHICAGO, ILL. KANSAS CITY, MO. 
Railway operating revenues............... $275,570,310 $253,708,774 
Railway operating expense................ 227.345, 280 220,265,476 : 
ae eo railway operation...... ack san sean aan 
otal operating income.................+- 2,843, 814, 
a PIII ins coaoia 6 wieiciv.eie sinsaivresiowerears 50,460,673 36,509,481 W { ) 
Interent on funded debt. . LEER RAR OT: $0,291 208 40,966,558 NE RLEANS, LA. 
nterest on m. WM. BEV cccicceecsoceese 
a... 29°894 072 12197; 864 STORAGE 
The gross earnings, including the Central Vermont, totaled Efficient Merchandise Distribution 


$275,570,310, an increase of $21,861,536 over 1925, while total 


operating expenses increased only $7,079,804. THE co MMERC IAL WAREHOU SES 


In the opinion of Sir Henry Thornton, “the figures refiect 
201 IBERVILLE ST. 








MUSKOGEE, OKLAHOMA 


2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE CO. 
BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 






TERMINAL 


ECL OS fe J Ma nM VEIT EE 


MERCANTILE YWARENCUSING AND DISTRIBUTING 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 


References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
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ST. PAUL, MINNESOTA 1857 CHICAGO 1927 


J0S. STOCKTON TRANSFER CO. 


“To Serve the Northwest’’ 


ST. PAUL TERMINAL WAREHUUSE CO. 
Storage of Merchandise—Pool Car Distribution 


Licensed by and bonded to the State of Minnesota 





1020 SOUTH CANAL STREET 


70 YEARS’ EXPERIENCE 
Teaming -— Motor Truskirne — Cx lord Distribution 
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what may be fairly regarded as a satisfactory position. An 
increase in the system’s gross earnings of 8.6 per cent indicates 
a generally satisfactory business throughout the Dominion, and 
it is equally gratifying that, with an increase of nearly 22 
million dollars in gross earnings, there was an increase of but 
one million dollars in transportation expenses.” The reduction 
in operating ratio from 86.82 to 82.5 shows a further improve- 
ment in operating efficiency, he says. 

Dealing with transportation expenses the report says: . 


The present board of the Canadian National in submitting its 
first annual report for the year ended December 31, 1923, pointed out 
that a determined attack would be made on transportation expenses 
to reduce such expenses to a minimum as the business of the com- 
pany increased. In the year 1926 substantial progress was made in 
this direction because, while gross earnings increased by 8.6 per cent 
transportation expenses increased by less than 1 per cent with the 
result that the transportation charge against each dollar earned 
was reduced from 43.51 cents to 40.43 cents. In the 1923 report the 
statement was made that transportation expenses offered a fruitful 
field for economy. I: is, therefore, proper to submit the following 
table of comparison to show the progress made in the last four~years 
in this important measure of efficiency generally known as the trans- 
portation ratio or, more completely, the ratio of transportation ex- 
penses to gross earnings: 


BG Sawant eeu set avine seruder _., a Se re eee 43.51 
DORM shoe 6868s Wee CEES ne oo 1c ia pacsoinaecnasuareaale-caeeeee 
WN cera tiers. cick icin bo ceienes 71 


(The figures in the above table include operations of the Central 
Vermont Railway.) 


‘To state perhaps more vividly the importance of the improvement 
achieved, it may be said that, if transportation expenses had ab- 
sorbed in 1926 the same percentage of the gross earnings as in 1922, 
the net earnings of the system would have been reduced by 49 per 
cent or by $23,800,000. 


Dealing with maintenance of way and structures and equip- 
ment, Sir Henry Thornton says: 


It was thought wise to increase expenditures under this heading 
for the year in order to effect a higher standard of maintenance. 
Although the percentage of expenditures for maintenance of way 
and structures to gross earnings has not increased, the larger ex- 
pense is to some extent due to the increase in the number of treated 
ties used, with tie plates for protective purposes, and is also partly 
due to the greater mileage of new rail employed for renewals. This, 
in turn, necessitated increased expenditures for other track materials, 
including the purchase and application of stone ballast. It is the in- 
tention of the administration as rapidly as financial conditions will 
permit to extend the use of stone ballast on high speed and important 
passenger routes. A generally improved standard of maintenance, 
with bridge improvements, permits the use of heavier power, with 
consequently reduced transportation costs. 


While maintenance of equipment also shows an increase, the 
two maintenance accounts combined exhausted nearly 1 per cent less 
of the year’s gross earnings. Maintenance of equipment expenses 
increased by 3.82 per cent as against the increase in gross earnings 
of 8.6 per cent. Motive power mainteanance showed practically no 
increase, the extra expenditure being more than accounted for by 
the increase in the cost of freight train car repairs. Under an author- 
ized program provision is made for modernizing certain classes of 
cars to fit them for use in the heavier trains now being operated, 
thus extending their period of use and reducing the expense of their 
upkeep; this is recognized as good practice, and during the period in 
which such a program is being carried out heavier charges for current 
repairs are naturally incurred. 


Good results, the report says, are expected from the under- 
standing arrived at between the two Canadian transcontinental 
railways and the government to extend the co-operative agree- 
ment on immigration for a further period of three years. In 
the last year 31,536 European settlers were brought out by the 
Canadian National, as compared with 9,582 in 1925, the number 
of British included in these figures being 8,003 and 3,883 respec- 
tively. Some 335 families from the United States were obtained 
for western Canada, quite a number of whom have taken up 
Canadian National lands. At the end of the year there were 
in effect nine different arrangements under which aid in one 
form or another may be given to extending emigrants. In con- 
nection with these arrangements and immigration generally, 
also with the development of natural resources, a great deal 
of educational and preparatory work has been undertaken, from 
which good results are expected. 


New industries, the report says, continue to be established 
at points on the national railways in large numbers, involving 
expenditures running into millions of dollars. Seventeen new 
plants connected with the pulp and paper industry were brought 
into operation in the year. 


The railway paid $5,281,817 in taxes, an increase of $816,400 
mainly due to a charge of $500,000 for taxes agreed to be paid 
by the national railways to the three Maritime Provinces for 
1925 and 1926. 


In the year, 193.53 miles of new line were placed in oper- 
ation. In addition to this, 117 miles of track were laid and 65 
miles were graded. The Rouyn line, the report says, is proving 
a valuable traffic producer. 

The many improvements in the transportation plant were 
proceeded with including 60 miles of rock ballasting on the 
main line between Toronto and Montreal. 


The average number of employees on the Canadian National 
system was 102,653 and the total payroll for the year amounted 
to $152,653,720. Of each dollar expended sixty cents went in 
in payment of labor, eleven cents in purchase of fuel, and 
twenty-nine cents in purchase of materials and in other expenses. 
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In his general summary of the position of the system, Sir 
Henry says: 


It is but fair to call attention to the fact that, during the first 
years of system consolidation, there have been many opportunities 
for economy. Much of this field has been exhausted, and, while 
efficiency and lower em costs will be rigorously sought, it is 
not probable that corresponding percentage improvements can be 
maintained, especially when it is remenbered that certain wage in- 
creases have already been granted to employes and others are in 
negotiation which will tend to affect operating results. . 


Alluding to wage adjustments made in the last year and 
others under discussion, the report says: 


While the burden upon the company expenses will be considerable, 
it is believed by your board that the zeal, efficiency and loyalty of 
all of the employes justify financial recognition and it is confidently 
believed that a large part of the money: so spent will, in the course 


of time, be saved through improved good feeling and consequent. 


efficiency. 
The directors feel that the remarkably good operationg results ob- 


tained in .1926 could not have been attained except through the- 


whole-hearted efforts of officers and employes working in thorough 
harmony for a common cause, and are very glad to acknowledge, 
the inestimable value of the excellent esprit de corps which obtains 
throughout the system, and to express their thanks for the loyal 
service rendered by officers and employes. 


Continuing, President Thornton says: 


The question of freight rates continues to be one of importance 
and some anxiety. It is not the province of the board of directors to 
argue for or against higher freight rates but a distinct responsibility 
rests upon the board to direct attention to the effect of alternations 
in the rate structure which would reduce the gross revenues of the 
system. The board is of opinion that the welfare of the Dominion 
would be best served if its railways were allowed rates which would 
enable them not only to maintain solvency, but to make those im- 
provements and provide those facilities which are from time to time 
necessary to meet the constantly increasing traffic requirements of 
a rapidly growing country. 

In so far as the Canadian National Railways are concerned, the 
property is owned by the people of Canada, and, in the last analysis, 


the financial position is in their hands. However, the board ventures’ 
to express the thought, as it has, indeed, on previous occasions, 


that freight rates cannot be constantly decreased and net earnings 
continue. to increase. With fair rates it has been possible to reduce 
to a minimum the demands of the railways on the public treasury. 
The Canadian National Railways are emerging from a condition which 
may be conservatively described as unsatisfactory; they have reached 
the point where they are paying interest out of net earnings on' all 


the securities held by the public, and, furthermore, they are furnish-> 


ing a service which the board feels is satisfactory to the. shipping 
public. Would it not be wise to allow that condition to continue 
and to improve? 


CANADIAN. PACIFIC REPORT. 


The forty-sixth annual report of the Canadian Pacific ; Rail- 
way Company, for the year ended December 31,1926, shows 
gross earnings at $198,025,591. After deduction of working ex- 
penses of $153,080,464, fixed charges, $14,676,358, pension fund, 
$600,000, and dividends of $22,215,842, a net surplus of $7,462,824 
was left. In addition, dividends on ordinary stock,’3’ per cent, 
were paid from special income. The special income for the year 
ended December 31, 1926, was $11,056,270. From this figure 
was deducted dividend payments of $5,850,000 to shareholders, 
which left special income of $5,206,270. From this a dividend 
has been’ declared, payable April 1, 1927, which will require 
$1,950,000. 

The working expenses for the year, including all. taxes, 
amounted to 77.30 per cent of the gross. earnings, and the net 
earnings to 22.70 per cent, as compared with 78.10 per cent and 
21.90 per cent, respectively, in 1925. Excluding taxes, the ratio 
of working expenses to gross earnings was 74.41 per cent and 
in 1925, 75.77 per cent. 

Gross earnings increased $14,669,586 over.those of the pre- 
vious year, and working expenses $9,879,235. ~The net earnings, 
before deducting fixed charges, were $44,945,126, an increase over 
the preveious year of $4,790,351. The report says: 


The results would have been still better were it not for a 
rather sharp decline in gross earnings during the month of De- 
cember, accompanied by an increase in operating expenses due to 
special charges made during that month and to the extremely severe 
weather in which the operations of the company were conducted. Of 
the increased expenses, $1,681,946, was in transportation, largely. at- 
tributable to the increased volume of business handled; $2,848,282 was 
in maintenance of way structures, and $3,613,922 in maintenance of 
equipment in consequence of the policy approved by your directors 
that the physical properties of the company shall always be main- 
tained in the highest possible state of efficiency. Your directors 
are of the opinion that the results must be regarded as satisfactory, 
constituting as they do the largest net revenues since 1917, but they 
would be lacking in their duty if they did not point out that the 
future strength of the company will depend upon the availability 
of surplus earnings for re-investment in improvements and better- 
ments of the property, the necessity of which is continuous, if the 
company is to do its full share in fulfilling its two outstanding duties, 
namely, to supply the most efficient transportation at~ reasonable 
rates and to make its own very substantial contribution to Canadian 
development and industrial expansion. 


CANADIAN RAIL EARNINGS 


After showing a decline in January, the net earnings iof,,the 
Canadian Pacific have turned upwards, and the net showing for 
February was the best for that month since 1918.. Gross earn- 
ings were the best shown for February by the system in seven 
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How our railroad 
connections save 
you money 





In the first place, the roads are the Pennsyl- 
vania, Reading, and B. & O.—three of the 
greatest freight carriers in the country. 


Freight handling with them is down to a 
science—as it is with us. 


Speed is the thing that counts with them— 
speed with safety is also our watchword; so 
we get on very well together, thank you. 


We put ourselves out to help the railroads, 
and they reciprocate. You get the benefit. 


-. There is nothing to hold up shipments here. 
The cars get in and get out. That’s what 


the roads like—and we like it, too. 


Why not make Wilmington your distributing 
center? 125 miles from New York, 25 miles 
from Philadelphia, 75 miles from Baltimore. 
We radiate in every direction. 


Charles H. Gant, Manager 
-*Wilmington Marine Terminal 
Wilmington, Delaware 


WILMINGTON 
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The Luckenbach 
Steamship Co. 





Brings the Pacific 
Coast closer to the 





Port of Houston 


Reaching The Port of Houston via The 
Panama Canal—the speed of the great 
Luckenbach Freighters makes it pos- 
sible for Pacific Coast shippers to reach 
the vast trade territory of the South- - 
west in record time and, too, permits 
the Southwestern shipper to reach the 
Pacific Coast Territory with conven- 
ience and dispatch. 








Connecting at The Port of Houston 
with SEVENTEEN RAILROADS 
whose network of steel reach through- 
out Texas and to points in Louisiana— 
Oklahoma—Arkansas—Arizona—New 
Mexico and Colorado at a RATE AD- 
VANTAGE which is substantial, the 
Luckenbach Steamship Line forms a 
mighty link in PORT HOUSTON’S 
CHAIN OF SERVICE to the World. 





. ——_—__——_—_ 


Send for the Official Organ of 
The Port Commission 





“PORT HOUSTON” 





It tells a graphic story of the phenomenai 
growth of this Great Inland Port—and it is 
FREE. 

Address 






The Director of the Port 
5th Floor Courthouse 
HOUSTON TEXAS 
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years, and the second best in the history of that company. The 
February improvements reduced the decrease for the year to date 
to $228,456. 

The statement of gross earnings, working expenses, and net 
profits for the month of February and the two months of the 
year compare as follows: 








1927 1926 Inc. 
cae ream hwnedenweneeaes oo $13,367,502 $12,613,008 $754,494 
WOTKINE CEPONSES 2.00. ccccccces 11,399,303 10,707,977 691°326 

Be MOG oe creinrdedcdresecnr $ 1,968,198 $ 1,905,030 $ 63,167 
TWO MONTHS ENDED FEBRUARY 

Oo ae noe eRe EN $27,802,871 $26,083,139 $1,719,732 

Working expenses ..........+.. 24,324,438 22,376,250 1,984,188 

Se a reer ve $ 3,478,433 $ 3,706,899 $ 228,456 


An increase in gross earnings of $869,958.68, or 4.74 per cent, 
increase in net earnings of $668.86, or 0.05 per cent, and a slightly 
increased operating ratio for February, 1927, as compared with 
February, 1926, is shown by the statement of the Canadian 
National. 

Gross earnings of the system, including Grand Trunk lines 
in the United States, were $19,207,035, against $18,337,076.32 in 
February last year. Working expenses for the period of 1927 
were $17,782,792.43, against $16,913,502.61 in February, 1926, an 
increase of $869,289.82, or 5.14 per cent. Net earnings for the 
month were $1,424,242.57, against $1,423,573.71, an increase of 
$668.86, or 0.05 per cent. The operating ratio for February, 1927, 
was 92.58 per cent, against 92.24 per cent in February, 1926. 

For the period from January 1 to the end of February, 1927, 
gross earnings of the-system were $39,375,294, against $37,038,- 
230.81, an increase of $2,337,063.19, or 6.31 per cent. 

Working expenses in January and February, 1927, were $35,- 
916,697.98, against $33,886,275.49 in the corresponding period of 
1926, an increase of $2,030,422.49, or 5.99 per cent. 

Net earnings in the two months’ period were $3,458,596.02 
in 1927, against $3,151,955.32 in 1926, an increase of $306,640.70, 
or 9.73 per cent. 

The operating ratio for the two months shows a decrease 
in the 1927 period, the percentage of this being 91.22 per cent, 
against 91.49 per cent in the first two months of 1926. 


REASONABLENESS ONLY TEST 


The Board of Railway Commissioners has dismissed the 
application of the Ross Leaf Tobacco Company of Kingsville, 
Ont., for a transit rate on partly processed raw leaf tobacco 
from St. Thomas to Kingsville, Ont., with stopover privileges 
at Kingsville, for shipments en route to the seaboard or final 
destination in Canada. 

The principal ground on which the company based its appli- 
cation was that its endeavor to establish a new industry, in con- 
nection with which a large sum of money had already been in- 
vested, should be assisted. 

It was pointed out to the applicants that the board had 
held that its jurisdiction as to tolls concerned only their reason- 
ablenéss; that no matter how much the development of an in- 
dustry might be in the public interest, the board was not au- 
thorized to be an arbiter of industrial or public policy, and 
could not strike a low toll basis independent of its reasonable- 
ness (Crushed Stone, Limited, et al. vs. Grand Trunk Ry Co., 23 
Can. Ry. Cas. 132), unless, of course, unjust discrimination pro- 
hibited by the act was shown to exist; that the board was not 
justified in ordering the fixing of experimental tolls, since it had 
not been established that the tolls charged were unreasonable 
(British Columbia News Company vs. Express Traffic Associa- 
tion, 13 Can. Ry. Cas. 176); that the board could not take into 
account matters of business policy and railway administration, 
but could only inquire whether tolls were excessive or unfair. 
Western Ontario Municipalities vs. Grand Trunk, Michigan Cen- 
tral, and Pere Marquette Ry. Cos., 18 Can. Ry. Cas. 329. 

It was also pointed out that the board, by many rulings 
prior to the consoliation and revision of the railway act, 1919, at 
any rate, had decided that shippers were not entitled to a stop- 
over privilege as a matter of right; that it was entirely discre- 
tionary with the companies, unless here, again, it was shown 
that the discriminatory clauses of the act had been violated. 


CANADIAN OPERATING STATISTICS 


The statement of operating revenues of the railways of 
Canada for January, 1927, shows that the gross revenues, as a 
whole, were greater than for January, 1926, by $2,432,264 or 7.3 
per cent, and operating expenses were also increased by $2,282,- 
721 or 7.9 per cent. Transportation expenses showed the largest 
increase, being heavier by $1,268,070 or 8.5 per cent for an 
increase of 9.5 per cent in freight traffic, 2.9 per cent in pas- 
senger traffic and 7.5 per cent in total train miles. The total 
pay roll was increased by $1,485,213 or 8.4 per cent, and the 
average number of employes was larger by 5,858 or 4.1 per cent. 

Freight train loading was slightly lighter, due to less cars 
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per train, although the average load per car mile increased by 
one ton. The increases in freight, as shown in the weekly car 
loading reports, were in grain, coal, pulpwood, merchandise and 
miscellaneous freight, and decreases were shown for lumber, 
pulp and paper and other forest products. 

The Canadian National gross revenues were greater than for 
January, 1926, by $1,253,486, or 8.3 per cent, and were larger than 
for any previous January. Freight revenues increased over those 
of 1926 by $1,126,554, or 10.3 per cent, for an increase of 8.7 
per cent in freight traffic, and both passenger traffic and reve- 
nues showed small increases. 

Operating .expenses were heavier by $1,021,070, or 7.2 per 
cent, and net operating revenues were greater by $232,416. The 
taxes were heavier by $44,143 and hire of equipment balance 
was a debit of $19,707 against a credit in 1926 of $216,893, so 
that the operating income was less than for January, 1926, by 
$32,962. There was a small decrease in the revenue per freight 
train mile, and in the train loading, and passenger train reve- 
nues also showed a slight decline. 

The entire system showed an increase in gross revenues 
of $1,467,105, in net operating revenues of $305,972, and in operat- 
ing income of $19,601. 

The Canadian Pacific gross revenues were in excess of 
those of January, 1926, by $1,063,216 and also were larger than 
for January, 1923, 1924, and 1925. Freight revenues increased 
by $845,468, or 8.8 per cent, and passenger revenues by $109,927 
or 5.1 per cent. 

Operating expenses were heavier by $1,239,450 or 10,7 per 
cent; each general account showing increases, especially main- 
tenance of equipment, which was heavier by $566,955 or 18 per 
cent. The net revenue was consequently reduced by $176,233 
and the operating income by $291,623. 

The freight traffic was heavier by 10.4 per cent and the pas- 
senger traffic by 5.3 per cent. The total pay roll increased by 
$691,024 or 10.7 per cent for an increase in the average number 
of employes of 2,758 or 5.4 per cent. 


CANADIAN 1926 TRAFFIC 


The summary of the monthly traffic reports, for the year 
ended December 31, shows that the 1926 traffic was the heaviest 
the railways have handled, being 10,764,485 tons larger than 
1925 and over 3 million tons larger than 1923, when Canada 
harvested her record grain crop. Products of agriculture 
amounted to 25,717,532 tons, or 24 per cent of the total. The 
long haul of grain makes the ton miles of agricultural products 
a much larger percentage of the total. 


The tonnage of agricultural products was 795,049 tons over 
1925 and it was also greater than in 1923 by 222,693 tons. The 
big increase in 1926 was.in mine products, heavier than in 1925 
by 6,815,401 tons, coal accounting for 4,109,257 tons. The large 
increase in lignite coal was due, in part, to a correct classifica- 
tion in 1926 of coal which had in previous years been classed 
as bituminous. There were large increases in the tonnage of 
clay, gravel, sand and crushed stone in Alberta, Saskatchewan, 
Manitoba, Ontario, Quebec and New Brunswick. Undoubtedly 
this was due to extensive highway construction. Crude petro- 
leum and refined petroleum and its products showed substantial 
increases, indicating increased consumption of gasoline and fuel 
oil, especially in the western provinces. Logs, posts, poles and 
cordwood showed an increase of 658,132 tons, the bulk of which 
was made during October-December, Sugar shipments were 
lighter by 106,044 tons, 54,968 tons of which were in the traffic 
passing through Canada. Bar, sheet and structural iron and 
iron pipe showed increases throughout the year and were 
heavier than in 1925 by 237,765 tons. Automobile traffic was 
heavier by 232,346 tons. The United States traffic through 
Canada increased by 187,708 tons, imports increased by 29,349 
tons, and autos loaded in Canada by 15,288 tons. Paper, printed 
matter, books increased by 176,479 tons, the increase in Quebec 
being 111,131 tons, in Ontario 34,310 tons and in New Brunswick 
18,859 tons. Merchandise loading increased by 177,034 tons, or 
6.5 per cent, and imports increased by 89,371 tons or 36 per cent. 


The heaviest loading in Prince Edward Island was potatoes. 
which amounted to 81,710 tons, or 15,144 tons more than in 1925. 
Imports of coal, autos, and refined petroleum also showed in- 
creases. 

In Nova Scotia wheat unloaded jumped from 5,143 tons in 
1925 to 42,093 tons. Coal loading was almost double the 1925 
tonnage and coke increased from 28,324 tons to 112,923 tons. 
Lime and plaster showed a big increase in unloadings. Auto- 
mobiles unloaded increased from 1,030 tons in 1925 to 10,366 tons 
and deliveries to foreign connections showed a similar increase. 

Bituminous coal loading in New Brunswick showed a de- 
crease of 49,146 tons. Clay, gravel, sand and crushed stone and 
pulpwood showed large increases. Paper and wood pulp both 
showed lighter loading. 

In Quebec hay and straw loadings increased by 57 per cent 
and the greater part of it was exported, Coal loading dectined. 
The bulk of this is brought in by vessel and reshipped. Coke 
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An industrial plant 
at NORFOLK cuts down 
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distribution costs 


IGHT great railways 

reaching out to every 
market in the country — 
express steamship service 
at freight rates — frequent 
sailings by short direct sea 
routes to the principal ports 
of Europe and South Amer- 
ica— these are but a few 
of the advantages that the 
Norfolk-Portsmouth area 
of Virginia offers to in- 
dustries. 


In this fast growing area 
many great businesses have 
already found industrial 
sites of rare opportunities. 
Norfolk-Portsmouth is cen- 
trally located to vast sup- 
plies of raw materials. Its 
supply of labor is abundant 
and high class—95% native 


Shaded central 
section indicates 
territory where 
freight rates are 
cheaper from 
Nor i olk ‘than 
from a South 
Atlantic port 


Shaded central section indt- 
cates territory where freight 


rates are cheaper from Nor- — shaded sections indicate ter- 
. : ritory where freight rates 
lantic port. Rates to Pacific ave ‘nae Fig Norfolk 
than from a Great Lakes 


folk than from a North At- 


Coast are equal 












born. Hydro-electric and 
steam power are available 
at low cost. A mild cli- 
mate permits of year round 
operation of outdoor in- 
dustries. 


Norfolk’s abundant acre- 
age provides excellent plant 
sites at moderate cost. Our 
Industrial Commission will 
be glad to assist you by 
preparing an economic and 
engineering analysis of the 
Norfolk-Portsmouth indus- 
trial area as related to your 
specific enterprises. 


All inquiries held in con- 
fidence. Address Norfolk- 
Portsmouth Industrial 
Commission, Dept. U-3, 
Chamber of Commerce, 
Norfolk, Va. 


port 


























NORFOLK-PORTSMOUTH. 


Chamber of Commerce 
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also fell off. The loadings of clay, gravel, sand, and crushed 
stone were over 80 per cent heavier than in 1925, and bar, sheet 
and structural iron unloaded showed an increase of 66 per cent, 
or 98,223 tons. Wood pulp showed decrease in both loadings and 
unloadings, but deliveries to foreign connections showed an in- 
crease of 58,633 tons. Paper loading was heavier by 102,709 tons 
and miscellaneous freight and merchandise showed substantial 
increases. 

The heavy grain loadings and unloadings in Ontario were 
largely western and United States grain at Fort William, Port 
Arthur, and Georgian Bay ports. Unloadings of coal, coke, and 
petroleum were considerably heavier than in 1925. Lumber 
loaded and unloaded was heavier. Sugar showed a decline in 
loadings of 40 per cent and in unloadings of 60 per cent. Bar, 
sheet, and structural iron unloaded increased by 114,533 tons. 
Much of this was imported from the United States. Lime and 
plaster showed big decreases in both loadings and unloadings. 
Agricultural implements and autos both showed increases in 
loadings and the automobiles passing through in bond increased 
by 186,911 tons. Wood pulp delivered tq foreign connections 
decreased by 137,494 tons and merchandise loading increased 
by 61,872 tons. 

The movement of wheat out of the Prairie Provinces in- 
creased in Manitoba by 108,076 tons and in Alberta by 308,264 
tons, but decreased in Saskatchewan by 569,435 tons, making a 
net decrease of 153,095 tons. Oats were light in all three prov- 
inces. Flour exports increased from Saskatchewan and Alberta, 
but decreased from Manitoba, Potato exports from Manitoba 
were more than doubled. Coal imports into Manitoba and Sas- 
katchewan, and exports from Alberta, were approximately the 
same as in 1926. Clay, gravel, sand, and crushed stone unloaded 
in Manitoba increased by 97,276 tons, and in Saskatchewan and 
Alberta in tonnage was more than doubled. Pulpwood loading 
in Manitoba increased by 57,532 tons. The imports of refined 
petroleum and its products, largely gasoline, increased in both 
Manitoba and Saskatchewan, and in Alberta both loadings and 
unloadings increased. The loadings of sugar in Alberta in- 
creased from 1,550 tons in 1925 to 4,085 tons; the new sugar 
beet factory at Raymond began operation in October, 1925. Bar, 
sheet and structural iron and iron pipe imported into Manitoba 
increased from 9,489 tons to 20,756 tons, in Saskatchewan from 
4,153 tons to 12,340 tons and in Alberta from 11,169 tons to 
15,988 tons. Agricultural implements imported into Manitoba 
increased by 2,171 tons, in Saskatchewan by 21,480 tons and in 
Alberta by 9,773 tons. Automobiles also showed increased im- 
ports into all three provinces, the increases being: Manitoba, 
3,185 tons; Saskatchewan, 15,169 tons, and Alberta, 10,287 tons. 
Manitoba’s fish exports increased by 2,495 tons. 

Wheat unloaded and delivered to foreign connections in 
British Columbia amounted to 1,525,671 tons, as against 1,073,982 
tons in 1925. Apples, loaded, increased by 26,630 tons. Coal 
loading was lighter, but coke loading increased. Other ores and 
concentrates, both loadings and unloadings, more than doubled 
in volume. Also clay, gravel, sand and crushed stone showed 
a big increase in loadings and unloadings. Logs, posts, poles 
and cordwood, loaded, increased by 451,040 tons, and pulpwood 
and lumber both were heavier. Refined petroleum and its pro- 
ducts increased in both loadings and unloadings, but cement 
showed a big decrease in unloadings, 


CHARGE FOR PROTECTION EXPENSES 


The Canadian Board of Railway Commissioners has passed 
an order authorizing railway companies to make an additional 
charge of 10 per cent for supervision and overhead expenses in 
connection with the protection required by the board to be 
provided at highway crossings. 


Cc. N. R. BUSINESS IN U. S. 

The business done by the Canadian National Railways: in 
the United States is lucrative and a “conservative” estimate of 
the profit from business originating in the U. S. and carried to 
points ‘in the U. S. in 1926 would be $9,000,000, Sir Henry Thorn- 
ton, president of the Canadian National, told the House of Com- 
mong committee on railways and shipping March 28. He said 
the gross revenue last year from purely American business was 
$45,000,000. He said that, if traffic both ways across the Cana- 
dian-American border was added to the purely American busi- 
ness, the total business done by the United States lines would 
be $87,000,000. He said that it would be “very conservative” 
to apply 20 per cent as the profit from this business. 


CANADA WEST INDIES SERVICE 


With the third reading of the bill to establish the Canadian 
National West Indies Steamship service, in compliance with the 
provisions of the new trade treaty between Canada and the 
British West Indies, the way is now cleared to begin the con- 
struction of the five additional ships of the Canadian Govern- 
ment Merchant Marine requisite for that service, and for the 
operation of the tariff provisions of the trade treaty. 
amongst these provisions is one for a duty of 50 cents a bunch 
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to be imposed on bananas imported into Canada on other than 
vessels coming into Canadian ports. That provision was to 
have come into effect on January 1, last, but its operation wags 
postponed until the bill establishing the steamship service had 
been passed. 

This banana duty will not be operative until proclamation, 
and that cannot be made until the bill has passed the Senate 
and received royal assent. The purpose of the banana duty is 
to divert into Canadian ports the importations into Canada of 
bananas from the West Indies, a business which up until now 
has been monopolized by the United Fruit Company. 


CANADIAN STEAMSHIP LINES 


The annual report of the Canada Steamship Lines indicates 
the improvement in general traffic and operating conditions 
which has followed the enlargement of its fleet. Total freight 
traffic carried amounted to 6,934,000 tons, an increase of 3,346, 
000 tons over the previous year, the principal commodities con- 
tributing to such increase being: 


Increase 

To of Tons 

NN aac drat es aetna Seu aww aeaiana/ rales os tel erent 3,416,000 1,487,000 
a Gases pir es aA canbe aha esha ar iasadegr os 1,580,000 1,045,000 
ord Riskulaled.c Cate eaky: oe isloraieido stulee mie esto aie 856,000 263,000 
Saviveed aS awa: Wax or Gia ac arclnie awe ea win aes 402, ‘000 398,000 


Passengers carried in 1926 aggregated 1,442,000, a decrease 
of 231,000 from the previous year, caused partly by bad weather 
in the height of the passenger season. 


REVENUE FREIGHT LOADING 


For the second consecutive week this year, loading ot reve- 
nue freight the week ended March 19 exceeded the million-car 
mark, according to the car service division of the American 
Railway Association. The total was 1,006,861 cars, an increase 
of 29,843 cars over the corresponding week last year and an 
increase of 95,380 cars over the corresponding week in 1925. 
It exceeded by 1,146 cars the loading for the preceding week, 
the increase being due almost entirely to the heavier movement 
of miscellaneous freight. Miscellaneous freight loading totaled 
370,871 cars, an increase of 14,914 cars over the week before 
and an increase of 17,124 cars above the same week last year. 
Compared with the corresponding week two years ago, it was 
an increase of 24,766 cars. 

Revenue freight loading the week ended March 19 and for 
the corresponding period of 1926, by districts, was reported as 
follows: 


Eastern district: Grain and grain products, 7,859 and 9,246; live 
stock, 2,296 and 2,525; coal, 52,144 and 48,800; coke, 3,104 and 3,869; 
forest products, 4,967 and 6,978; ore, 1,497 and 1,195; merchandise, 
ks. ©... bes. 06500 and 74,192; miscellaneous, 92,945 and 90,501; total, 
1927, 241, 221; 1926, 237, 306; 1925, 216,262. 

‘Allegheny district: Grain and grain products, 2,954 and 2,678; live 
stock, 1,905 and 2,248; coal, 54,198 and 46,601; coke, 5,858 and 6,662; 
forest products, 3,354 and "3,410; ore, 3,458 and 3,222; merchandise, 
L. C. L., 55,759 and 55,777; miscellaneous, 82,869 and rye 326; total, 1927, 
stock, 52 and 47; coal, 41, 655 and 36,964; ‘coke, 523 and 598; forest 

Pocahontas district: Grain and grain products, 237 and 211; live 
stock, 52 and 47; coal, 41,655 and 36,964; coke, 523 and a \ 
products, 1,775 and 1,623; ore, 115 and 96; merchandise, 

7,715 and 7, 635; miscellaneous, 6, 979 and 4, 305; total, 1927; 59, Oey "1996 
51, 479; 1925, 39, 837. 

Southern district: Grain and grain products, 3,795 and 3,878; live 
stock, 1,987 and 1,805; coal, 27,900 and 25,427; coke, 836 and 1,063; 
forest products, 22,59 and 22, 919; ore, 1, 216 and 1,518; merchandise, 

C. L., 42,892 and 42,062; miscellaneous, 64, 779 and 64, 995; total, 1927, 
165. 964; 1926, 163,667; "1925, 154,306. 

Northwestern district: Grain and grain products, 8,377 and 10,233; 
live stock, 8,664 and 9,862; coal, 5,085 and 6,315; coke, 1, 288 and 1,707; 
forest Products, 20, 818 and 23, 452; ore, 739 and 610; merchandise, 
L. C. L. 34,068 and 33, 058; miscellaneous, 36,023 and 34, 326; total, 1927, 
115, 062; "1926, 119,563; 1925, 115,421. 

Central Western’ district: ‘Grain and grain products, 10,183 and 
9,790; live stock, 9,916 and 10,869; coal, 19,330 and ix 440; coke,’ 442 and 
2825 forest products, 9,260 and as, 058; ore, 3,236 and 3, 847; merchandise, 

L., 35,481 and 35, 616; miscellaneous, 51, 437 and "48, 005; total, 1927, 
139. oe: 1926, 133, 907; 1925, 133,670. 

Southwestern district: Grain and grain products, 4,979 and 4, ‘<< 
live stock, 2,189 and 2,090; coal, 6,140 and 4,658; coke, 138 and 1 
forest products, 9,038 and 9, 800; ore, 459 and 453; merchandise, ze, C. 
17,141 and 17,298; miscellaneous, 35,839 and 34, "289; total, 1927, 75, 9283 
1926, 73,172; 192 5, 63,538. 

Total, all roads: Grain and grain products, 38,384 and 40, aes = 
stock, 27, 009 and 29,446: coal, 206,452 and 183,205; coke, a 
14, 319: forest products, 71, 771 and 79, 240; ore, 10 ,720 and ‘10, aa; fo 
chandise, a. 269,465 and 265, 638; miscellaneous, 370, 871 and 
353,747; total, 1927, "1,006, 861; 1926, 977, 018; 1925, 911,481. 

Loading of revenue freight this year ciepanal with the two 
previous years follows: 


1927 1926 1925 
Five weeks in January................ 4,524,749 4,428,256 4,456,949 
Four weeks in February.............. 3,823,931 3, 677, 332 3,623,047 
Week ended March 5................ 994,931 965,009 932,044 
Week ended March 12................ 1,005,715 967,425 926,119 
Week ended March 19................ 1,006,861 977,018 911,481 
i a Se Gee a Me ag 11,356,187 11,015,040 10,849,640 


PACIFIC CAR DEMURRAGE. 


The report of the Pacific Car Demurrage Bureau for Jan- 
uary, 1927, shows 18,099 cars held overtime—a percentage of 


= _ against 18,275 cars for January, 1926—a percentage of 
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INDIANAPOLIS, IND. 






WAREHOUSE 
““Service That Will Satisfy’’ 


THE MERCHANDISE STORAGE CO. 


U. S. BONDED 
Tripp Warehouse Company 
COLUMBUS, OHIO MERCHANDISE STORAGE 
POOL CAR DISTRIBUTION 
Centrally Located in Shipping District 
Motor Truck Delivery No Trap Car Delays 
“Service That Satisfies’’ 


HOTEL COSMOPOLITAN 


DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 


OKLAHOMA CITY, OKLA. 
he 


FREE 
SWITCHING 


LOW 
_ INSURANCE 
RATES 


The Largest and Finest Hotel in the State 


The Leading Hotel of Denver” 


ESTABLISHED 


= “CHIEF” GONZALEZ and HIS “ROYALS” 


GENERAL WAREHOUSING AND DISTRIBUTION. NEGOTIABLE EVERY EVENING 
WAREHOUSE RECEIPTS. MOTOR TRUCK AND TEAM SERVICE 


0. K. TRANSFER & STORAGE CO. 


Se muume* caweren = THRU RATES AND 
sia eat “ne DIRECT WATER ROUTES 


ON 4 _-9 MILFORD 
MYSTIC South Norwalk, Bridgeport, New 
Spon? WESTERLY fr OM London and Norwich, Conn, ° 


C. F.A., W. T.L., Inter-Mountain, 


The “‘Metropole’’ is now an Annex to the ‘‘Cosmopolitan’”’ 












TO ALL t O South and Southwest 
eserves ZAG) ~~~ STORE DOOR DELVERY —_» _ CLYDE, OLD DOMINION, SAVANNAH, 
NEW YORK LONG ISLAND VIG MALLORY and MORGAN S. S. LINES 
TO ALL POINTS SOUTH BOAT AND RAIL THAMES RIVER LINE, INC., PIER 32 E. R., NEW YORK CITY, ERNEST E. FUCHS, President 


CHICAGO, ILL. 


LOCATED NEAR LOOP 







S00 TERMINAL WAREHOUSES _ 


-Storers and Distributors = 


z 40 Car Siding. Free Switching. 
MERCHAND ISE Tunnel delivery to all Trunk Lines 
Chocolate and other candies stored and to Aurora and Elgin Electric. 
all year round. Space for Rent 


Representative 
NATIONAL WAREHOUSING, INC. 


296 eet ee York, and 
37 mm St., San Francisco 


Cool Temperatures 
“THE ECONOMICAL WAY” 


PORT HOUSTONS SHIPSIDE WAREHOUSE 


* 





s 
Beg 


Direct from ships’ holde to warehouse, by means of electra cenvevors, with one handling +—No tresking. sv tea ters per aume 

W concrete steel, with automatic sprinkler,—insurance 12c per hundred dollars annum. 

With our ee» & ee ince, wo are familiar with the requirements pecamary to the proper bundling of your shipments 
negotiable warehouse receipts. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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Personal Notes 





William R. Sibley has been appointed general agent, Erie, 
at Seattle, succeeding H. J. Steeple, resigned. James G. Vree- 
land has been appointed general agent at Columbus, O., succed- 
ing T. J. Williamson, transferred. Oliver R. Davies has been 
appointed general agent at Minneapolis, succeeding Mr. Sibley. 
T. J. Williamson has been appointed general agent at Indian- 
apolis, succeeding Mr. Davies. 

J. P. Cleary, manager, eastbound department, Universal 
Carloading and Distributing Company, at New York, has been 
appointed manager at New York. Morris Forgash has been ap- 
pointed manager, westbound department, at New York. E. R. 
Smith has been appointed general freight agent at New York. 
B. R. Lawrence has been appointed assistant to vice-president 
at New York. A. D. Davis has been appointed assistant vice- 
president, traffic, at New York. 

George H. Crosby, Chicago, retired, long connected with the 
traffic department of the C. B. and Q., died of pneumonia in a 
hospital at St. Louis, March 29, after a short and sudden illness. 

H. Van Swearingen, general agent, C. B. & Q., at San Fran- 
cisco, has retired from active service. He is succeeded by J. W. 
Monahan. J. L. Dee has been appointed commercial agent at 
Los Angeles, succeeding Mr. Monahan. ’ 

S. S. Bridgers has been appointed chairman, coal, coke & 
iron ore committee, Traffic Executive Association, eastern ter- 
ritory, succeeding S. P. Woodside, who died. 

John A. Swartz has been appointed general agent, Toledo, 
Peoria & Western, at Tulsa. 

Louis Feickert has been appointed general agent, Oklahoma 
Railway Company, at St. Louis. 

H. E. Reeves has been appointed freight traffic agent, N. C. 
& St. L., at Kansas City. 

Herbert A. Tuohy, formerly traffic commissioner, Spring- 
field (Ill.) Chamber of Commerce, has been appointed assistant 
traffic manager, Illinois Traction System, at Chicago. The posi- 
tion is newly created. 

George W. Wood has been appointed general western freight 
agent, C. & O., at Cincinnati, succeeding W. G. Chamberlain. 
J. D. Jackson has been appointed general traveling agent at 
Cincinnati, succeeding Mr. Wood. W. T. Smirl has been ap- 
pointed commercial agent at Birmingham, succeeding Mr. Jack- 
son. W. G. Chamberlain has been appointed assistant general 
freight agent at Richmond. 

The following appointments have been made on the Wheel- 
ing and Lake Erie and the Lorain & West Virginia: S. H. 
Denney, general agent, Philadelphia; Edward Howe, general 
agent, Detroit; W. D. Morley, general agent, Zanesville, O.; 
A. L. Leverentz, general agent, Minneapolis. 

J. L. Butler has been appointed manager, Decatur Furniture 
Warehouse Company, a branch of the Douglas Public Service 
Corporation, New Orleans. He has been traffic manager, O. K. 
Transfer and Storage Company, New Orleans and Memphis. 

F. R. Sullivan has been appointed sales and traffic manager, 
Moffat Coal Company, Denver. 

“Of all the factors which have shaped the destinies of the 
human race, none has played a more important roll than trans- 
portation,” said George M. Crowson, assistant to vice-president, 
Illinois Central, speaking on the subject of “Transportation and 
the Economic Development of the South,” before an assembly of 
Louisiana State Uuniversity students at Baton Rouge, April 1. 

John A. Ryan has been appointed traveling freight agent, 
Pere Marquette, at Kansas City. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Chicago, March 29, formally elected the 
officers and directors put up by the nominating committee. 
There was no opposition. The names were published in this 
column some weeks ago. A. E. Clift, vice-president of the IIli- 
nois Central, is the new president. 





The Pacific Traffic Association* held a meeting at the Palace 
Hotel, San Francisco, March 29. The subject was “The Coal 
Industry.” A. D. Pierson, manager, Utah Coal Sales Company, 
E. J. Fitzgerald, manager, Utah Fuel Company, and D. C. Wil- 
kins, Western Pacific Railway, were the speakers. A moving 
picture, “Coal Mining in Utah,” was shown. 





The Junior Traffic Club of St. Louis will hold a meeting 
at the American Annex Hotel, April 5. B. E. Thomas, assistant 
general freight agent, Frisco, will speak. 





The Traffic Club of Tulsa held a meeting March 30. It was 
attended by approximately 100 Santa Fe officials and department 
heads, who were in the city for a freight claim meeting. H. C. 
Pribble, Topeka, Kan., general claim agent, Santa Fe, spoke. 
H. L. Armstrong, assistant traffic manager, Skelly Oil Company, 


THE TRAFFIC WORLD 





Vol. XXXIX, No. 14 


was in charge of a program of entertainment, which included 
“Skelly Hour” radio entertainers. 





The monthly meeting of the Savannah Traffic Club will be 
held at the Y. W. C. A. April 7. The meeting will be known 
as “Atlantic Coast Line Railroad Day.” The speaker will be 
one of the officials in the transportation department of that line, 





The Traffic Club of Detroit held a luncheon at the Hotel 
Statler March 31. William M. Donnelly, special counsel, Rapid 
Transit Commission, was the speaker. 





The Jamestown Traffic Club (N. Y.) will hold a dinner 
meeing at the Hotel Jamestown April 21. “Dusty” Miller, 
Wilmington, O., will be the speaker. Among the guests ex- 
pected to attend are the following: J. J. Bernet, president, Erie; 
Carl Howe, vice-president, Erie; P. E. Crowley, president, N. Y. 
C.; and D. MacBain, general manager, N. Y. C. 





The next regular meeting of Junior Traffic Club of Chi- 
cago will be held in the rooms of the Traffic Club of Chicago 
April 7. There will be a special program of entertainment. 





8 

The Springfield (O.) Traffic Association will hold its six- 
teenth annual meeting at the Hotel Shawnee April 6. Simeon 
D. Fess, senior senator from Ohio and member of the Senate 
interstate commerce committee, will be the speaker. 





The Worcester Traffic Association held a “telephone night” 
dinner at the Bancroft Hotel March 21, at which audible motion 
pictures had their first showing in the city. Other local business 
and civic organizations met with the association. Thomas A. 
Watson, who collaborated with Alexander Graham Bell in the 
invention of the telephone 51 years ago, told the story of the 
invention to the 500 present. -Charles S. Pierce, vice-president 
and general counsel, New England Telephone and Telegraph 
Company, spoke on “The Telephone, Past, Present and Future.” 





The Miami Valley Traffic Club will hold an “industrial meet- 
ing” at Dayton April 18. Plans are being made for a trip through 
the new Frigidaire plant at Moraine City the afternoon of that 
day. 





The Traffic Club of St. Louis held a meeting at the Cham- 
ber of Commerce March 28. Carlyle Emery, president, Shelby 
Syndicate, spoke on “Everyday Philosophy.” 





The Transportation Club of St. Paul held a meeting at the 
St. Paul Hotel March 29. Douglas K. Baldwin, assistant sec- 
retary, Minnesota State Agricultural Society, spoke on “The 
Future of Dairying in the Northwest.” 





The Traffic Club of Atlanta will hold its annual barbecue 
April 9. Entertainment will include a string orchestra, games 
and races. The next meeting of the Traffic Study Club will be 
held April 11. 





The Traffic Club of Kansas City held a meeting at the 
Muehlbach Hotel March 29. The docket was headed, “Judah 
vs. Sinclair Lewis, or Did Sinclair Lewis Betray His Friends.” 
Dr. I. M. Hargett, pastor, Grand Ave. M. E. Church, spoke on 
“Elmer Gantry.” John Wallenstrom, A. T. & S. F., sang “Don’t 
Tell All You Know,” subtitled, “by Sinclair Lewis,” accompanied 
by T. B. Miller, Central of Georgia. 





The Philadelphia Traffic Club will hold a dinner-meeting 
at the Bellevue-Stratford Hotel April 11. Sir Frederick McGill 
will speak. Musical entertainment will be furnished by the 
Pennsylvania Railroad Minstrels. The “annual outing” will be 
held June 7. 





The Traffic Club of Memphis entertained the freight solici- 
tation forces of the Illinois Central at a luncheon at the Hotel 
Gayoso March 30. The Illinois Central freight solicitation forces 
held a three-day meeting in the city beginning March 29. There 
were more than a hundred present at the traffic club luncheon. 
The regular luncheon of March 28 was canceled. 





At a meeting March 24 the Pi Alpha Epsilon Society, the 
traffic and transportation study club of Temple University, Phila- 
delphia, elected the following officers: President, Henry A. 
Milligan, Reading Company; vice-president, J. Donald Lawson, 
Pennsylvania; secretary, Lewis E. Johnson, United Gas Improve- 
ment Co.; treasurer, George B. Street, Ajax Metal Co. Plans 
peor _— for the fourth annual banquet, which will be held 

p : 





The Traffic Club of Kansas City will hold a meeting at the 
ac Hotel April 5. There will be a program of enter- 
tainment. 
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Be Your Customers’ Neighbor 
in Los Angeles 


You actually become your customers’ 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 
itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of rein- 
forced concrete and is located in the 
heart of the wholesale and retail districts. 

The insurance rate is 17c. 


METROPOLITAN 
WAREHOUSE CO. 


Merchandise Storage Drayage Pool Car Distribution 
1340-1356 East Sixth Street 


LOS ANGELES 


Ship to 
Orient 


via President steamers 
from Seattle. Regularity 
of sailing. Every other 
Tuesday to Yokohama, 
Kobe, Shanghai, Hong 
Kong and Manila. 





L. L. BATES, General Freight Agent 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Admiral Oriental Line 


Other offices at New York, Boston, Philadelphia, Detroit, Chicago, 
Portland, Ore., Tacoma, Wash., Vancouver and Victoria, B. C. 
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PANAMA MAIL S.S.CO. 


Fast Freight and Passenger Service 


Scheduled Saili via Panama Canal 
ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From vt From tee Angeles 


race: a Mirapn at yell. for South Americe end ad oe Ports 


OFFICES 
+t tte Bidg., 2 Pine St: Francisco, 
o Heneter San New ee 548 8. Spring “eS 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia. ..Wednesdays and Saturdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 











Ship by Water 


“(DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 

Moore and Water Streets, “ee York, Telephone Bowling Green 7394 
Baltimere, Md. Faced, Po. Law Balding 
te bes t our Branch Offices at ports of call, 
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In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist, 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. " 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


Questions and Answers 





Tariff Provisions Govern Regardless of Practice of Carrier 

Ohio.—Question: Our plant is located upon the Nickel 
Plate and also the New York Central lines, having one siding on 
the New York Central and two sidings on the Nickel Plate. For 
the past fifteen years it has been a custom that the Nickel Plate 
Railroad Company on receiving any cars for our company would 
set them out on their storage or team tracks. From this point 
their yard agent would deliver these cars to our plant or to the 
New York Central transfer for switch movement. The above 
arrangement was all volunteer on the part of the Nickel Plate 
Railroad Company. 

It now appears that since the effective date of Nickel Plate 
G. F. D. 897, Ohio No. L. E. & W., I. C. C. 3232, covering Diversion 
and Reconsignment of cars, that even without notice, and, in fact, 
without their knowing it, they claim there has been a violation 
and they have assessed a charge of $2.70 on each and every car 
that arrived for our company, claiming that due to the fact that 
we did not notify them prior to the arrival of the car that Rule 
11 would govern. We contend that inasmuch as they were not 
aware of any violation and also that they had never called our 
attention to this fact, and due to a custom that had been estab- 
lished long enough to become a law that handling in this manner 
is not diversion or reconsigning and that their claim is unjust. 


We would therefore appreciate your advising as to your 
understanding of the above ruling as well as any decisions of 
the local, Supreme Court or Interstate Commerce Commission. 


Answer: In the Car Peddling Case, 45 I. C. C. 494, the 
Commission held that the view that the use by a shipper of a 
car on the carrier’s tracks at destination as a place for peddling 
or vending to the public the carload shipment arriving in it as a 
service of transportation has no sanction at common law or in 
the act to regulate commerce; and the mere toleration by certain 
carriers through a period of years of such a use of-their property 
affords no basis for a ruling that the practice has grown into a 
shipper’s right and a carrier’s duty. 

In this case the Commission also said that it is well settled 
that a carrier may not legally offer a transportation service 
to a shipper or perform a service for him, except under definite 
tariff authority. See also Hawkins & Sons vs. Director General, 
80 I. C. C. 225, on page 227 of this case, the Commission said 
that under Section 6 a carrier must abide by the published rate 
just as it must charge the published rate. The fact that the 
carrier may not have properly applied the provisions of its tariff 
gives the shipper no right to a service not provided for in the 
tariff nor does this fact excuse the shipper from the payment of 
charges in accordance with the tariff provisions. 


Routing and Misrouting—Transit Privilege Lost 


Alabama.—Question: Car of lumber from A to B with bill 
of lading routing via X gateway. Rate from A to B not applying 
via X carries changed routing and delivered to connection at Z. 
On arrival at destination B car was reconsigned to C. Through 
rate from A to C applies via X and not via Z and carrier is at- 
tempting to collect undercharge based on combination rate. 
Shipper’s contention is that carrier ignored bill of lading routing 
by billing via Z, regardless of the fact that rate to first destina- 
tion B did not apply via X. Routing via X does not apply to 
first destination and does to second destination. Routing via 
Z applies to first destination and not to second destination. Can 
carrier legally collect? 

Answer: It is the duty of the initial carrier to follow the 
routing instructions furnished by the shipper. When a shipper 
specifies the carriers that are to transport his shipment it must 
be assumed that he is relying upon his own investigation and 
that for some reason he considers it expedient that the shipment 
move over the route indicated by him. Duluth Log Co. vs. M. & 
I. Ry. Co., 15 I. C. C. 627. 

The Commission has held that where no routing is shown 
in the bill of lading and the carrier forwards the shipment by 
other than the cheapest route the carrier is liable for misroute 
in the event that had the shipment moved via the cheapest route 
it could have been reconsigned to final destination at a lower 
rate than charged. Newman Lumber Co. vs. Mississippi Central 
Railroad Co., 26 I. C. C. 97. 
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In the instant case, the shipper having routed the shipment 
via gateway X, it was the duty of the carrier to forward the 
shipment via that gateway and failing to do so it is, in our 
opinion, liable for the difference between what the charges would 
have been had the shipment moved in accordance with the ship. 
per’s routing instructions covering the movement to B with 
reconsignment to C, and the charges which accrued by reason 
of the failure of the carrier to observe the shipper’s routing in. 
structions. 

Signature—What Constitutes 

New York.—Question: Kindly let us have your opinion on 
the interpretation of Section 7, of the Bill of Lading Contract, 
which has reference to shipment being delivered to consignees 
without recourse on the consignors, when so instructed on the 
face of the bill of lading. 

A question has come up as to the sufficiency of an endorse. 
ment by having the name of the firm either printed or rubber. 
stamped in the space provided on the bill of lading and affixing 
the individual’s signature by means of a fac-simile rubber stamp, 

Section 7 reads in part as follows: “Except that if the con- 
signor stipulated by signature in the space provided for that 
purpose,” etc., etc., and we have been advised by one railroad 
that a rubber stamp signature wouid not suffice. 

To affix a personal signature to each copy of every bill of 
lading issued by a large shipper would consume considerable 
time and it is our opinion that if a rubber stamped signature 
suffices as the consignee’s signature accepting the general con- 
ditions of the bill of lading, it should also suffice in the case 
herein referred to. 

Can you refer us to any decision by the Commission, either 
upholding or rejecting rubber stamped signatures as sufficient 
under the circumstances. 

Answer: With respect to what constitutes a legal signature, 
see our answer to “Missouri” on page 768 of the March 19, 1927, 
Traffic World, under the above caption. 

It is the adoption of a given method of signing by the person 
attaching his signature to an instrument which gives legality 
thereto and not the particular method or means used. 

It is, therefore, our opinion that a rubber stamp signature 
will suffice in the signing of the stipulation covered by Section 7 
of the bill of lading, where this rubber stamp signature has been 
adopted by the party affixing or authorizing his signature to be 
affixed to the bill of lading in the signing of the stipulation in 
question. 

Freight Charges—Liability of Consignor 


Missouri.—Question: Shipment was consigned to a prepaid 
station without the shipper’s knowledge that it was a prepaid 
one and delivery made to consignee without collecting freight 
charges. Two and a half years later, carriers billed on shipper 
for the freight charges with the information that as destination 
was a prepaid station, charges must be prepaid. 

Goods were sold f. o. b. point to origin and it is practically 
impossible to collect freight from consignee at this late date. 
It is our contention that the initial carrier erred in not demand- 
ing prepayment of the charges and that the delivering carrier 
also erred in unloading shipment at a prepaid station without 
collecting the freight charges. It is further our contention that 
the carriers should collect these charges from the consignee 
inasmuch as he is the owner of the property. Paragraph 2 of 
Section 3 of the Interstate Commerce Act states that “From 
and after July 1st, 1920, no carrier by railroad subject to the 
provisions of this act, shall deliver or relinquish possession at 
destination of any freight transported by it until all tariff rates 
and charges thereon have been paid.” 

Will you please advise if shipper can legally refuse to pay 
the freight charges or if already paid what recourse he has to 
recover them, and cite any decision bearing on this case? 

Answer: Ordinarily a carrier has a right to look for his 
compensation to the person who required him to perform the 
service by causing the goods to be delivered to him for trans- 
portation and that person is generally, of course, the shipper 
named in the bill of lading, or the consignor. Finn vs. Western 
Railroad Corporation, 112 Mass. 525, 17 Am. Rep. 128. 

The fact that the latter does not own the goods has been 
held immaterial (Wooster vs. Tarr (Mass.), 85 Am. Dec. 707), 
on the ground that the carrier’s contract and right to recover 
his freight cannot be made to depend on what may prove to be 
the legal effect of the negotiations between the consignor and 
the consignee on the title to the property which is the subject 
of transportation. (Finn vs. Western Railroad Corporation 
(Mass.), 17 Am. Rep. 128.) 

Furthermore, even though there is a stipulation in a bill of 
lading providing that the consignee shall pay the freight, that 
does not of itself relieve the consignor, and a carrier is not 
bound at his peril to enforce the payment of freight from the 
consignees. The usual clause in bills of lading, that a cargo is 
to be delivered to the person named, or his assignee, “he or 
they paying freight,” is only inserted as a recognition or asser- 
tion of the right of the master of a ship to retain the goods 
carried until his lien is satisfied by payment of the freight; it 
imposes no obligation on him to insist on payment before de 
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MENEEN 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore and New York Weekly 
(EVERY SATURDAY) 


*From Philadelphia and Boston Bi-Weekly 
(ALTERNATE WEDNESDAYS) 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


*Differential Rates from Philadelphia ond Boston 
MUNSON STEAMSHIP LINE 
Munson wage 67 be St., New York 


Chicago, St. ie oa Baltimore 
Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 





Cuba-Mexican Gulf Ports 


FREIGHT SERVICE 


Sailings from New York 


FOR HAVANA—Weekly Express service every 
Saturday. Cuban ports—Weekly service for Santiago 
every Thursday. Fortnightly service for Cienfuegos, 
Guantanamo and Manzanillo alternate Thursdays. 
Sailings to other Cuban ports as freight offers. Mexi- 
can Ports—Weekly service to Vera Cruz and Tam- 
pico every Thursday. To Progreso fortnightly service 
alternate Thursdays. To Puerto Mexico, monthly 
service. 


Sailings from Philadelphia 


For Havana, Tampico and Puerto, Mexico— 
Monthly service. ; 


PASSENGER SERVICE 


Express sailings every Saturday to Havana on steamers 
“Orizaba” and “Siboney.” Steamers “Monterey” and “Mexico” 
furnish fortnightly service on Thursdays to Progreso, Vera 
Cruz, Tampico, Mexico. Ten and seventeen day cruises to 
Havana; Special round trip fares and rail-water circle tours to 
Mexico City in effect the year around. 


New York AND Cusa Marz S. S. Co. 


WARD LINE 


Pier 13, Foot of Wall St., New York City 





Pier 61 North River, N. Y. C. 
(WwW. —_ ~“ Tel. Chelsea “oie 
Chicago, 7 So. La Salle Boston, 84 8: Street 
Philatephis, Public vn a Bldg. 
San Francisco, 60 California St. 
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Hew cabo 


1S days, festes Service by Seg 





Itinerary: New York—Havana—Panama 
oe Canal—Balboa—San Diego (Westbound)— 
ww Los Angeles—San Francisco. 

Through Bills of Lading to or from other 
Pacific Coast ports; European, West 
Indian, Canadian, Hawaiian, Far Eastern 
and Australian ports. 

Passengers’ automobiles accepted un- 
crated as baggage at moderate charge. All 
steamers equipped for refrigerator cargo. 


Proposed Sailing Dates 


Eastbound from 
Westbound from New York San FranciseomLes Angeles 
Ss. California read SS.Finland Apr. 7 S.S.Mongelia Apr. 9 Apr.11 
eee thia Fall. $.S.Manchuria, Apr. 21 S.S. Finland, Apr. 30 May 2 
built liner. S.S. Mongolia, May 5 S.S.Manchuria, May 14 May 16 


PANAMA Paciric LINE 


INTERNATIONAL MERCANTILE MARINE COMPANY 


1 Broadway, N. Y. C. 
Tel. yy *- Green 83800 


Baltimore, Scaaee of Commerce Bldg. 
Los Angeles, Central Bldg. 


GULF PACIFIC LINE 


THE STEELE STEAMSHIP LINE, INC. 
SWAYNE & HOYT, INC. 
(Joint Service) 


SAILINGS EVERY SECOND SATURDAY 
FROM 


Mobile and New Orleans 


Los Angeles, San Francisco, Oakland 
Portland, Seattle and Tacoma 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Datch East Indies for trans- 
shipment at San Francisco. 


Calis are made at Tampa and San Diego as Carge offers 
THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
424 Whitney Central Bldg., New Orleans, La. 
SWAYNE & HOYT, INC., General Agents Pacific Coast 
430 Sansome Street, San Francisco, Cal. 


THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 
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livery of the cargo. If he sees fit to waive his right of lien and 
to deliver the goods without payment of the freight the right to 
resort to the shipper for compensation still remains. (Holt vs. 
Wescott (Me.), 69 A. Dec. 74; Wooster vs. Tarr (Mass.), 85 Am. 
Dec. 707 and note; Hayward vs. Middleton (S. C.), 15 Am. 
Dec. 615.) 

True, the consignee, or the indorser of a bill of — may 
be sued if he has received the goods in pursuance of a bill of 
lading, imposing the payment of freight on him, at all events in 
cases where there is no charter party. The receipt of goods 
under such a bill of lading is evidence of a contract by the per- 
son so receiving them to pay the freight. But the liability of 
the consignee does not depend, in such a case, on the assump- 
tion that the original shipper would not be liable, as once seems 
to have been thought, but on a new contract to pay the freight, 
evidence in ordinary cases by the bill of lading and the recep- 
tion of goods under it. There is no shifting of liability. The 
contract of the consignor and that of the consignee are not con- 
sidered to be inconsistent with each other; each is an original 
contract based on a sufficient consideration. (North-German 
Lloyd vs. Jeule, 44 Fed. 100; Grant vs. Wood (N. J.), 47 Am. 
Dec. 162.) 

See, also, the following cases which have held that the con- 
signor is liable for freight charges, regardless of the liability of 
the consignee: Mo. Pac. R. Co. vs. Pheiffer Stone Co., 266 S. 
W. 82; Chicago Junction Ry. Co. vs. Duluth Log Co., 202 N. W. 
24; Western Maryland Ry. Co. vs. Cross, 123 S. E. 572; Sea- 
board Air Line vs. Montgomery, 112 S. E. 652, and cases cited 
in Note 7 of the decision in Louisville & Nashville R. R. Co. vs. 
Central Iron & Coal Co., 265 U. S. 59. 

Delay—Liability of Carrier Where Shipment Delayed Account of 
Clearances 

Maine.—Question: A car of feed is shipped-from a point in 
Minnesota to a point in this state, routed X Railroad, Y Railroad 
and Z Railroad, which we understand means via B Tunnel. It 
developed that this particular car was too large to pass through 
the tunnel, the result being that the shipment had to be diverted 
to another route, which caused considerable delay in transit 
during the period of the declining market. Who is responsible 
for this? Is the shipper supposed to know all of these details 
concerning a particular routing, or are the carriers to blame 
for signing a bill of lading routing a shipment via an impossible 
route? 

Answer: Inasmuch as the shipping instructions given by 
the shipper informed the carrier as to the destination of the 
car, it was, in our opinion, charged with the obligation to for- 
ward the shipments as loaded with reasonable dispatch via 
some route or to inform the shipper at the time it was tendered 
to it for transportation that the shipment could not move 
through to destination in the car in which it was loaded, in 
which event the shipper would have been obligated to transfer 
the load to a car which could have been hauled to destination 
without transfer, unless the shipper’s order for a car specified 
the destination to which it would be forwarded. 

Classification—Elements of 

Maryland.—Question: It appears to the writer that some- 
time ago there was some discussion in the columns of your 
magazine wherein it was brought out that an article should be 
compared with and assigned the same classification as other 
articles similar by nature, its component parts, etc., and when 
of relatively the same value and shipped under the same condi- 
tions, regardless of the commercial use to which the article is 
placed. 

Please cite, if possible, any court case or refer to a decision 
of the Interstate Commerce Commission on this subject. 

Answer: With respect to this question see American Hat- 
ters & Furriers Co. vs. Cent. New England Ry. Co., 115 I. C. C. 
283, 285, also I. and S. Docket 76, 25 I. C. C. 442, 474; Classifica- 
tion of Insulating Material, 104 I. C. C. 713; Goodyear Tire & 
Rubber Co. vs. A. C. & Y. R. Co., 57 I. C. C. 206, 209. 

Routing and Misrouting—Conflict Between Rate and Route 

Arkansas.—Question: Kindly favor us with your advice on 
the following point. 

A straight bill of lading, covering an interstate carload ship- 
ment, is tendered to the carrier with a certain through route 
specified. The bill of lading also specified that the shipment 
was to be stopped in transit, under a provision in the tariff, for 
partial unloading. In order to comply with the routing instruc- 
tions shown, a back hauling of the car was necessary, as the 
stopover point, while a junction point, was on a branch line of 


the delivering carrier and not intermediate between origin and. 


destination via the route specified in the bill of lading. 

The rate per cwt. was not shown in this bill of lading, but 
the total freight charges at such rate were shown and such 
freight charges were prepaid at origin by the shipper. 

Interstate Commerce Commission Conference Rulings 214, 
243 and 474-C placed the obligation upon the carrier’s agent at 
origin to notify the shipper, in the event the rate shown is not ap- 
plicable via the route specified. Conference Ruling 474-C does not 
specify that the rate, shown in the bill of lading must be the rate 
per cwt., in order for this obligation to rest upon the carrier. The 
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fact that the total freight charges are shown, puts the carrier op 
notice as to what the shipper expects to pay (and did pay) ty 
the same extent as though the actual rate per cwt. had bee 
specified and, therefore, the carrier’s agent was negligent ip 
their failure to advise shipper, that such freight charges, i. ¢, 
rate, would not apply via the route specified, and carrier, under 
the referred to I. C. C. Conference Rulings, must protect the 
freight charges shown in the original bill of lading and prepaig, 

The tariff referred to is Agent J. E. Johanson’s I. C. C. 1798 
The stopover privilege is shown in Item 1686 of this tariff. 

Answer: * * In the Goldfields case, 34 I. C. C. 360, the 
Commission had under consideration a shipment covered by bill 
of lading which carried routing specified by the shipper, the 
weight of the shipment and the word “prepaid,” but neither rate 
nor the amount of the charges on the shipment. The complain. 
ant contended that it was the duty of the carrier’s agent to ad. 
vise the shipper presenting this bill of lading with the routing 
instructions shown thereon that if those instructions were to be 
complied with a higher rate would obtain than might be had by 
using another route, and also that it was the duty of the carrier’s 
agent to have inserted in the bill of lading the amount of the 
freight charges shippers were expected to pay, in advance of 
the forwarding of the shipment. It was contended by the conm- 
plainant that the shipment was misrouted by the carrier under 
Rule 286 of paragraph (f) of Conference Ruling Bulletin No. §, 
which provided that the obligation lawfully rests upon the car. 
rier’s agent to refrain from executing a bill of lading which con- 
tains provisions that cannot lawfully be complied with, or pro- 
visions which are contradictory, and therefore, impossible of 
execution. 

The Commission in holding that the shipment was not mis- 
routed, said: 


It is plain that this ruling does not apply, for this bill of lading 
contained no provision that could not lawfully be complied with or 
that were contradictory. The freight bill prepared by the carrier's 
agent at Port Costa, presented and collected by the carrier’s agent 
at San Francisco, was made out under the misapprehension that 
the through rate of $1.54 applied via the route specified in the bill of 
lading. his, however, constiutes only a case of erroneous billing, 
and it is the duty of the carrier to collect the lawfully published 
rate whether less or more than the rate erroneously applied. The 
circumstances here shown, therefore, do not constitute a case of mis- 
routing under rule 286 above stated. 


The inference to be drawn from this case, taken in connec: 
tion with the findings of the Commission in Keeton vs. St. L. §. 
W. Ry. Co., 39 I. C. C. 221, is that where the weight and the 
amount of the prepaid freight charges, together with routing 
instructions, are shown in the bill of lading, the provisions of the 
bill of lading are contradictory in the event that the rate ap 
plicable via the route specified by the shipper when applied to 
the weight of the shipment does not result in freight charges in 
the amount of those shown in the bill of lading as having been 
prepaid, assuming, of course, that there is an applicable rate 
from the point of origin to the destination shown in the bill of 
lading, which applied to the weight shown therein would result 
in freight charges in the amount shown in the bill of lading. 


Routing and Misrouting 

Illinois —Question: A shipment was tendered to carrier at 
point “A” destined to point “C” routed via carriers “X” and “Z.” 

It so happened that carrier “X,” i. e., the initial carrier, 
reaches point “C” or a small suburb within the switching dis- 
trict in point “C” and, consequently, took a full line haul giving 
carrier “Z’’ merely a switch revenue at destination “‘C” regard: 
less of the fact that carrier “X’” was on notice that material was 
company material of carrier “Z.” 

I interpret this as a misrouting on the part of carrier “X” for 
not giving carrier “Z” a line haul and ask to be reimbursed on 
the revenue basis which would have accrued if carrier “X” had 
given carrier “Z” a line haul on their own company material. 

Carrier “X” claims that they have no direct connection with 
carrier “Z” to give the latter a line haul except at point “B,” 
which is a point in common, and, furthermore, it would be neces 
sary for them to make this delivery by the use of an inter-zone 
belt line—carrier “Y.” 

My contention is that carrier “Y” being the only method of 
interchange they have at point “B,” the insertion of carrier 
“Y,” i. e., a belt line, is not necessarily an addition to the rout- 
ing and that carrier “X” being on notice that the car contained 
company material for carrier “Z”’ should have delivered it to 
this carrier at point “B” through belt line connection—carrier 
“Y”—and the responsibility to give carrier “Z’’ a line haul from 
point “B” to point “C” cannot be evaded by claiming that the 
rules of the Commission do not impose upon the carriers any 
obligations to insert additional routing; as I claim that the addi- 
tion of carrier “Y,” i. e., belt line, the only physical connection 
they have at point “B” with carrier “Z,” cannot be construed 48 
additional routing. 

Answer: While the Commission has held that where the 
consignor specifies the routing that he desires his shipment t0 
take by naming a carrier which, in connection with the initial 
line, forms a through route from point of origin to destination, 
the initial carrier can iot be charged with having misrouted the 


April 





FL 


LA 
RA 


25 


‘= 





-» No. 14 


Trier on 
pay) to 
ad been 
igent in 
es, i. e, 
r, under 
tect the 
prepaid, 
C. 1798 
riff. 

360, the 
l by bill 
per, the 
her rate 
ym plain. 
it to ad- 
routing 
re to be 
had by 
-arrier’s 
| of the 
ance of 
he com- 
r under 
1 No. 6, 
the car- 
ich con- 
or pro- 
sible of 


10t mis- 


f lading 
with or 
carrier's 
"S agent 
ion that 
e bill of 
; billing, 
ublished 
ed. The 
of mis- 


connec: 
it. L. 8. 
and the 
routing 
s of the 
‘ate ap- 
Dlied to 
irges in 
ig been 
le rate 
» bill of 
1 result 
ing. 


rrier at 
nd “Z.” 
carrier, 
ing dis- 
| giving 
regard: 
‘jal was 


= for 
rsed on 
X” had 
aterial. 
on with 
nt “B,” 
> neces 
er-zone 


thod of 
carrier 
1e rout: 
ntained 
d it to 
-carrier 
ul from 
hat the 
ars any 
ie addi- 
nection 
rued as 


pre the 
nent to 
- initial 
ination, 
ted the 








April 2, 1927 


Cc I TY OF AMERICA 






THE TRAFFIC WORLD 901 


a a ss ee ep — '—— a 
- a “a — 


~>—— ——_ 


FREIGHT FORWARDERS 


City, Delivery Service Twice Daily to all Parts 
of Greater Kansas City 


Consolidated Car Service With Free Store Door Delivery 


Most Complete and Up-to-Date System of 
Stock Records and Reports 


| Transfer & Storage Company 


228-236 West 4th Street 


Lecated in the Heart of the Wholesale District 


Low Insurance Rates Modern 
Prompt and Efficient Service 


AREHOUSES 
TRAFFIC CLUB OF KANSAS CITY, MISSOURI 
Represented by American Chain of Warehouses 


00 6 tee. Sle & 


260 West New York City 


Walker 7196 
Write Us for Information and Rates 


Warehouses 


RESPONSIBLE RELIABLE REASONABLE 


SHUPE TERMINAL CORPORATION 








Lincoln Highway and Passaic River, South Kearny, N. J. 


The Gateway of Commerce to the Port of New York 


TERMINAL—A strictly modern Terminal, consisting of 73 
acres on which are erected 45 buildings 

LOCATION—Lincoln Highway and Passaic River, South 
Kearny, New Jersey. 

FLOOR AREA—500,000 square feet, of which 215,000 feet 
have an unlimited load carrying capacity; 160 000 square 
feet are on raised concrete ramps even with car floors. 

LAND—Available for open storage and new buildings, 28 acres. 

RAILROADS—Terminal located on Pennsylvania Railroad just 
east of Waverly Transfer, and within a quarter of a mile 
of their great Manhattan Produce Terminal. Through 
tariff rates via Lackawanna on inbound carload shipments, 
as well as Storage in Transit Privileges Westbound via 
Pennsylvania R. R. 

TRACK STORAGE—Nine and one-half miles of sidings. 

WHARFAGE—1,400 feet of dock on Passaic River. 


We solicit your inquiries 
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FACTORY SITES—We will erect buildings to suit your par- 
ticular requirements. 


EQUIPMENT—Large fleet of motor trucks, tractors and trail- 
ers. Steam crane service. 


HIGHWAYS—Located on the Lincoln Highway the main 
artery of traffic from coast to coast, twen ve minutes 
from Broadway. The new Hudson Tunne s will assure 
prompt deliveries to the Metropolitan District. 


LABOR—A bea populated territory to draw from with no 
labor troubles. 


SERVICE—Daily ba J car service for L.C.L. shipments via 
Pennsylvania Railroad to Waverly Transfer. Distribution 
and Warehousing. Daily truck deliveries within radius 
of 30 miles. We handle your shipments. service 
unsurpassed. Direct service to Boston via Port Newark 
& New England S/S Co. 


Rates quoted on application 
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shipment if it bills it over that route instead of selecting a 
cheaper route in which these carriers participate, but with a 
third carrier intervening (Stebbins vs. D. L. & W. R. Co., 42 I. 
C. C. 150), it has also held that where the lines specified in the 
routing instructions of the shipper, through the medium of an 
intermediate switching carrier whose charges are absorbed by 
the initial carrier, form a complete route from point of origin 
to point of destination the routing instructions, for all practical 
ar a complete. National Supply Co. vs. C. B. & Q., 66 
Ze, C. ' 

In J. I. Prentiss & Co. vs. Pa. R. Co., 19 I. C. C. 68, the 
Commission held that the initial carrier had misrouted a ship- 
ment in failing to forward the shipment via the roMe which 
would have afforded the D. L. & W. Railroad, the connecting line 
shown in bill of lading, a line haul. It is only where the word 
“delivery” or words of similar import are used in connection 
with the terminal carrier in the bill of lading, that the initial 
carrier is justified in failing to accord the terminal carrier the 
line haul. Trexler Lumber Co. vs. So. Ry. Co., 42 I. C. C. 719; 
McCoach & Co. vs. N. T. P. & N. Ry. Co., 42 I. C. C. 171. 

However, in Terhune Lumber Co. vs. Southern Railway Co., 
in Mississippi, 42 I. C. C. 317, the Commission held that if the 
initial carrier is to receive a switching movement only and is 
to deliver the shipment to another carrier at point of origin, a 
switching ticket should be used, and that there is no obligation 
on the part of the initial carrier to turn the cars over to its com- 
petitor at point of origin. 

In the National Supply Company case, 66 I. C. C. 604, above 
referred to, the Commission held, in effect, that the intermediate 
switching carrier whose charges are absorbed by the initial car- 
rier is not a third and intervening carrier and that for all prac- 
tical purposes routing instructions which name an initial carrier 
and a delivering carrier, a connection between which lines in- 
volves- the use of an intermediate switching carrier whose 
charges are absorbed by the initial carrier, are complete. 

We can locate, however, no cases holding that there is an 
obligation on the part of the initial carrier to employ the serv- 
ices of an intermediate switching carrier in order to afford the 
delivering carrier a line haul instead of a switching movement 
at point of destination. 

Tariff Interpretation—Application of Intermediate Rule—Routing 
from More Distant Point Covers Intermediate Point 

Tennessee:—Question: Will you please advise if the Com- 
mission has in its decisions or informal rulings held, where un- 
der appropriate intermediate application a rate is applicable 
from an unnamed point, such rate will apply from the unnamed 
point via all routes, notwithstanding the point is not interme- 
diate between two points on all lines via which traffic could 
move from the intermediate point. 

Answer: See, with respect to this question, the Commis- 
sion’s opinions in Hutchinson Produce Co. vs. A. T. & S. F., 92 
I. C. C. 115. In this case the Commission held that the restric- 
tions in routing covering the rate from the more distant point 
were applicable to the intermediate point. 


Tariff Interpretation—Application of Intermediate Rule—Dis- 
tance Rate Versus Intermediate Rule Rate 

Nebraska.—Question: C. & N. W. GFD 1602-F, I. C. C. No. 
9190, title page reads as follows: “Local Distance Tariff Naming 
Commodity Rates between all Stations on the C. & N. W. Ry. in 
Nebraska,” also provision on title page as follows: “On inter- 
state traffic commodity rates shown herein may be used only 
when no specific commodity rates have been provided.” 

On an interstate shipment on which through rate is made 
up of the combination of local rates, can a commodity rate 
shown on potatoes in this tariff be used in preference to an 
intermediate rate on the same commodity shown in C. & N. W. 
GFD 13641, I. C. C. No. 9432. Is the intermediate provision in 
tariff I. C. C. No. 9432, which reads as follows: “Rates provided 
in this tariff apply from and to points named only, except that 
rates from or to directly intermediate points will be the same 
as shown in tariff from or to the next more distant point from 
or to which rates are named,” considered a specific rate which 
will take preference over rates named in tariff GFD 1602-F? 

Rate shown in I. C. C. 9190 is 104% cents, while intermediate 
rate in I. C. C. 9432 is 16 cents. 

Has the Interstate Commerce Commission ruled that an in- 
termediate rate will be considered specific, and must such inter- 
mediate rates be used in preference to combination of local 
rates? Is a tariff providing for intermediate application of 
rates to take preference over other tariffs naming specific dis- 
tance rates? 

Under Conference Ruling No. 256 the Interstate Commerce 
Commission has ruled that lowest combination of rates filed 
with the Commission shall be used when there is no through rate 
provided. In your judgment would this conference ruling be 
applicable in this case? 

Will appreciate your opinion in the matter as well as any 
rulings or decisions of the Interstate Commerce Commission 
covering. 

Answer: See, with respect to this question, the Commis- 
sion’s opinions in Elaborated Ready Roofing Co. vs. C. & E. I. 
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Ry. Co., 109 I. C. C. 401; Prairie Pipe Line Co. vs. Director-Gen. 
eral, 60 I. C. C. 263; Miller & Lux vs. Sou. Pacific Co., 102 I. ¢ 
C. 137; Algoma Lumber Co. vs. Director-General, 113 I. C. C. 311, 

The principle of the Commission’s opinions in Miller & Lux 
vs. Southern Pacific Co., 102 I. C. C. 137, is, in our opinion, 
specifically applicable to the facts set forth by you. In this 
case, on page 139, the Commission said: 


The fact that the commodity item did not name Galt “specifically” 
as a point of origin does not mean that there was no “‘specific’’ com- 
modity rate in effect. The provision for application from intermediate 
points of origin established the rate of $62.50 per car to Los Banos 
and $75.50 per car to Oxalis just as positively, plainly, and legally 
from Galt, the unnamed point, as from Sacramento, and named 
farther distant point, and these rates were established as specific 
commodity rates. In other words, these were specific commodity rates, 
applicable from Galt, nothwithstanding the fact that Galt was not 
specifically named in the item. Rule 6 of Tariff Circular 18-A pro- 
vides that commodity rates must be specific, and that they must 
not be applied to analogous commodities. If a tariff should be filed 
naming commodity rates on “grain products,” for example, we 
could require the carriers to correct it by specifying a full list 
of the articles to be included within that designation. A commodity 
on a specific article of transportation, stated definitely as so many 
cents per 100 pounds, is a specific commodity rate, notwithstanding 
the fact that the same rate is not repeated in the tariff in connec- 
tion with each point of origin and each point of destination from 
and to which the rate is made to apply. There are several methods 
ps eens the points from and to which specific commodity rates 

pply. 


Inasmuch as the rate named in C. & N. W., I. C. C. No. 9432, 
is a specific commodity rate, the rates published in C. & N. W.,, 
I. C. C. No. 9190, are, under the application of the provision on 
the title page, quoted by you, inapplicable. 

For the same reason a lower combination of locals can not 
be applied in the event that the through rate is applicable via 
the route over which the lowest combination applies. 

Tariff Interpretation—Application of Combination Rule to 
Transit Shipments 

Tennessee.—Question: In your answer to “Minnesota” in 
your issue of February 26th, relative to the use of Jones’ Tariff 
228, I. C. C. U. S. No. 1, rule for constructing combination rates 
when shipment moves via routes over which no through rate is 
published, although a through rate is published via another or 
more direct route, you quote as authority the Commission’s de- 
cision in I. and S. Docket No. 1802, 93 I. C. C. 614, which affirms 
findings in former report 81 I. C. C. 745. 

We have had shipments of lumber originating at Vicksburg, 
Miss., moving through Birmingham, Ala., and transited at Nash- 
ville, Tenn. The manufactured product was shipped to Chicago, 
Ill., through Louisville or Evansville. The rate from point of 
origin to the river crossings is carried in Speiden’s 22 series. 
Charges on these shipments were assessed on the full combina- 
tions for which claims were filed on basis of Jones’ combination 
rule and claims declined with the excuse that the Commission’s 
decision nor the Sligo Iron case was not concurred in by the 
reforwarding carrier. 


Could this matter be adjusted on the Informal Docket or 
should formal complaint be filed? 


Answer: In North Packing and Provision Co. vs. Director- 
General, 104 I. C. C. 607, the Commission held that the fact that 
the transit privilege has been availed of in connection with a 
shipment does not make inapplicable the provisions of Agent 
Jones’ I. C. C. U.S. 1. In this case the Commission, on page 
613, said: 


Nor is there merit in the second contention, namely, that the 
movement was not continuous. Such interruption as occurs in con- 
nection with this traffic is for the mural convenience and advantage 
of carriers and shippers, as it enables the former to handle a given 
volume of traffic in a smaller number of cars and the latter not only 
to sort, grade, feed, and otherwise look after their hogs but also 
to take advantage of lower rates than would apply on hogs in 
single deck cars. The method of handling in effect would appear to 
be the only practicable method for both shippers and carriers. Ship- 
ments into the Mississippi River stations usually move out the 
same day, and such interruption as there is to the service performed 
by the carriers is not of a nature to break the continuity of move- 
ment. Transit privileges rest upon the fiction that the incoming 
and outgoing transportation services, which are in fact distinct, 
constitute a continuous shipment of the identical article from point 
of origin to final destination. Central R. R. Co. vs. United States, 
257 U. S. 247. We have consistently applied the same principle in our 
decisions dealing with transit. 


CAR SURPLUS AND SHORTAGE 
The average daily surplus of freight cars in the period 
March 8-14, inclusive, was 257,186 cars, as compared with 267, 
616 cars in the preceding period, according to the car service 
division of the American Railway Association. The average 
daily shortage was 52 cars, made up of 25 flat, 25 hopper and 2 
refrigerator cars. The surplus was made up as follows: 


Box, 114,505; ventilated box, 411; auto and furniture, 15,029; total 
box, 129,945; flat, 7,982; gondola, 38,569; hopper, 39,343; total coal, 
77,912; coke, 705; S. D. stock, 23,106; D. D. stock, 3,941; refrigerator, 
12,241; tank, 290; miscellaneous, 1,064; total, 257,186. 


Canadian roads reported a surplus of 20,552 cars, made up 
of 16,800 box, 1,825 flat, 250 gondola, 750 8S. D. stock, 675 refrié- 
erator, and 252 miscellaneous cars. 
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TERMINAL SERVICES 


AND 


ALLOWANCES 


You can see your car of freight on the 











line, but what goes on at the terminal? 


There is where the important and com- 

















plicated services are rendered: 


Weighing 
Switching 
Spotting 

Elevation 
Storage 
Cartage 


And a lot more. Do you know to just 
which of these your traffic is entitled, and 
whether or not you may have allowances 


to cover certain services? 





The newest of the Traffic World Manuals tell all 
about it. Two volumes prepared in the neat, substan- 
tial form of the other numbers in the series. Get your 
copies immediately. 















The Traffic Service Corporation, 
418 South Market St., Chicago, Ill. 


Send me ........ copies of the two volumes in the 
Traffic World Manual series covering “Terminal Serv- 
ices and Allowances.” I enclose $...........+- 


eee eeee sere eeeree sees eeeeeeeeeeeeeeeeeeeeeses 


RG mic. 3s a4 vo ea eraewie eens Sie aces hin es 


tA ciceathmedeedbene keene 





The price of these two volumes is 75 cents, complete, in- 
cluding postage. Others in the series are: Special Freight Serv- 
ices; Transit Privileges; Freight Routing; Diversion and Recon- 
signment; Demurrage Tariffs; Personnel of Railroad Traffic De- 
partments; others in preparation. Fifty cents each, two for seventy- 
five cents, three or more, thirty-five cents each. 
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SOUTHERN 


CALIFORNIA 


Death Valley! A few years ago a 
place of thirst, torture and death. 


No longer dangerous, yet Death 
Valley is still mysterious, awe in- 
spiring —a land of grim majesty 
and marvelous coloring, with a 
“winter climate like Egypt's. 


Now Death Valley is accessible in 
safety. Union Pacific motor busses, 
good roads, and a modern hotel 
have banished its terrors! 


Pullmans to Death Valley Junction. 
100 miles of motoring in the Funeral 
Mountains and in the Valley of 
Death, below sea level. $42.00 cov- 
ers all expenses of a 2-day side trip 
from Crucero, Calif., en route to 
Los Angeles. 


LOS ANGELES LIMITED 


Saves a day—ten dollars extra fare. Bar- 
ber, bath, maid, manicure, valet. 
Only 63 hours. 


Ly. Chicago (C.&N.W. Term.) 8:10 p.m. 
GOLD COAST LIMITED 


All-Pullman — 68 hours — no extra fare. 
Bath, barber, maid, manicure, valet. 
Ly. Chicago (C.&N.W. Term.) 8:30 p.m. 


CONTINENTAL LIMITED 
Now four hours faster than formerly. 
Standard and tourist sleeping cars. 
Ly. Chicago (C.&N.W. Term.) 2:30 p.m. 
C. J. COLLINS 


General Passenger Agent 
Omaha, Nebraska 


UNIONPACIFIC 


THE OVERLAND ROUTE 
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WAREHOUSE CONTRACT TERMS 


The Department of Commerce has issued in pamphlet form 
the standard contract terms and conditions for general merchan- 
dise and cold-storage warehouses agreed on at conferences held 
under the auspices of the department. (See Traffic World, 
May 8, 1926, p. 1281.) The document, entitled “Warehouse Con- 
tract Terms,” reviews the proccedings that led up to the adop- 
tion of the standard terms and conditions. Copies may be 
obtained for 5 cents each from the Superintendent of Documents, 
Government Printing Office, Washington, D. C. 

In a foreword, Julius Klein, director of the bureau of for- 
eign and domestic commerce, says: 


The warehouse is an integral part of our transportation and dis- 
tribution system. Uniformity in contractual relationship between 
the warehouseman and his client, as expressed in the contract terms 
and conditions on a warehouse receipt. means not only elimination 
of waste in distribution but also facilitetes the use of the warehouse 
receipt as a credit instrument. A standard of practice in the rela- 
tionship between storer and storee is thereby established. 

Representatives of the warehouse industry, the banking interests, 
shippers and receivers of freight, and railway men, in joint confer- 
ence, and in cooperation with the Department of Commerce, on April 
30, 1926, unanimously agreed upon a set of standard contract terms 
and conditions for general merchandise and cold-storage warehouses. 
The volume of business affected by the use of these standard terms 
runs into billions of dollars annually and is handled by over 4,000 
warehouses. The broad and far-reaching effect of this standardiza- 
tion program is apparent. Over 200,000,000 square feet of storage 
space, handling a constantly moving volume of goods in process of 
distribution, will now be offered to the public upon a standard con- 
tractual basis. : 

The standardization and simplification of contract terms and con- 
ditions for the warehouse industry is the result of cooperative work 
of the Bureau of Foreign and Domestic Commerce with warehouse- 
men and other groups interested. The recommended contract terms 
and conditions have been accepted by a sufficient number of repre- 
sentative users of warehouse forms to assure their general approval 
by both the warehouse industry and associated industries. A list of 
acceptors is printed in Appendix II. 

The adoption of these standard terms and conditions marks the 
completion of the work of simplification undertaken by the Depart- 
ment of Commerce in respect to warehouse forms. The face and 
size of forms used in the warehouse industry were indorsed by the de- 
partment on September 24, 1924. With the standard contract terms 
and conditions on the backs of warehouse receipts, the use of such 
receipts in credit transactions will be facilitated, with resulting 
benefit to the dealer, consumer, shipper, and banker alike. 


As to future revisions of the standard contract terms and 
conditions, the department said: 


These standard contract terms and conaitioff” may be revised. 
The Department of Commerce will be glad to cooperate to the end that 
standard uniform practices in contractual relationship between the 
warehouse and associated industries may be maintained. Changes or 
inclusion of new sections will be considered if in the future opinion 
of committees representing the warehousemen, shippers, bankers, 
railway men, or others, revision should be made because of changes 
in trade practices or other causes. Should a committee representing 
one of the interested groups, in conference with the Department of 


Commerce, suggest changes or modification of the terms, the depart- . 


ment will submit the recommendations to the other committees in 
joint conference. The recommendations of the joint-committee con- 
ference will then be submitted to a general conference similar to that 
wherein these standard contract terms and conditions were unani- 
mously adopted by the warehouse and associated industries. 

It is hoped that the standard contract terms and conditions, as 
set forth, will become the standard practice of the warehouse and 
associated industries. They are not mandatory. The success of this 
simplified practice recommendation depends entirely upon the ad- 
herence to and the general use of these terms and conditions by 
the trade. Since the approval has been so complete (the vote at the 
general conference meeting in Washington, April 30, was unanimous 
in the adoption of these terms and conditions), it is believed that 


this simplification recommendation will meet with a large measure 
of success. 


MOTOR VEHICLE REGISTRATION. 


More than twenty-two million motor vehicles were registered 
in the United States in 1926, according to reports received from 
state registration agencies by the Bureau of Public Roads of 
the Department of Agriculture. The year’s registration repre- 
sents an increase of 10.3 per cent, or slightly more than 2,000,000 
over that of 1925. 

Of the total number of vehicles registered, 19,237,171 were 
passenger automobiles, taxis, and busses, and 2,764,222 were 
motor trucks and road tractors. The increase in motor trucks 
and road tractors amounted to 13.2 per cent, which is somewhat 
greater than the increase for all classes of motor vehicles, in- 
dicating a continuation of the development of commodity trans- 
portation by highway. 

Receipts from registration fees, licenses, etc., amounted to 
$288,282,352, as compared with $260,619,621 in 1925. Of the gross 
receipts $190,406,060 was available for highway construction 
under the supervision of the state highway departments, 
$51,702,184 was allocated to counties for expenditure on local 
roads, and $25,274,158 was used to finance highway bond issues. 
The remainder was used for payment of collection costs and 
miscellaneous purposes. 


ALLEGHENY BOARD FORECAST 


The Allegheny Regional Advisory Board, in cooperation with 
the car service division, American Railway Association, has 
issued over the signature of its general chairman, Donald O. 
- Moore, the following forecast of carload shipments, by commodi- 
ties, to be made in the next 90 days, as compared with the same 
period of 1926. 
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Prospec- 
tive Per Cent of 


cCO7_-_-_-----—-—_ 
Commodity Increase Decrease 
FO Ee re Pee OE a Be oe 5.26 oven 
EE cae a. sly Seligvels-o:e ipo ees svete eek > Gere one ne 1.67 
TORE REGS BIE BODDE? 5 ocdeccccecccsebeteceqeoh 7.88 
IE S65 Cin 6 ars eo Sic ol Sone 0 coho wareaw Seen ta cee 4.84 
i I, ARR i ec Si Eee Sor nr Ph AME ir yb 10.68 
SESSA S en SR ee Oy ee ee ee 5.06 
EE, ac. cs cas Kediciec ev ocscee nanereennes eo 12.97 
Canned S00ds (100d Products) «...o00.scccc ccccccsvcesc 7.02 
I Bora d cate tatibeat a eats co 150d qaseguee equi @ Ad. ouaeleie a Bee.ete 16.28 
oe ee ee A errr 5.12 
Clay, sand, stone, gravel and slag............eeseeees 4.00 eer 
Coe > eee ere wees 60.17 
*Coal—northern West Virginia ............ceeeceeees 28.90 mee 
*Coal—western Pennsylvania (high volatile)......... 22.07 ee 
*Coal—Central Pennsylvania (low volatile).......... 33.63 meets 
cited ccareccchinla- alee cane bie ne aces Bib Ont aw he dhscme-o aes HS 27.24 
PPEOMIATS GME DPOUEOEY 6.66356. osc ccuheicdeveeesecece 4.33 sites 
RE SR TESS Pe a Se ee ee 10.00 
CTH OE TRUE © iio. oi. 6.0 0.s cies cain Seweis ons came nwsies 2.27 
NN OO ELE Oe 8.00 seca 
CHR, INO 5 5k 5 iS osine Se eta wre este eee ewie 1.12 
NI 2 ahs Cig bk witiche ti einle0'e emaRReere ee dinek@ewsinUeee 0.77 roars 
NI 8a caicas tecarehsc: t,6F wr ios Ghee Silly 5. Wao WALT AIS 2.19 seats 
NN cea ta a les aden a eo /n id Stk: 6: hde arg eietWrer ome aipe ce miacues scars 0.00 0.00 
ee EE OT OT en ee 0.00 0.00 
NY SN ooo car aiwes'oe vw sib oncoming asonece 6.12 nee 
Iron and steel—finished products..... ........seeeeee 6.81 
pe EE er eer 2.04 
ee I on 5a. oe nia avo e'eiere.c'o biuielerea- ee eietew einie 4.08 
eS ee 14.86 
I NN ooo c:o.cicis clare 06.0 ssideele awe ceUieiseiete 10.39 
OE onesies cvesecpecreetscereeus 9.05 
TMIBOOF BUG TOTSRE PYOGUCS..... ccicccscvvesccccsvcsses 6.86 
Co RAR a eee eee 18.13 
PBST GE PADSE PLOGUCEH «606.0 ccc ccccciccccsccwewces 9.69 
Petroleum and petroleum products: 
I fo oth co lana hia a alosorcis' a s\cioiblarnbe:s beta Rel eoaee 11.18 
DPUMS—10aded In DOE CATS... cccccccscccsecoceve 14.38 
EE RE re ee ee ee ae 0.77 
Ee ree Ce ers ee ee Ses 13.36 ssl 
Total—all commodities (exclusive of iron ore)... 6.04 


*Some allowance must be made in the use of these estimates for 
the uncertainty of the bituminous mine labor situation due to the 
possibility of a strike at the union mines on April 1. The effect of 
the strike upon production in the present union districts, the effect 
upon market demand in the non-union districts, and the immense 
storage of coal by consumer, are all factors in this situation which are 
extremely difficult of determination beforehand. These estimates, 
however, are based upon the best judgment of individual operators in 
the light of all these conditions. 


HIGHWAY PLANS FOR 1927 


The construction of 26,841 miles of road and the mainten- 
ance of 239,847 miles are included in the 1927 state highway 
programs of 47 states, according to reports received by the 
Bureau of Public Roads of the Department of Agriculture. The 
programs also include the construction of a number of large 
bridges and the reconstruction of roads previously improved. 
On account of uncertainty of supporting legislation, no estimate 
of the season’s work is possible as yet in Connecticut. 

In carrying out the above programs it is expected there will 
be expended under the supervision of the state highway depart- 
ments in the 47 states a total of $648,483,000. In addition to 
the state expenditures approximate estimates indicate that 
counties and other lesser subdivisions of government will expend 
$475,000,000. Of the expenditures by the state highway depart- 
ments of the 47 states approximately $421,000,000 is the esti- 
mated amount for road construction and, according to present 
plans, more than $56,000,000 additional will be spent for new 
bridges. For reconstruction- of existing roads it is estimated 
that the expenditure will be nearly $27,000,000, and for main- 
tenance approximately $126,000,000. 


MOVEMENT OF FREIGHT 


A marked speeding up in the movement of freight by the 
railroads of this country was indicated by reports for January 
received from the carriers by the Bureau of Railway Economics, 
which says: 


The average daily movement per car in January was 28.5 miles, 
which was the highest average ever attained in any January since 
the compilation of these reports began in 1917. y 

The daily average for January was an increase of nine-tenths 
of a mile over that for January, 1926, and 2.1 miles above January, 
1925. It also was an increase of 5.7 miles above the average for 
January, 1920. 

In computing the average movement per day, account is taken 
of all freight cars in service, including cars in transit, cars in pro- 
cess of being loaded and unloaded, cars undergoing or awaiting re- 
ponent omg also cars on side tracks for which no load is immediately 
available. ; 

The average load per freight car in January, 1927, was 28.4 tons 
including merchandise which is the highest average attained for that 
month since January, 1923, when the average was 29 tons. This 
was an increase of eight-tenths of a ton above that for January 1as 
year and an increase of four-tenths of a ton above January, 1925. 

In cooperation with the various Shippers’ Regional Advisory 
Boards which have been organized throughout the country. the car 
service division of the American Railway Association is endeavoring 
to bring about the loading of freight cars more nearly to capacity. 
While some commodities are being loaded as closely as possible to 
the capacity of a freight car, the car service division feels that there 
are other commodities which can be loaded more heavily and it 1s 
with that object in view that the car service division is endeavoring 
to bring to the attention of shippers the advantages of increasing the 
load of freight cars. 
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Splendid fast trains, all-steel equipment, auto- 
matic Safety Signals. Double Tracked Main 
Lines. Rock ballast roadbed insures comfort 
and “On Time” delivery at your destination. 


THE TRAFFIC WORLD 





Between Chicago and Principal Points in the West and Northwest 









The Chicago & North Western Railway has been 
a prime factorin the industrial and agricultural ex- 
pansion in the territory it serves by providing fast 
and frequent service and “On Time” deliveries. 








“Exactly the Reports 













For accurate information about tickets and shipments anywhere West or Northwest, apply to 


H. W. Byers, Freight Traffic Manager 
226 W. Jackson St., Chicago 


C. A. Cairns, Passenger Traffic Manager 
226 W. Jackson St., Chicago 


In the Best 
of the West” 


“The Best of 
Everything — 












T-S-C 
“WVATCHING” 
SERVICE: 


Rendering traffic service to industry, large and small, for 
the last twenty years and producing a publication recog- 
nized as the authority on traffic matters in the United 
States, the Traffic Service Corporation long since arrived 
at the point where it stands alone as a dispenser of correct, 
intelligent, and prompt traffic service. 


We Need” 










Watching for happenings in Washington vital to the interests 
of our clients, making ourselves their eyes and ears, so to 
speak, and furnishing individual, daily reports by letter or 
wire as desired, is one branch of its varied service. 







Scores of the most prominent traffic managers are finding 
this service indispensable. If you have to do with traffic 
you need it. Write for particulars to— 


The Traffic Service Corporation 


Service Department 
310 Mills Building Washington, D. C. 
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Digest of New Complaints 





19283. Phoenix Horse Shoe Co., Chicago, Ill., vs. Santa Fe et al. 

This complaint, digested in the Traffic World of March 19, as 
attacking rates on horse shoes and toe calks, does not bring *into 
issue rates, complainant explains, but refusal of defendants to 
furnish agency tariffs to complainant which alleges it has reason 
to believe that defendants furnish such tariffs to other manufac- 
turers. Complainant asks that Commission require distribution of 


s‘defendants’ tariffs that will put complainant on equitable basis 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


with other manufacturing interests, and reparation for damages 
resulting from alleged unlawful and inequitable acts of defend- 
ants. 
— The Upson Co., Rockport, N. Y., vs. Aberdeen & Rockfish 
et al. 

Rates in violation of first three sections of the act, on fibre 
wallboard from Lockport, N. Y., to interstate destinations. Asks 
that defendants be required to establish from Lockport, N. Y., 
to all points of consumption in Official Classification territory as 
described in the complaint reasonable and nondiscriminatory 
through routes and joint rates, and also be required to establish 
to Ohio River Crossings and other base points reasonable and 
nondiscriminatory rates from Lockport, N. Y., when used on 
traffic destined beyond, but in no event relatively higher than 
the rates contemporaneously collected from Buffalo and Oakfield, 
N. Y., Plasterco, Va., and Grand Rapids, Mich., and other com- 
petitive points of origin on plaster wallboard, and also that de- 
fendants be required to establish reasonable and nondiscriminatory 
rates on fibre wallboard but in no event higher than those con- 
temporaneously assessed on plaster wallboard; that in the of- 
ficial classification the rating on fibre wallboard be reduced to 
sixth class so long as plaser wallboard is assumed to take such 
rating; that through routes and joint commodity rates be estab- 
lished as requirea@; that the Commission decide the rating and 
rates legally applicable on plaser wallboard, and also, what pro- 
portion of gypsum need be added to complainant’s product to 
make it available for shipment as plaster wallboard, and that 
reparation be awarded. 


19378. Zenith Furnace Co., Duluth, Minn., vs. Algoma Central & 
Hudson Bay et al. 

Unreasonable, prejudicial and preferential rates on coke from 
Duluth, Minn., to points in Wisconsin, Minnesota and the northern 
peninsula of Michigan, as compared with rates from Sault Ste. 
Marie, Ontario. Asks rates for the future. 

19384. Boston and Maine Railroad, Cambridge, Mass., vs. Merch- 
ants & Miners Transportation Co. et al. 

Alleges that complainant and defendant Merchant & Miners in- 
terchange property at Boston, at a point known as Mystic Wharf; 
that method of interchange causes a waste of transportation 
service, in that it is less prompt, economical and efficient than 
if the traffic were handled at complainant’s public team tracks 
and freight houses at Boston and transferred by trucks or wagons 
between those points and defendant’s pier at South Boston; and 
complainant asks that through routes and joint rates be estab- 
lished only in connection with the latter operation in order to 
provide improved service for the public and relieve interstate com- 
merce of the burden of the present more costly and less efficient op- 
eration; that defendant has refused and refuses to participate 
in any change in the method of interchanging freight as proposed 
by complainant; that defendant refuses to provide reasonable fa- 
cilities for the prompt and economical interchange of freight 
traffic. Asks relief from the situation complained of. 


. 19385. Skelly Oil Co., Tulsa, Okla., vs. Missouri Pacific. 


Rate and charges in violation of sections 1 and 4 of the act, 
on litharge from Howards, Mo., to El Dorado, Kans. Asks rates 
for the future and reparation. 


19386. Pleasant Coal Co., St. Louis, Mo., vs. Terminal Railroad 
Association of St. Louis et al. 

Illegal detention charges on carload shipments of bituminous 
coal received at St. Louis, Mo., from various points in Illinois. 
Asks reparation. 


19387. Chicago By-Product Coke Co., Pittsburgh, Pa., vs. Ahnapee 
& Western et al. 

Rates in violation of sections 1 and 3 of the act, on coke, from 
Chicago, Ill., to points in Wisconsin, Missouri, Minnesota the 
Dakotas, Iowa, Nebraska, Kansas and Illinois, marketed in com- 
petition with coke shipped from Milwaukee, Wis., Sault Ste. Marie, 
Mich., Sault Ste. Marie, Ont., Terre Haute and Indianapolis, Ind., 
Granite City and E. St. Louis, Ill., and St. Louis, Mo. Asks rates 
for the future. 

19388. The Keystone Steel & Wire Co., Peoria, Ill., vs. Abilene & 
Southern et al. 

Rates in violation of sections 1 and 3 of the act, on manu- 
factured iron and steel articles from South Bartonville (Peoria), 
Nll., to points in Kansas, Oklahoma and Texas. Asks rates for 
future and reparation. 


- 19389. The Dry Milk Co., New York, N. Y., vs. Ann Arbor et al. 


Charges in violation of sections 1 and 3 of the act, on ship- 
ments of powdered (dry) milk, in tin cans, boxed and in bulk 
in barrels, from Columbus, Wis., to various points in official 
classification territory, because of ratings and rates applied to 
shipments. Asks cease and desist order and reparation. 


- 19390. Allied Packers, Inc., et al., Chicago, Ill., vs. Santa Fe et al. 


Unreasonable rates on dried, dry salted, smoked and pickled 
meats, loose, carloads, from Buffalo, N. Y., Chicago, Ill., Detroit, 
Mich., Topeka, Kans., and Wheeling, W. Va., to various interstate 
destinations. Asks reparation. 

19391. Mather Brothers, Atlanta, Ga., vs. A. B. & A. et al. 

Illegal and unreasonable rates and charges on furniture from 
Atlanta, Ga., to West Palm Beach, Fla. Asks rates for the future 
and reparation. 

19392. Gamble Robinson Co., Minneapolis, Minn., vs. W. H. Brem- 
ner, receiver of Minneapolis & St. Louis. 

Illegal rate or charge on bulk cabbage from Donna and Clark- 
wood, Texas, to Minneapolis, Minn. Asks reparation. 

19393. The Magee Carpet Co., Bloomsburg, Pa., vs. Central of 
New Jersey et al. 

Unreasonable and preferential rates on wool from New York and 
New York Lighterage points to Bloomsburg, Pa. Asks reparation. 
19395. North American Cement Corporation, Hagerstown, Md., vs. 
Norfolk & Western. 

Rates in violation of sections 2, 3 and 4 of the act, on cement 
because of refusal of defendant to absorb switching charges of 
Western Maryland at Hagerstown, Md. Asks cease and desist 
order and reparation, 
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No. 19396. Louisiana Farm Bureau Federation, Inc., et al., Baton 
Rouge, La., vs. Louisiana Railway & Navigation Co. 

Rates and charges in violation of section 1, 3, 4 and 6 of the 
act, on acid phosphate from Baltimore, Md., New Orleans, 
La., 4 Coushatta and Carroll, La. Asks rates for future and 
re on. 

No. 1 1 N. Auth Provision Co., Washington, D. C., vs. B. & 0; 


Unreasonable and illegal rates in violation of sections 1 and ¢ 
of the act, on cattle, calves, hogs and lambs and sheep from points 
in Maryland, Pennsylvania, Virginia and West Virginia to Benning, 
D. C. Asks rates for future and reparation. 

No. 19398. Traffic Bureau—Chamber of Commerce, Lynchburg, Va,, 
vs. Norfolk & Western et al. 

Unreasonable and inapplicable rates and charges in violation 
of sections 1 and 6 of the act, on one freight wagon, N. o. i. b. n, 
(dray) partially k. d., from Lynchburg, Va., to West Point, Miss, 
Asks rates for future and reparation. 

No. 19399. Golden Eagle Milling Co. et al., Petaluma, Calif., vs. Den- 
ver & Rio Grande Western et al. 

Rates in violation of sections 1 and 3 of the act, on coal from 
points in Utah and Colorado to Petaluma, Calif. Asks rates for 
future and reparation. 

No. 19400. The Keystone Steel and Wire Co., Peoria, Ill., vs. Chicago 
& Alton et al. ? 

Unreasonable rate on galvanized wire in coils, carloads, from 
South Bartonville (Peoria), Ill., to Adrian, Mich. Asks rate for 
future and reparation. 

No. 19401. Harlan Grocery & Grain Co., Harlan, Ky., vs. San Antonio, 
Uvalde & Gulf et al. 

Unreasonable rates and charges on onions and cabbage from 
various Texas producing points to Harlan, Ky. Asks rates for 
future and reparation. 


No. 19402. Harlan Fruit Co., Harlan, Ky., vs. Atlantic Coast Line et al. 
Unreasonable rates and charges.on potatoes from Mt. Olive, N. 
C., to Harlan, Ky. Asks rates for future and reparation. 


No. 19403. By-Products Coke Corp., Chicago, Ill, vs. A. & W. et al. 
Unjust, unreasonable, and prejudicial rates on coke, in carloads, 
from Chicago to various points in Illinois, Iowa, Missouri, Ne- 
braska, North Dakota, South Dakota, Minnesota, Wisconsin and 
the northern peninsula of Michigan, in competition with by- 
product coke from Chicago switching district, Granite City, Ill, 
St. Louis, Mo., Indianapolis, Ind., Terre Haute, Ind., Milwaukee, 
Wis., St. Paul, Minn., Duluth, Minn., and Sault Ste. Marie, Ont. 
Asks just and reasonable rates, and consolidation of this com- 
plaint with others already filed or to be filed against rates from 
Terre Haute and Indianapolis and other points to states named 
above. Also asks postponement of hearing in these cases at least 
ninety days from March 7, 1927. 
No. 19404. Harlan Fruit Co. et al., Harlan, Ky., vs. Atlanta & West 
Point et al. ; 

Rates and charges in violation of sections 1 and 3 of the act, on 
bananas from New Orleans, La., Mobile, Ala., and Pensacola, 
Fla., to Harlan, Ky., as compared with rates to Hazard, Ky. 
Asks rates for future and reparation. 


No. 19405. The Vortex Mfg. Co., Chicago, Ill., vs. Abilene & Southern 
et al. 

Rates in violation of sections 1 and 3 of the act, on paper cups 
from Chicago, Ill., to points in three classification territories and 
on paper sundae dishes from Chicago to points in Official Classi- 
fication territory. Asks reasonable and nonprejudicial rates and 
ratings, carloads and less than carloads, on paper cups, in three 
classification territories, and reasonable rates and ratings on 
paper sundae dishes in official classification territory, and repara- 
tion. 


No. 19406. ig Liberty Glass Co. -et al., Sapulpa, Okla., vs. C. M. & 
St. P. et al. 
Unjust, unreasonable, exorbitant, and discriminatory rates on 
cullet or broken glass from Chicago territory, St. Louis territory 
and Kansas City territory to Poteau, Okla. Asks reparation. 


No. 19407. Grand Rapids Body Co., Grand Rapids, Mich., vs. Reading 
Co. et al. 

Unjust and unreasonable rates on 12 carloads of fibreboard auto- 
mobile body panel sheets from Trenton, N. J., to Grand Rapids, 
Mich. Asks just rates, rules or charges, and reparation. 

No. 19408. The United States Can Co., Cincinnati, O., vs. Alabama 
Great Southern et al. 

Unjust and unreasonable rates, in violation of the fourth sec- 
tion of the act, on tin cans, carloads, from East St. Louis, Ill. 
to destinations in Kentucky, Tennessee, Alabama, Georgia, Florida 
and Mississippi. Asks for rates and reparation. 


No. 19409. Stein Potato Co., Minneapolis, Minn., vs. C. & N. W. et al. 
Unreasonable and unlawful freight charges, in violation of the 
long-and-short-haul provision of section 4, on a carload shipment 
of potatoes from Goodland, Minn., to Minneapolis, Minn., there 
stored, and reshipped to Correctionville, Iowa. Asks rates and 
reparation. 
No. Ay Walb Construction Co., La Grange, Ind., vs. C. & N. W. 
et al. 

Unjust, unreasonable and illegal rates and charges on dredging 
machinery from Green Bay, Wis., to Moore Haven, Fla. Asks 
for rates and reparation. 

No. Pet = F. Wilcox Co., Minneapolis, Minn., vs. C. St. P. M. 
- e@ q 

Unreasonable, discriminatory and preferential rates on six car- 
loads of open sash, set up, unglazed, from Minneapolis, Minn., to 
Philadelphia, Pa. Asks rates and reparation. 

No. Pg tg ar East Rochester Assn., East Rochester, N. Y., vs. B. 
. et al. 

Unjust, unreasonable, discriminatory and prejudicial rates and 
charges on bituminous coal, in carloads, from mines in West Vir- 
ginia, Ohio and Pennsylvania, to East Rochester, N. Y. Asks for 
Fe sg oS in excess of rates contemporaneously applied to Roches- 
er, N. Y. 

No. 19414. Caruso Rinella Battaglia Co., Inc., Schenectady, N. Y., v8 
Norfolk Southern et al. : 

Unjust, unreasonable, and prejudicial rates on a shipment of 
200 standard barrels of potatoes from Butts, Va., to Malone, N. ¥ 
Asks for rates and reparation. : 

No. 19414, Sub. No. 1. Caruso Rinella Battaglia Co., Inc., Schenectady, 
N. Y. vs. Pennsylvania et al. 

Unreasonable and prejudicial rates and charges on potatoes from 
Port Norfolk, Va., to Malone, N. Y. Asks rates for future and 
reparation. 

No. 19415. Globe Malleable Iron & Steel Co., Syracuse, N. Y. Vv 
;- + B70. et ak 

Rate in violation of first three sections of the act, on steel billets 
from Massillon, O., to Syracuse, N. Y. Asks rate for future and 
reparation. 
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Strawberry 


Culture along the 
KANSAS CITY SOUTHERN 


The strawberry, the Queen of Fruits, is one of the 
great crops grown in the Ozark region along the 
Kansas City Southern. There are now 8,647 acres 
planted at various points in this region estimated to 
yield 1,050 carloads and the equivalent of 62 carloads 
in less than carload shipments. 


Strawberry growing in the Ozark region has become 
a very important branch of farming, and 25 years of 
practical experience in cultivation and marketing have 
proved strawberry cultivation to be a safe and satis- 
factory business. 


In the southern Ozark region—south of the Ar- 
kansas River and in Louisiana—the KLONDYKE is 
the preferred variety of strawberry for commercial 


growing. It is a large, well colored and well flavored 
berry maturing as early as March in Louisiana, and 
April in Southern Arkansas and Oklahoma. Being 
the first strawberries in the market, there is always a 
good demand for them wherever they are offered. 


The AROMA is the preferred commercial variety 
of strawberry in the northern Ozark region—em- 
bracing Southwestern Missouri and Northwestern 
Arkansas. It grows to a large size, has a better flavor, 
a more beautiful color and is a better shipper than 
any other commercially grown variety. It normally 
matures about May 10 to May 15, and is a favorite in 
every market in the United States and Canada. 


The strawberry is one of the several side lines inci- 
dent to farm operations in the Ozark re- 
gion. It fits in with general farming and 
has its place in the orchard, the vine- 
yard, and on the dairy and poultry farm. 
To the individual grower, it yields a rev- 
enue of $200 to $500 per acre. The crop 
yield runs from 50 to 200 crates per acre, 
and the price per crate from $2.00 to $6.50, 
the average being about $3.75 per crate in 
a series of years. THE PRODUCTION 
OF THE OZARK REGION AS A 
WHOLE FOR 1927 IS ESTIMATED 
AT 3,000 TO 3,500 CARLOADS, CON- 
TAINING FROM 420 to 448 CRATES 
EACH. VALUED AT $3.00 PER 
CRATE, THE APPROXIMATE IN- 
COME WOULD BE $4,725,000 TO 

$5,512,500. 


J. F. NEWSOM 
Agricultural Development Agent 
The Kansas City Southern Ry. Co 
Kansas City, Mo. 
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No. 19416. Salem Glass Works, Salem, N. J. vs. Boston & Maine et al. 

Unreasonable rates on glass bottles from Salem, N. J., to Ric- 
cars, Me. Asks rates for future and reparation. 

No. 19417. T. B. Baker, doing business as Silica Mining Co., Nashville, 
Tenn., vs. Lilinois Central et al. 

Unreasonable, discriminatory and prejudicial rates on sand from 
Leedy, Miss., to Chicago and Abingdon, Ill., Noblesville and Indian- 
apolis, Ind., and Milwaukee, Wis. Asks establishment of thréugh 
rates. 

No. 19418. The Cudahy Packing Co., Chicago, Ill. vs. C. B. & Q. et al. 

Unreasonable rates on fresh meat and packing house products 
from Chicago, Ill., South Omaha, Nebr., Sioux City, Ia., and St. 
Paul, Minn., to Alexandria, Shreveport and Monroe, La., and Little 
Rock, Ark. Asks reparation. 

No. 19419, Haffner Thrall Car Co., Chicago, Ill. vs. Northern Pacific. 

Rates and charges in violation of section 6 of the act, on empty 
= cars from Granite City, Idaho, to Vader, Wash. Asks repara- 

on. 

No. 19420. Milne Lumber Co., St. Louis, Mo., vs. New York Central. 

Illegal demurrage charges assessed on lumber at Detroit, Mich. 
Asks reparation. 

No. 19421. The L. E. Myers Co., Chicago, Ill., vs. Pennsylvania et al. 
Rates and charges in violation of section 1 of the act, on cement 
from Sellersburg, Ind., to Dixdam, Ky. Asks reparation. 
No. 19422. Wilson G. Ross et al., doing business as Ross & Merry, 
San Francisco, Calif., vs. Southern Pacific et al. 

Rates and charges in violation of sections 1 and 6 of the act, on 
drain pipe solvent, L. C. L., from Omaha, Nebr., to San Francisco, 
Calif. Asks rates for future and reparation. 

No. 19423. Bates & Rogers Construction Co., Chicago, Ill., vs. Chicago 
& North Western et al. 

Rates and charges in violation of sections 1 and 6 of the act, on 
hoisting machinery from Merrimac, Wis., to West Chicago, IIl. 
Asks rate for future and reparation. 

No. 19424. M. Bloomfield, doing business as Phoenix Pipe & Supply 
Co., Tulsa, Okla., vs. Santa Fe et al. 

Unreasonable rate and charges on wrought iron or steel pipe 
from Tulsa, Okla., to Zurich, Kan. Asks rate for future and 
reparation. 

No. 19425. Swift & Co. et al., Chicago, Ill., vs. A. C. & Y. et al. 

Unreasonable rates on dried, dry salted, smoked, and pickled 
meats, loose, in straight carloads or mixed carloads with fresh 
meat and/or other packing house products from complainants’ 
plants to points in C. F. A. territory. Asks reparation. 

No. 19426. Clayton & Murnan et al., Denver, Colo., vs. Oregon Short 
Line et al. 

Rates in violation of section 1 of the act on hogs and cattle from 
points in Montana, Idaho, Wyoming, Oregon and Utah to Los 
Angeles, Calif. Asks rates for future and reparation. 

No. 19427. Henry Marble Co. et al., Chicago, Ill., vs. B. & O. et al. 

Rates and charges in violation of 1, 3 and 4 of the act, on stone, 
other than bituminous, viz., granite or marble, imported, from 


. 
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Long Island, N.. Y., and Brooklyn, N. Y., to complainants at Chi- 
cago, Peoria and Milwaukee. Asks rates for future and reparation, 
No. 19428. The Kawneer Co., Niles, Mich., vs. B. & O. et al. 
Rates in violation of sections 1 and 3 of the act, on strip stee] 
and band steel from Leechburg and Verona, Pa., Cleveland, 0, 
and Weirton, W. Va., to Niles, Mich. Asks rates for future and 
reparation. 





A CORRECTION 
In the Digest of New Complaints, page 836, Traffic World, 
March 26, in the item No. 19332, Minnesota Potato Growers’ 
Exchange et al., St. Paul, Minn., vs. Santa Fe et al., the word 
“Photo” appeared where it should have been “Potato.” 





TRAINLOAD OF CANDY 


What is said to be the largest consignment of candy ever 
moved to a single city was recently shipped via the Santa Fe 
from the Curtis Candy Company at Chicago to Los Angeles, 
It was also the first trainload of candy to move over the lines 
of that road. It consisted of 10 carloads of bar candy, com- 
prising a total of 2,286,000 bars, which weighed 362,000 
pounds. This shipment was the eighth trainload shipped by 
that company recently, and was one of thirty-two full trains of 
candy being shipped to various sections of the country by that 
company in a period of sixty days. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended March 26 totaled 13,646 cars, as compared with 14,870 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture, 
Shipments were reported as follows: 


Apples, 966 cars; asparagus, 99 cars; cauliflower, 195 cars; cabbage, 
728 cars; celery, 695 cars; cucumbers, 45 cars; imports, 1 car; egg- 
plant, imports, 21 cars; grapefruit, 507 cars; imports, 15 cars; green 
peas, 108 cars; imports, 3 cars; lemons, 275 cars; lettuce, 747 cars; 
mixed citrus fruit, 145 cars; mixed vegetables, 869 cars; imports, 
16 cars; onions, 244 cars; oranges, 1,807 cars; imports, 33 cars; pears, 
21 cars; peppers, 64 cars; imports, 47 cars; spinach, 419 cars; straw- 
berries, 161 cars; string beans, 165 cars; sweet potatoes, 385 cars; 
tomatoes, 571 cars; imports, 268 cars; potatoes, 4,131 cars; imports, 184 
cars. 


Docket of the Commission 





Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


April 4—Washington, D. C.—Examiner Davis: 

® Finance No. 6175—Application of Chicago & Eastern Illinois Ry. 
for authority to acquire control of Chicago Heights Terminal 
Transfer Railroad by purchase of capital stock. 

April 4—Cincinnati, O.—Examiner Disque: 

i 2 yoo Agricultural Chemical Corp. vs. C. C. C. & St. L. 
y. et al. 
April 4—Los Angeles, Calif.—Examiner Beach: 
17671—Whiting-Mead Co. vs. Andrew W. Mellon, Director General 
of Railroads, as agent. 

April 4—Washington, D. C.—Examiner Boles: 

* Finance No. 6181—In the Matter of the Application of the Penn- 
sylvania, Ohio & Detroit R. R. for authority to issue $22,000,000 
of First and Refunding Mortgage 4% per cent gold bonds, series 
A, and of the Pennsylvania R. R. Co. for authority to assume as 
lessee and guarantor obligation and liability in respect of said 
bonds and to sell said bonds after receipt thereof. 


Agee 6S oeieaton, D. Cat Coe: 
. ° —Icing of perishable commodities at point: N k 
reg Haven & Hartford Roe ~eteaigit 
oin ouncil o e International Apple Shippers Assn. et al. 
vs. N. Y. N. H. & H. R. R. et al. (further hearing). 


April 6—Brawley, Calif.—Examiner Beach: 


Fourth Section APplication 12836—Refrigeration charges from points 
in California. 


April 6—Argument at Washington, D. C.: 

16742—Traffic Bureau of the Phoenix Chamber of Commerce et al. 
vs. A. T. & S. F. Ry. et al. 

16770 (and Sub. 1 to 9, incl.)—Bashford-Burminster Co. vs. A. T. 
& 8. F. Ry. et al. 

bat = 1)—Phelps Dodge Mercantile Co. vs. A. T. & S. F. 

y. eta 

17781—Simpson-Ashby Co. vs. Sou. Pac. Co. 

14140—Solomon-Wickersham Co. vs. Santa Maria Valley R. R. et al. 

14449—Traffic Bureau of the Phoenix Chamber of Commerce et al. 
vs. A. T. & S. F. Ry. et al. 

17077—Buffelin Lumber & Mfg. Co. et al. vs. 0.-W. R. & N. Co. et al. 

17448—Peaslee-Gaulbert Co. vs. A. T. & S. F. Ry. et al. 

16839—T. S. DeForest Co. vs. A. T. & S. F. Ry. et al. 

17466—United Verde Extension Mining Co. vs. Sou. Pac. Co. 


April 6—Washington, D. C.—Examiner Mullen: 
Finance No. 6155—Application of Texas & Pacific Ry. for authority 
to acquire control of the Abilene & Southern Ry. by purchase of 
capital stock and bonds. 


April 7—Washington, D. C.—Examiner Carter: 
i. @& s. 4 (2nd supplemental order)—Lime between southern 


points. 

® Portions Fourth Section Applications Nos. 600, 601, 542, 1024, 972 
et al.—In re authority to continue to charge for transportation 
of lime, in carloads, from lime producing points in Alabama, 
Georgia, Kentucky, Tennessee and Virginia to points in Southern 


Classification territory (to be heard in connection with I. & S. 
2874, lime between southern points). 
* |. & S. 2874 (3rd supplemental order)—Lime between southern points. 
April 7—Washington, D. C.—Examiner Carter: 
- & S. 2874—Lime between southern points. 
1. & S. 2874 (1st supplemental order)—Lime between southern points. 
a a _ i and 2)—Security Cement and Lime Co. vs. B. & 
. an oo Oe @ 
16408—Security Cement and Lime Co. vs. A. & R. R. R. et al. 


April 7—Argument at Washington, D. C.: 

15230—Rauh & Sons Fertilizer Co. vs. A. C. & Y. Ry. et al. 

17721—Tucson Wholesalers’ Assn. et al. vs. A. T. & S. F. Ry. et al. 

18176 (and Sub. 1 and 2)—Peters Duncan, Ltd., et al. vs. Del., Md. 
& Va. R. R. et al. 

Finance No. 5744—Construction of Branch Lines by San Benito & 
Rio Grande Valley Ry. 

Finance No. onstruction of Extension by San Antonio & 
Aransas Pass Ry. 


as pa City, Mo.—Examiner Wagner and Commissioner Mc- 


anamy: 
19272—Chamber of Commerce of Kearney, Neb., vs. A. & R. R. BR. 
et al. (to be heard in connection with 17000, part 2). 

April 7—Kansas City, Mo.—Examiner Wagner and Commissioner Mc- 

Manamy: 
19195—Alilance Chamber of Commerce et al. vs. A. & R. R. R. et al. 
(to be heard in connection with 17000, part 2). 

April 8—Washington, D, C.—Examiner Davis: 

* Finance No. 6142—Joint application of Illinois Bell Telephone Co. 
and Winnebago County Telephone Co. for a certificate that the 
acquisition by the former company of certain properties of the 
latter company will be of advantage to the persons to whom 
service is to be rendered and in the public interest. 

* Finance No. 6210—Joint application of James Thompson, doing busi- 
ness as the Seminole Telephone Co., and the Southwestern Be 
Telephone Co. for a certificate that the acquisition by the latter 
company of certain telephone properties of James Thompson will 
be of advantage to the persons to whom service is to be rendered 
and in the public interest. 

* Finance No. 6209 Joint Application of Consolidated Telephone Co. 
and Michigan Bell Telephone Co. for a certificate that the acquisi- 
tion by the latter company of the properties of the former com- 
pany will be of advantage to the persons to whom service is 
to be rendered and in the public interest. 

April 8—New Orleans, La.—Examiner Disque: 

16002—R. A. Gibson vs. K. C. S. Ry. et al.. 

18702—Tennessee-Arkansas Gravel Co. vs. Mo. Pac. R. R. 
April 8—Phoenix, Ariz.—Examiner Beach: 

17866—Apache wder Co. vs. A. T. & S. F. Ry. et al. 


April 8—Argument at Washington, D. C.: 

17779—Staufier Chemical Co. vs. Outer Harbor Dock and Wharf Co. 

18360—Public Service Commission of the State of Wyoming vs. B. 
& O. R. R. et al. 

April 9—Phoenix, Ariz.—Examiner Beach: 

Finance No. 5643—Application of California, Arizona and Santa Fe 
Ry. _ = authority to construct a line of railroad in Maricop® 
county, 4 

Finance No. 6042—Application of Atchison, Topeka & Santa Fe RY- 
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THE REDWOOD LINE /KeX 


Gulf-Pacific Coast Cargo Service 

















WESTBOUND 





Mobile Gulfport New Orleans Los Angeles San Francisco 
PIER 8 WEST PIER ST. ANDREWS ST. BERTH 177 PIER 37 
S.S. ABRON Apr. 2 Apr. 4 Apr. 7 Apr. 25 Apr. 28 
S.S. DOCHET Apr. 26 Apr. 22 Apr. 30 May 18 May 20 
A STEAMER May 30 May 27 June 4 June 22 June 24 
EASTBOUND 
San Francisco Los Angeles New Orleans Gulfport Mobile 
S.S. DOCHET Mar. 29 Mar. 31 Apr. 18 Apr. 22 Apr. 25 
S.S. ABRON May 3 May 5 May 23 May 27 May 30 
S.S. DOCHET May 25 May 27 June 14 June 17 June 20 





The fleet. of the REDWOOD LINE is composed of the Steamships ABRON, 
DOCHET, SABOTAWAN, MANHATTAN ISLAND and DIO, all identical 

* in size and type. They are all steel oil burners and carry the highest insurance te 
rating. These vessels are 381 feet in length, 52 feet wide, of 7700 tons dead 
weight and have a cargo capacity of 6500 tons. 


AGENCIES 
CHICAGO ST. LOUIS BIRMINGHAM MOBILE NEW ORLEANS 
Harry Rogers Irving H. Heller H. B. Rox Munson §S.S. Lines Lykes Bros. 
717 Straus Bldg. 1204 Pierce Bldg. 201 Brokers Bldg. Pier 8, M. & O. Docks 925 Whitney Bldg. 
Phone Wabash 6822 Phone Garfield 0390 Phone Main 4362 Phone 4097 Phone Main 4821 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CO. 


SAN FRANCISCO OAKLAND LOS ANGELES 
900 Matson Bldg. Lawrence Terminal 1110 Lane Mortgage Bldg. 
215 Market St. 1 Jefferson St. 208 West Eighth St. 
* * e t * 
Finkbine-Guild Transportation Co. 
J. W. SOMERVILLE E. L. THROGMORTON 
Vice-Pres. and Gen. Mgr. General Offices: Traffic Manager 





GULFPORT, MISSISSIPPI 
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for authority to acquire control by lease of a line of railroad 
proposed to be constructed by the California, Arizona and Santa 
Fe Ry. in Maricopa county, Ariz. 
April 11—Washington, D. C.—Examiner Boyden: 
Valuation No. 833—In re tentative valuation of the property of the 
Atlanta and West Point R. R. 
Valuation No. 847—In re tentative valuation of the property of 
the Western Ry. of Ala. 
April 11—Washington, D. C.—Examiner Carter: 
ee Smelting & Refining Co. et al. vs. A. T. & S. F. 
y. et al. 


April 11—Phoenix, Ariz.—Examiner Beach: 
18642—Arizona Corporation Commission et al. vs. A. T. & S. F. Ry. 
et al. 


April 11—Washington, D. C.—Examiners Marchand and Gray: _ 
* Valuation No. 207—In re tentative valuation of the properties of 
Maine Central R. R. et al. 
* Valuation No. 101—In re tentative valuation of the 
Portland Terminal Ry. 
April 12—Washington, D. C.—Examiner Bunten: 
19200—Depreciation Charges of Carriers by Pipe Lines. 
April 12—Washington, D. C.—Examiner Fuller: 
19053—Appalachian Electric Power Co. vs. Virgn. Ry. 


April 12—Washington, D. C.—Examiner Davis: 

* Finance No. 6173—Application of Western Maryland Ry. for au- 
thority to acquire control of the Chesapeake & Curtis Bay R. R. 
by purchase of capital stock. 


April 13—Argument at Washington, D. C.: 
17961—American Cyanamid Co. vs. Mich. Cent. R. R. et al. 
18272—Transcontinental Oil Co. vs. B. & O. R. R. et al. 
18427—Detmer, Bruner & Mason, Inc., vs. Bush Term. R. R. et al. 


April 13—Washington, D. C.—Examiner Macomber: 

Valuation No. 918—In re tentative valuation of the property of 
the Canton R. R. 

April 14—Washington, D. C.—Examiner Sullivan: 

* Finance No. 6195—Application of G. M. & N. R. R. for authority 
to acquire control of the Birmingham & Northwestern Ry. by pur- 
chase of capital stock and to lease the railroad of that company. 

April 14—Argument at Washington, D. C.: 

17541—The Celotex Co. vs. A. & W. Ry. et al. 

18215—Greater Des Moines Committee, Inc., vs. A. & W. Ry. et al. 

18529 (and Sub. 1)—Railroad Commission of Ark, et al. vs. A. A. 
me R. et al. 

April 15—Argument at Washington, D. C.: 

11203—Standard Paint Co. et al. vs. Director General, A. & V. Ry. 
13869 (and Sub. 1)—Certain-teed Products Corp. vs. Sou. Ry. et al. 
13986—Central Cement & Supply Co. et al. vs. A. & W. P. R. R. 


et al. 
14101—Birmingham Traffic Bureau vs. A. G. S. R. R. et al. 
14360—Allen & Jemison Co. et al. vs. A. G. S. R. R. et al. 
15865—Florence Chamber of Commerce vs. L. & N. R. R. 


April 15—Washington, D. C.—Examiner Haley: 
Finance No. 4086—Excess Income of the D. T. & I. R. R. Co. 


April 18—Washington, D. C.—Examiner Sullivan and Devoe: ; 

* Finance No. 6045—Application of Southern Pacific Co. for authority 
to acquire the railroads of the Oregon & California R. R. Co., and 
Marion & Linn County R. R., and to issue securities. 


April 18—Washington, D. C.—Examiner Molster: , 

* Finance No. 5956—Application of Smoky Mountain Railroad for au- 
thority to acquire a line of railroad in Knox and Sevier counties, 
Tenn. 

* Finance No. 5957—Application of Tennessee & North Carolina Ry. 
for authority to acquire control, by lease, of the Smoky Moun- 
tain R. R. 

* Finance No. 5958—Application of Smoky Mountain R. R. for au- 
thority to issue capital stock. 


April 18—Argument at Washington, D. C.: 
16707—Eastern Shore of Virginia Produce Exchange vs. Penna. R. R. 
17613—Harlan Elzey Randall Co. et al. vs. A. T. & S. F. Ry. et al. 
17868—C. Elias & Brother vs. Penna. R. R. et al. 
18331—-St. Louis Cooperage Co. et al. vs. C. B. & Q. R. R. et al. 
April 18—Washington, D. C.—Examiner Corbitt: 
Valuation No. 947—In re tentative valuation of the properties of 
the Tennessee Central R. R. et al. 
April 18—Washington, D, C.—Examiner Carter: . 
1. & S. 2846—Fullers’ earth from Georgia and Florida to destina- 
tions in the U. S. and Canada. 
April 18—Washington, D. C.—Examiner Faris: 
Valuation No. 898—In re tentative valuation of the 
the Chicago & North Western Ry. et al. 
Valuation No. 549—In re tentative valuation of the 
the C. St. P. M. & O. Ry. 
Valuation No. 758—In re tentative valuation of the properties of 
the Sioux City Bridge Ry. 
Valuation No. 763—In re tentative valuation of the properties of 
the Wyoming & North Western Ry. 
Valuation No. 795—In re tentative valuation of the properties of 
the Pierre, Rapid City & North Western Ry. 
Valuation No. 653—In re tentative valuation of the 
the Pierre and Fort Pierre Bridge Ry. 
April 18—Washington, D. C.—Examiner Law: 
Finance No. 3829—Excess Income of Midland Valley R. R. 
April 19—Washington, D. C.—Examiner Carter: 
* 19394—Elk Refining Co. vs. A. C. L. R. R. et al. 


April 19—Argument at Washington, D. C.: 
18012—Cincinnati Coal Co. vs. C. & O. Ry. et al. 
18182—J. A. Folger & Co. vs. A. T. & S. F. Ry. et al. 
18620—Walsh Fire Clay Products Co. vs. C. & A. R. R. et al. 

April 19—Columbus, O.—Commissioner Campbell and Examiners Faul 
and Bardwell: 

19134—-The National Supply Co. et al. vs. N. Y. C. R. R. et al. (to 
be heard in connection with 17000, part 6, iron and steel). 

April 19—Washington, D. C.—Examiner Macomber: 

Valuation No. 938—lIn re tentative valuation of the property of the 
Columbia, Newberry & Laurens R. R. 

April 19—Omaha, Neb.—Nebraska State Ry. Commission: 

* Finance 6086—Application of South Omaha Terminal Ry. for au- 
thority to acquire the railroad properties of the Union Stock 
Yards Co. of Omaha (Limited). 

April 198—Columbus, O.—Commissioner 
Faul and Bardwell: 

17000—Part 6, iron and steel articles. 
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et al. 
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properties of 


properties of 
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17878—Rates on iron and steel articles, in carloads, within state of 


Ohio. 
eu Cleveland Chamber of Commerce vs. A. T. & S. F. Ry. 
et al. 
18548—Jones & Laughlin Steel Corp. vs. A. & E. R. R. et al. 
18627—Cumberland Steel Co. vs. B. & O. R. R. et al. 
18667—The American Rolling Mill Co. vs. Pa. R. R. et al. 
18688—Inland Steel Co. et al. vs. A. C. & Y. Ry. et al. 
18951—The Detroit Board of Commerce vs. A. & E. R. R. et al. 
19023—-Kalamazoo Chamber of Commerce vs. A. & E. R. R. et al. 
19036—Lansing Chamber of Commerce vs. A. & E. R. R. et al. 
19059—B. Nicoll & Co., Inc., vs. N. Y. N. H. & H. R. R. 
19062—Krupp Foundry Co. vs. Reading Co. et al. 
19066—The Motor Wheel Corp. vs. A. & E. R. R. et al. 
19085—Elmira Steel Co., Inc., vs. L. V. R. R. et al. 
amen saan eae, Fla.—Commissioner Eastman and Director 
artel: 
17936—In re refrigeration charges of fruits, vegetables, berries, and 
melons from the South. 
April 20—Argument at Washington, D. C.: 
18073—International Paper Co. vs. A. & V. Ry. et al. 
18074—Brown Paper Mill Co., Inc., et al. vs. V. S. & P. Ry. et al. 
— aan ae ts D. Lag oa ecg Ps mk 
aluation No. —In re tentative valuation of the propert 
Northampton & Bath R. R. oe or 
April 20—Washington, D. C.—Examiner Quimby: 


Valuation No. 943—In re tentative valuation of the Watert 
Sioux Falls Ry. a 


April 21—Columbus, O.—Public Utilities Commission of Ohio: 
Finance No. 5808—Application of Ohio River & Western Ry. for 
authority to abandon its railroad. 
April 21—Argument at Washington, D. C.: 
1. & S. 2831—Stone from Champaign, IIl., to certain points in ¢, 
F. A. territory. 
* 1. & S. 2811—Petroleum & Petroleum Products from Colorado orig- 
ins to Colorado & New Mexico destinations. 
April 21—Washington, D. C.—Examiner Roberts: 
Valuation No. 948—In re tentative valuation of the property of the 
Morristown & Erie R. R. 
April 22—Argument at Washington, D. C.: 
1. & S. 2810—Transit privileges on lumber from North Pacific Coast 
East-bound, Transcontinental. 
= ae Sub. 1)—Humble Oil & Refining Co. vs. A. G. S. R. R. 
et al. 
April 23—Argument at Washington, D. C.: 
1. & S. 2850—Absorption of drayage charges on ore and concen- 
trates on the Southwest Missouri R. R. 


April 25—Washington, D. C.—Examiner Law: 
eS -_ 3984—-Excess Income of the West Virginia Northern 
a 0. 
April 25—Denver, Colo.—Examiner Harraman: 
* |. & S. 2879—Potatoes and vegetables from Western points to points 
in Arkansas, Tennessee, Kentucky, Missouri and Oklahoma. 


April 25—Argument at Washington, D. C.: 
15823—-Duluth Chamber of Commerce vs. C. & N. W. Ry. et al. 
15824—Grand Forks Commercial Club vs. C. & N. W. Ry. et al. 
(further argument). 


April 25—Washington, D. C.—Examiners Gibson and Woodrow: 

Valuation No. In re tentative valuation of the property of the 
Pennsylvania Co. et al. 

Valuation No. 429—Manufacturers Ry. Co. (Toledo, O.). 
Valuation No. 436—Wheeling Term. Ry. 
Valuation No. 431—Lorain, Ashland & Southern R. R. 
Valuation No. 432—Calumet Western Ry. 
Valuation No. 425—Cincinnati, Lebanon & Northern Ry. 
Valuation No. 351—Grand Rapids & Indiana Ry. et al. 
Valuation No. 461—Pittsburgh, Chartiers & Youghiogheny Ry. 
Valuation No. 462—Toledo, Peoria & Western Ry. 
Valuation No. 928—Pennsylvania R, R. et al. 
Valuation No. 382—West Jersey & Seashore R. R. 
Valuation No. 841—Winfield R. R. 
Valuation No. 837—Perth Amboy & Woodbridge Ry. 
Valuation No. 839—Delaware, Maryland & Virginia R. R. 
Valuation No. 840—Elmira & Lake Ontario R. R. 
Valuation No. 878—Freehold & Jamesburg Agricultural R. R. 
Valuation No. 877—Cherry Tree & Dixonville R. R. 
Valuation No. 880—Monongahela Ry. Co. et al. 
Valuation No. 881—Penna. & Atlantic R. R. 
Valuation No. 887—York, Hanover & Frederick Ry. 
Valuation No. 886—Western, New York & Pennsylvania Ry. 
Valuation No. 885—Pennsylvania Tunnel & Terminal R. R. 
Valuation No. 903—Philadelphia, Baltimore & Washington R. R. 
Valuation No. 437—Dayton Union Ry. Co. 
Valuation No. 435—Louisville Bridge & Terminal Ry. 
Valuation No. 434—Akron & Barberton Belt R. R. 
Valuation No. 879—Johnsonburg R. R. 


April 25—Detroit, Mich.—Commissioner Campbell and Examiners 
Faul and Bardwell: 
17000—Part 6, iron and steel articles. 
17878—Rates on iron and steel articles, in carloads, within state of 


Ohio. 

ha gl Cleveland Chamber of Commerce vs. A. T. & S. F. Ry. 
et al. 

18548—Jones & Laughlin Steel Corp. vs. A. & E. R. R. et al. 

18627—Cumberland Steel Co. vs. B. & O. R. R. et al. 

18667—The American Rolling Mill Co. vs. Pa. R. R. et al. 

18688—Inland Steel Co. et al. vs. A. C. & Y. Ry. et al. 

18951—The Detroit Board of Commerce vs. A. & E. R. R. et al. 

19023—-Kalamazoo Chamber of Commerce vs. A. & E. R. R. et al. 

1 Lansing Chamber of Commerce vs. A. & E. R. R. et al. 

19059—B. Nicoll & Co., Inc., vs. N. Y. N. H. & H. R. R. 

19062—Krupp Foundry Co. vs. Reading Co. et al. 

19066—-The Motor Wheel Corp. vs. A. & E. R. R. et al. 

19085—Elmira Steel Co., Inc., vs. L. V. R. R. et al. 

19134—-The National Supply Co. et al. vs. N. Y. G. R. R. et al. (to 
be heard in connection with 17000, part 6, iron and steel). 

April 26—Argument at Washington, D. C.: 

Fourth section departures in connection with transit shipments—of 
cottonseed and related vegetable products such as cottonseed 
and other vegetable oils, 
modities. 


April 27—Argument at Washington 
* 1. & S. 2748—Soap, soap powder between points in Western Trunk 
Line and Illinois Classification territory. 
*1. & §S. Soap, soap powder between points in Western Trunk 
Line and Illinois Classification territory. 
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Trains will operate 
on : 


EASTERN STANDARD TIME 


At all points east of 
and including 


CINCINNATI, OHIO 


Important Changes Made 
Im Traim Schedules 


WILL IMPROVE SERVICE 


To and from 


Cincinnati, Washington, Richmond 
Philadelphia, New York 


Consult New Folders and Official Guide 


T. H. Gurney 
General Passenger Agent 
Richmond, Va. 
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A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take ad- 
vantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 





















And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


The traffic department in which 


he raffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week. 





Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 


RRA SRSA 
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April 27—Washington, D. C.—Examiner Walsh: 
Valuation No. 949—In re tentative valuation of the property of the 
Minnesota Dakota & Western Ry. 


April 28—Denver, Colo.—Examiner Harraman: 
1. & S. rement between points in the Southwest. 


May 2—Washington, D. C.—Examiner ge ge 
19363—The Milwaukee Coke & Gas Co. vs. & W. Ry. et al. 
* — Furnace Co. vs. Algoma Central & Hudson Bay Ry. 


* 19887. Chicago By-Products Coke Co. vs. A. & W. Ry. et al. 
* 19403—By-Products Coke Corp. vs. A. & W. Ry. et al. 


May 2—Phoenix, Ariz.—Examiner Harraman: 
Fourth Section Application No. 13022—Filed by R. C. Dearborn, for 
and on behalf of carriers parties thereto. 
May 2—Washington, D. C.—Examiner Boyden: 
Valuation No. 65—In re tentative valuation of the property of the 
Great Southern R. R. 


May 2—Washington, D. C.—Examiner Faris: 
ie eg Say re tentative valuation of the property of the 
Valuation No. 728 “Houston & Shreveport R. R. 
Valuation Ne. 804—Houston & Texas Central R. R. 
Valuation No. 842—Houston E. & W. Texas Ry. 
Valuation No. 70i—Iberia & Vermilion R. R. 
Valuation No. 737—Lake Charles & Northern R. R. 
Valuation No. 784—Louisiana Western R. R. 
Valuation No. 883—Morgan’s La. & Texas R. R. & S. S. Co. 
Valuation No. 756—Texas & New Orleans R. R. 
Valuation No. 923—Southern Pacific Terminal Co. 
Valuation No. 750—Direct Navi. Co. 
Valuation No. 854—E] Paso Union Passenger Depot Co. 


May 2—Washington, D. C.—Examiner Hays: 
Valuation No. 940—In re tentative valuation of the property of the 
Kansas City Connecting R. R 


ae 2—Washington, D. C.—Examiner Pay ® 

16243—Indiana Coke & Gas Co. vs. & W. Ry. et al. 

16611—Citizens Gas Co. of 4. BA By Ala. Cent. Ry. et al. 
May 2—Washington, D. C.—Examiner 

Finance No. 3886—Excess income of the 1 Pere Marquette Ry. Co. 
May 3—Washington, D. C.—Examiner Roberts: 

Valuation No. 952—In re tentative valuation of the property of the 

Erie & Michigan Ry. & Navigation Co. 


May 3—Washington, D. C.—Examiner Ames: 
14498—Ragland Coal Co. vs. Virgn. Ry. et al. 
14831—Winding Gulf Colliery Co. vs. C. & O. Ry. et al. (further 
hearing). 
May 3—Washington, D. C.—Examiner Macomber: 
Valuation No. 953—In re tentative valuation of the property of the 
Northern Telegraph Co. 


May 3—Washington, D. C.—Examiner Ames: 
14454—W yoming Coal Co. vs. Virgn. Ry. eta 
13832—Gulf Coal Co. vs. Virgn. Ry. et al. further hearing). 


—— 4—Washington, D. C.—Examiner Potter: 
aluation No. 950—In re tentative valuation of the property of the 
Aransas Harbor Terminal Ry. 


May 9—Los Angeles, Calif.—Examiner ‘owe 
19086—Columbia Glass Co. et al. vs. A. T. & S. F. Ry. et al. 


May 9—Dallas, Tex.—Commissioner Meyer and Examiner Mackley: 

* 17000—Rate Structure Investigation Part 7, grain and grain products. 

* 16294—-State of Colorado and Public Utilities Commission of State 
of Colorado vs. Mo. Pac. Ry. et al. 

17477—-St. Joseph Grain Exchange et al. vs. A. & S. Ry. et al. 

17992 (and Sub. 1)—The Southern Kansas Millers Traffic Club et 
al. vs. A. & S. Ry. et al. 

18203—American Maid Flour Mills et al. vs. A. & S. Ry. et al. 

19103—Merchants Exchange of St. Louis vs. A. & S. Ry. et al. 

19279—The Board of Trade of Cairo, Ill., vs. Ark. & La. Mo. Ry. et al. 

ae om Sub. 1)—Atchison Board of Trade et al. vs. A. & S. Ry. 


18669" ina Sub. 
Fr. Ry. ct al. 


* % 


ee He & 


* 


1)—Southwestern Millers League vs, A. T. & S. 


LOCATION OF CARS 


The semi-monthly bulletin of percentages of freight cars on 
line to ownership, Class I roads, as of March 1, issued by the 
car service division of the American Railway Association, shows 
the following: Eastern district, 98.8 as against 97.2 a year ago; 
Allegheny, 99.4 as against 105.3 a year ago; Pocahontas, 79 as 
against 74.8 a year ago; Southern, 100.4 as against 108.2 a year 
ago; Western, 97.6 as against 94.8 a year ago; all districts, 97.8 
as against 98.3 a year ago; Canadian roads, 96.8 as against 90.9 
a year ago. 


CHANGES IN DOCKET 
Hearing in I. and S. No. 2768, absorption of belt line switch- 
ing charges at Portsmouth, Va., assigned for March 26, at Wash- 
ington, D. C., before Examiner Carter, was canceled. 
Hearing in fourth section application No. 11863 et al., as 
signed for March 30, at Hartford, Conn., before Examiner Mc- 
Grath, was canceled. 


VOLUME OF TRAFFIC 


Freight traffic handled by the Class I railroads in January 
was the greatest for that month ever reported, according to the 
Bureau of Railway Economics. 

Freight traffic for that month amounted to 39,223,400,000 
net ton miles, which exceeded by 1,516,772,000 net ton miles, oF 
four per cent the best previous record for any January, which 
was established in 1923. It also exceeded by 1,547,763,000 net 
ton miles, or 4.1 per cent that for January, 1926. 

In the Eastern district there was an increase of 6.9 per cent 
in the amount of freight traffic handled in January compared 
with the same month the year before, while the Southern dis- 
trict, however, showed a decrease of 3.1 per cent. The Western 
district reported an increase of 3.2 per cent. 
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To Save Time, Labor and Prevent Errors 


USE 


LEO FEIT’S UNIVERSAL CALCULA 


A short-cut method of finding results of multiplications and divisions 
EASY, QUICK AND ACCURATE 


Indispensable to Accountants, Bookkeepers, Clerks, Shippers and 
Receivers of Freight, Railroads, Manufacturers, 
Wholesalers, Banks, Contractors and Others 





ry 









q 


Send for a copy for a Ten-Day Trial 
Use Coupon Below No Obligation on Your Part 


Size of Book 144%” x 114" x 14” 


) 


a 


KEYSTONE WAREHOUSE, 


This Calculator contains 528 pages and over 500,000 results of multiplications and divisions. Its unique arrangement 
of the tables and its several distinctive features, such as checking tables for pointing off decimals in the answers make 
it possible to obtain: several billion answers. 

The columns in the tables are arranged and headed for easy and quick reading. The results are printed in black 
with one of the factors shown opposite thereto printed in green, and the other or constant factors shown as page numbers. 
The pages are index-tabbed on the side with strong durable linen tabs with page numbers printed on both sides of the 
tabs for quick reference to the pages wanted. Extra tabs at the bottom of the book give quick reference to the section 
of the tables desired with the titles of the sections printed on both sides of the tabs. 

This Calculator covers practically the entire field of calculations by the processes of multiplications or divisions, no 
matter how small or how large the problems. 


SOME OF THE SPECIFIC USES: 


To determine freight charges on any shipments at per 100-pound rating or net or gross ton rating. 

To determine freight charges on any shipments at per ton rating when weights given are in pounds. 

To determine division of through rate and through charges on established per cents. 

To determine total estimated weights of shipments where only 
number of gallons, crates, boxes or packages are furnished or obtained. 

To convert pounds into net or gross tons. 

To convert net or gross tons into pounds. 

To convert rate per ton into rate per 100 pounds. 

Also for payroll work, figuring extensions on invoices, estimating 
cost, computing percentages, interest, etc., etc. 


PRICE: $50 Per Copy 


Published by 5 Oe Aes Oe aS ae peers) aS eee ee 
i 


The Leo Feit Publishing Company 

701-706 Park Building, 

Cleveland, Ohio. 

“Please send me a copy of Leo Feit’s Universal 
Calculator for a ten-day trial. I agree that if, 
after that period, I want to keep it, I will remit 
$50; otherwise, I may return it at your expense, 
without any further obligation on my part.” 
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The Leo Feit Publishing Company 
701-706 Park Building, Cleveland, Ohio 
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The Chain of Tidewater Terminals 


d 


Allied Inland 


BOSTON 
BOSTON TIDEWATER TERMINAL, Ine. 
J. M. Hoffman, V. P. & Gen’l Mgr. 


Warehouses 
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NEW YORK 


ATLANTIC TIDEWATER TERMINAL 


G. W. Green, V. P. & Gen’l Mar. 
17 State St., New York 





es 
cite 
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PHILADELPHIA NORFOLK | 
PHILADELPHIA TIDEWATER NORFOLK TIDEWATER 
TERMINAL TERMINAL ‘ 
G. M. Richardson, Gen. Mgr. and J. A. Moore, Manager 
| 10 Chestnut St., Philadelphia Norfolk, Va. S 
Berths for 15 largest ocean cargo carriers Three piers, each 1300 ft. long—4 open WY) 















Shippers: 


666 Summer 8St., Boston 


Adequate, modern dockage facilities, direct 
rail connection all railroads — direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship—no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 

























—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available—Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity—Tracks extend entire length all 3 
piers —25 acre yard adjacent to piers for 
storage and distribution of lumber. 




















The above means great money saving to you. 


Two modern fireproof double-decked piers. 1820 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 


No long trucking—No piling—Maxi- 
mum dispatch. Fireproof storage di- 
rect from ship—No trucking or 
transfer charge. ble stor- 
age and handling charges. 


















bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and _ classification 
yards have over 4,000-car capacity—Every 
modern device for rapid and economical 
handling, all classes of cargo—Forty 
acres open storage space for lumber, metals 
and ores. 
























Read carefully—then direct 
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o~ BUFFALO PHILADELPHIA = 
i > eg a my a MERCHANTS WAREHOUSE CO., = 
G 10 Chestnut St., Philadelphia, Pa. me 
a] 
te Strictly modern warehouses lo- Snowden Henry, General Supt. 
s cated at the “Hub” of the whole- Eleven mammoth wareh 
> Ps sale and retail districts. Served by F rr 
i) iL. all railroads entering Buffalo, in- served by Penn. R. R. sidings. Larg- co 
= cluding the Great es 6 ers est operators of public es = | 
= and N. Y. Barge Canal lines. Also in Philadelphia. Equipped to fur- = 
Oo mM by all suburban auto trucking com- nish any kind of service incident to 
aa handling of package freight on L. > 
W~) bi pool car distribution and cartage . DL. shi " % zs 
b< oO facilities. Liberal advances on stored goods. ao) 
x = 
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your freight to be delivered to these splendid terminals, and warehouses. 
All structures are concrete and steel, completely sprinkler protected, affording greatest safety 


Ae 


Aa JIC" 


Z» 


and security with lowest possible insurance rates. Our Single Unit Policy of administration under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more—why pay as much for less? 

Write or telephone the pene wd nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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Put your plant 


where it will thrive , 
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PITTSBURGH— 














The Industrial Metropolis of America 


ATURE’S vast storehouse of raw materials— 

favorable climatic conditions—ample rail and 

water transportation — adequate labor — cheap 
power—handy markets—all of these have combined to 
place Pittsburgh in foremost position in production of 
iron and steel, coal and coke, oil and gas, electrical 
materials, glass, industrial chemicals, food stuffs and a 
great variety of other manufactured articles. 


With fourteen million people within two hundred 


miles, and sixty-nine million people within five hundred 
miles, the Pittsburgh District affords unequaled oppor- 
tunity for additional manufacturing to meet the needs 
of this population. 


This Company, serving the West and South Sides of 
the Pittsburgh District with belt line service in connec- 
tion with all trunk lines, offers its active aid in the estab- 
lishment of manufacturing or distributing enterprises 
along its line. 


Montour Railroad Company ~ Oliver Building 


<4 MONTDUR 





Pittsburgh>Pa. 


MONTDUR 
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Money-Saving 
Combination 


W: ask your consideration of International 
Trucks and McCormick-Deering Industrial 
Tractors, for the hauling and power end of 
your operations, on the basis of their everyday 


earning power in dollars and cents. You will 
find the combination of truck and tractor an 
unusually flexible source of economical trans- 
portation and power. Always the right unit 
for each job, whether for hauling heavy or light 
merchandise, raw materials, etc., or for oper- 
ating hoists, winches, crushers, mixers, pumps, 
graders, etc., or for heavy-duty hauling around 


the plant or yards. And back of this important 
daily routine of your equipment stands the 
superior service offered by our Company-owned 
service stations at 125 strategic locations in the 
United States. 
ok * 

The International Harvester line includes trucks 
ranging from 34-ton to 5-ton capacities, and 
McCormick-Deering Industrial Tractors. Equip- 
ment is available for practically every hauling 
and Bower need. Send inquiries to the Chicago 
address. 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. 
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of America 
(Incorporated) 


Chicago, Illinois 
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Fr e e—Booklet explaining L M S unusual 
Warehousing Plan mailed free on request 


Save Money by 


Storing in England 


HERES important news to every business executive. 
Today, you can store merchandise throughout 
Great Britain for one-fourth of what you now pay by 
shipping L M §S and storing in L M S warehouses. 
Every convenience known to modern distribution is at 
your command—always There are more than 300 
L_ M S warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 
rail routes. Handling charges and costly transit delays 
are cut to an irreducible minimum. 


The average L M S charge for handling, stowing 
and delivering out of store as required, is only 2/3 of a 
cent per 100 Ibs., inclusive. 


The L M S is the one British Railroad which serves with its 
own lines a// major British Ports. LM S delivers right through 
to store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. LM S storage rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 


LONDON, MIDLAND & SCOTTISH 
RAILWAY of GREAT BRITAIN 
ONE BROADWAY, NEW YORK CITY 


The L M S New York Office 
offers every co-operation to help 
you solve the problem of dis- 
tribution in Britain. Address 
THOS. A. MOFFET, Freight 
Traffic Manager in America, 
ONE BROADWAY, NEW 
YORK. 
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Great Northern Railway's 


Unsurpassed service is built on 


DEPENDABILITY 


Made possible by first-class equipment and facil- 
ities for the speedy and efficient transportation of 
freight and passengers 


BETWEEN 


St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland 
and Intermediate Points. 

Perfect Roadbed, Automatic Electric Block Signals, Modern 
Motive Power, including Oil-burning and Most Powerful Motor . 

Generator Electric Locomotives. 


Route of the 


New Oriental Limited 


A train of extra quality but no extra fare 


Daily between Chicago and the Pacific Northwest 
Via Glacier National Park—Park Season June 15- Sept. 15 


G. H. Smitton A. J. Dickinson 


Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 
H. G. Dow M. J. Costello 


Assistant General Freight Agent Western Traffic Manager 
, New York City Seattle, Wash. 


T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 


Great Northern Railway 








® INDIANAPOLIS 
Merchants Bank Bldg. 
@ KANSAS CITY 
Railway Exchange Bldg 


Majestic Bldg. 
Manzana de Gomez 


@ DETROIT 
@ HAVANA 


@ CLEVELAND 
Hippodrome Bldg. 
@ DENVER 
Boston Bldg. 


Southern Pacific Bldg. 


® CHICAGO—FREIGHT DEPT. 
® CHICAGO—PASSENGER 
DEPT., 33 West Jackson 


Ellicott Square Bldg. 


@ CINCINNATI 
Dixie Terminal 


® BUFFALO 


Woodward Bldg. 
Old South Bldg. 


@® BIRMINGHAM 
@ BOSTON 


@® ATLANTA 
Healey Bldg. 
® BALTIMORE 
Union Trust Bldg. 
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SOUTHERN PACIFIC LINE. 





Where they reach 
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Grants Pass, Oregon 


RANTS PASS, Oregon, located 
(S near the lower end of famous 

Rogue River Valley, is notable 
for its equable climate, fine soils and 
unlimited water supply. In the trade 
territory commanded by the city, dairy- 
ing, poultry raising, market gardening 
and small fruit culture are all profit- 
able. Flame Tokay grapes and pears 
grow to perfection, and alfalfa and 


clover crops are unfailingly abundant. 


Offering unusual opportunities for 
home-seekers, a new 20,000 acre irri- 
gation district is rapidly filling up with 
new settlers. Mining and lumbering, 
leading industries in the surrounding 
region, are constantly growing in im- 
portance and productiveness. 

Within an eighty mile radius of 
Grants Pass are to be found four won- 
ders of the Pacific Coast—Crater Lake, 
the Oregon Caves, the great Redwood 
Forest and Hell Gate Canyon. 


For information 


Write, telegraph or ‘phone 
® ‘‘General Agent, Southern Pacific Lines’’ ® 


SOUTHERN PAcIFic LINES 


—The Postman Knows Him 
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